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---------- - -, -, ... - -
Cºn. Lºo.
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DENVER, CoLoRADo, September 1st, 1900.

To the Stockholders of the ('olorado (6 Southern Jºa iſway
Company:

This Company took possession and commenced operation

o
f,

the following properties at midnight, January 11th, 1899:

TIIE UNION PACIFId, DEN WER & GULF RAIL
WAY; 2

f

Minus the Julesburg%ranch sold b
y

the Pur
chasing Committee fo the Union Pacific

Railroad Company.

THE DEN VER, LEADVILLE & GUNN ISON RAIL.
WAY;

embracing 1,141.55 miles o
f

road theretofore operated for about
five years b

y Frank Trumbull, Receiver. To simplify account
ing, the income commencing with January 1st, 1899, was re
corded o

n this Company's books, thus avoiding a complicated

separation o
f accounts in the month o
f

January. The Com
pany's by-laws provide that the fiscal year shall end o

n June
30th, and a

s the first full fiscal year was therefore not com

pleted until June 30th, 1900, and as settlement of the accounts

o
f

the Re-organization Committees was somewhat delayed, this

is the first printed report issued b
y

the Company.
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lhrnnm, Cor,01uno, SeptemLer 1st, lHOO. 

To tlu- ,'-.'t,wk!w!i/,,,•.~ of t/11, ( 'oloJ'1ti/11 <f' ,\'11ot/,n·11 //,,;/,ra!I 

Co111p({ny: 

This Company took po:-:-es:,;io11 and co1111uenced operation 

of, the followi~g properties at 111id!1iglit, January 11th, 18~1!): 

,. 
TIIE U~[OX PACII<'IC,, DE:KVER l\' <n~LF RAIL-

WAY; , 
I 

Minus the Jnlesburg1iranch ,mid hy the Pur-, 
tltasing Co111111ittee fo tlie V11iu11 P:witic 

Railroad Company. 

THE DEXVEK LEAD\rlLLE l\'. nrNKl~O:K HAIL-

\VAY; 

embracing 1,1-:11.55 miles ot' road tlwrt>tofun~ t,pt'ratt'd for about 

tive years by Frank Trumhnll, Hl~V~; To :,;i111 plif~- al'eonnt

ing, tl,e income co111111e11eing with January ist, lS!J!I, was rt·

<-·onled on tl1is Co111pa11y's hooks, tlins avoiding a co111pli<·ated 

:-;eparation of accou11ts in tlie 111011th of ,J a1111ary. The Co111-

pany\; by-laws provide that tlie fhwal year shall e11d on .I nne 

:30th, and as the first full ·tis<·al year was tltt>n,f'un, not <-·om

pleted n11til .Tune HOtli, H)OO, and a:,; :,;ettl<•111<-•11t of tlil' al•eo1L11ts 

of the Re-orcra11izatio11 Committee:,; was so1uewlrnt dt·lawd, this n . 

is the fir:-t printetl report i,-:-;ued hy tltt> Co111p:rny. 
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The following available assets, in addition to the road

itself, the appurtenant property, and various items, covered by

the First Mortgage, were received from the Purchasing Com
mittees and the Receiver:

Cash and other assets in excess of liabilities - - - S1,050,687.71

Material and supplies - - - - - - - - - - - - - - - - - - - - - - 291,991.24

C. & S. 1st Mtg. 4% Bonds, par value, S346,175.45

C. & S. 1st Preferred Stock, “ “ 9,250.90

C. & S. 2nd “ ** ** ** 581,450.90

C. & S. Common ** ** ** 570,018.00

The market value of which on June 30th, 1900, was 423,451.84

S1,766,130.79

The Company's interest in telegraph lines was

sold January 1st, 1900, to the Western Union
Telegraph Company, for ------------------ 125,000.00

A car trust maturing at the rate of S3,300.19

per month until May 25th, 1905, was ar.
ranged as hereinafter stated, for---------- 108,011.40
The net income for the 18 months ended June

30th, 1900, as shown on page 12, was ------ 369,798.63
º $2.458.940.82

The amounts expended during the 18 months ended June

30th, 1900, for improvements and new equipment, as shown on

pages 26 and 27, were as follows:

Improvements - - - - - - - - - - - - - - - - - - - - - - - - S 26S,001.09

New equipment - - - - - - - - - - - - - - - - - - - - - - 455,072.69
Other property --------------------------- 29,157.80

Miscellaneous assets added during the period, and
included in “Other Securities '' on Balance

Sheet, amounted to -- - - - - - - - - - - - - - - - - - - - - SS,935.33

Carried Forward - - - - - - - - - - - - - - - - - - s S41,166.91

UPRRIG-000223
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The following available as,;t,ts.-iu addition to tlte rua<l 

itself, the appurternrnt property, and various items, eon.•n•d by 

the First Mortgage,-Wl're rt'Cl-'in•d from the J>ureltasing Com

mittees and the Recein•r: 

Cash and other assl'ts in exeess of lialiiliti("" ___ 81,0:->0,tiSi.71 

1\f t ' l d 1· •_>!ll.!l<,11.·_> 1 1 a ena an ,mp p ies _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ -t: 

C. & S. lst )I tg. 4% Bonds. par value, B:J-W,175.-15 

C. & S. 1st Preforred t,-;toek, '' 

C. & ~- 2nd ~~ 

C. & S. Com111011 ,. 

" 

,, 

D.230.!Hl 

:i.._,1,450.!Hl 

070.01....,_00 

The market value of whieh 011 June :Wth.1!100. wa,; 

The Company':-; intt>rest in telegraph lines wa:,; 

sold ,Ta11uary 1st. l\HIO, to the "'estern l"11ion 

Telegraph Company, fur __________________ _ 

A car tru,,;t 111at11ri11g at tlw rate of ~J)3UO.l!l 

per month until :\fay 2:ith, 1 !100, wa,; ar-

ranged as herei1iaft('f' :-;tatPd, for ___________ _ 

Tlw 11et income for the lb months endP,l .J nne 

:::; 1. it if i.1 :311. 7!J 

l!l~.Ull.-40 

BOth, 1 !HH I. as sl1own on page 1 :2, was___ _ _ _ _ BO!l, 7!18.tJ:3 

$2.458,940.82 

The amounts expl'llded d11ring the 1-.; 111u11ths endPd Juno 

30th, HJOO, for impron,uw11ts and rn~w l'1111ip1111•11t, as i-l10w11 011 

pages 2fi and :27, wne as follows: 

l1nprovemt:•11ts ______________ _ 

~ C \V e1 l' I j p II It' II t _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ 

Otlier pro1wrty _ _ _______________ - _ - - - ___ _ 

nI i:,wella11tc•o11s asset:,; addt•d during tlie period, and 

included in '' ( Hl1er t,-;e<'11rities '' on Balan('e 

~hn•t, amou11ted to ______________________ _ 

Carri(•1l Forward ___ _ 

s 2u.-.,,001.oa 
43 5. 072. U (J 

2!1,107.80 

S s-t-1. ltili.\11 
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Brought Forward - - - - - - - - - - - - - - - - - $ 841,166.91

The Company’s funded debt was reduced in Jan.
uary, 1900, by the purchase of bonds of the
par value of $147,000.00, said purchase having

been made out of the proceeds of sale of tele.

graph lines and in accordance with the terms

of the Company's Mortgage. Amount paid -- 124,698.75

Dividend of 2% on First Preferred Stock, paid

February 14th, 1900 - - - - - - - - - - - - - - - - - - - 170,000.00

Excess of current assets (including Material and

Supplies) over current and “deferred '' liabil

ities, on June 30th, 1900, was - - - - - - - - - - - - - 1,323,075.16

$2,458,940.82

The gross earnings for the year ended June 30th,
–– TT

1900, were. -- - - - - - - - - - - - - - - - - - - - - - - - - - - $4,237,742.99
The operating expenses, including /nsurance and
Rentals, were --- - - - - - - - - - - - - - - - - - - - - - - - 3,132,851.71

The net earnings over expenses, were---------- s1,104,891.2s
The taxes, including war revenue tax, were----- 201,773.22

The surplus over expenses and taxes, was . . . . . . S 903,118.06

The miscellaneous income, was - - - - - - - - - - - - - - 3S,423.02

Total income for the year - - - - - - - - - - - - - - - - - - - $941.541.08

Comparison with previous years cannot be made on account

of the transfer of the Julesburg branch of The Union Pacific,

Denver & Gulf Railway to the Union Pacific Railroad Com
pany, as before stated.

-

The net earnings for the year were unfavorably affected by

increased prices of a
ll

kinds o
f material, and b
y interruption o
f

traffic caused b
y

the breaking o
f

the Goose Creek dam o
f

the

Denver Union Water Company on the 3rd o
f May, 1900. This

UPRRIG-000224
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Brought Forward _____________ _____ S 841,HHJ.!)l 

The Company's funded debt was reduced in Jan

uary, 1!)00, by the purchase of bonds of the 

par value of 814 7,000.00, said purchase having 

been made out of the proceeds of sale of tele

graph lines and in accordance with the terms 

of the Company's Mortgage. Amount paid__ 124,fHlS.75 

Dividend of 2% on First Preferred Stock, paid 
February 14th, HlOO_ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ 170,000.00 

Excess of current assets (including Material and 

Supplies) over current and "deferred'' liabil-

ities, on June 30th, HlOO, was _ _ _ _ _ _ _ _ _ _ _ _ _ 1,323,075.1'3 

$2,458,940.82 

The gross earnings for the year ended June 311t It, 
1900, were ____ ___________ ____________ ___ $+.2:!7.7-!~.!IU 

The operatiug ex pe11se8. i 11e111d i11r1 Ins 11 ,v 111•e 11111/ 

Rl!-nfal.'I, were __________ ____ _________ __ _ ;{,L3~,k51.71 

The net earnings ovn- expenses, wne __________ ~l,104,8\11.28 

The taxes, including war re\·enue tax, were ___ __ ~20~,~T~:~2 

The surplus over expenses and taxes, was __ ___ _ $ \H)3,11~.(H3 

The miscellaneous income, was_ _ _ _ _ _ _ _ _ _ _ _ _ _ _ 38.423.02 

Total income for the year _____________ ___ ___ $ 941.541.08 

Comparison with previous years cannot be made on account 

of the transfer of the Juleslmrg branch of The Uuion Pacific, 

Denver & Gulf Railway to tl1e Union Pacitic Railroad Colll

pany, as before stated. 

The net earnings for tlte year were unfavorably afft,eted hy 

increased prices of all kiuds of material, and by interrnption of 

traffic caused by the breaking of the Goose Creek dam of tlie 

Denver Union Water Company on the 8rd of )fay. l!HH). This 
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disaster wrecked a large part of six miles of road between

Platte Canon and South Platte stations (twenty and twenty-nine

miles, respectively, from Denver) causing suspension until May
28th, of most of the traffic of the Leadville and Gunnison

divisions. The immediate and subsequent loss of earnings

caused by this suspension was very unfortunate, coming as it
did, just at a time when the mines at Leadville and other places

were at a maximum of activity.

The following additions to equipment were made during

the 18 months ended June 30th, 1900:

150 narrow-gauge coal cars, 40 narrow-gauge box cars. Con

tracted for by Receiver and paid for January 13th, 1899.

287 standard-gauge coal cars, 50 narrow-gauge stock cars.

Received in May and June, 1900.

3 cafe cars (combination dining car and coach).

2 standard-gauge consolidation freight locomotives, 20x25 cylin
ders, 126,700 lbs. on drivers.

1 standard-gauge consolidation freight locomotive, 20x25 cylin
ders, 1:23,000 lbs. on drivers.

3 standard-gauge passenger locomotives, 20x25 cylinders, 119,

500 lbs. on drivers.

1 rotary snow-plow.

It has seemed inexpedient thus far to dispose of any of the

securities in the treasury, and as it was desirable, for pruden

tial reasons, to maintain the cash resources of the Company at as

high a level as possible, a car trust was arranged for the 287

standard gauge coal cars and the 50 narrow-gauge stock cars

above referred to. As these cars were received so late in the

fiscal year, the whole amount of the deferred payments, as well

UPRRIG-000225
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di:..:aster \\"l'l't'ked a laq.!e part of :..:1x lllilt:>:..: of road l,et Wt•t•n 

Platte Cano11 and ~outh Platte :-tat ions (twt>ntr and twt-'11ty-11i1w 

miles. rt:>spedin,ly. fro111 l>P11n•r1 l'a11:..:i11g :..:n:-pe11,-..ion until ~[av 

~~th, of lllost of the tratti1'. of the Lt•a1hil1P a11cl ( i u1111iso11 

did:..:ion:..:. Tht• i111llll'tliatt:' and s11l1:..:Pq1H•11t loss of t:'arning:..: 

t·arn,ed 1,y this su:-pl'11sio11 was n•ry 11nfortn11at1·, t·o111i11g a:..: it 

did. just at a tilllt:' wh(•n tla• 111irn•:..: at Lea1h·ill1· and otl1er pl:wt•:-

were at a 111axi11111111 of adivitv. 

Tilt' following additions to t•1111ip111t·11t ,,.t'l't' 111adt• d11ri11g 

tl,e t, n1ontl1:-- t>ndecl J11nt> :Wtli. l!ltHI: 

lti() narrow.tr:uHre t·oal l'ar,;. 4H IHLrrow-aautre hox ears. ( '011-r ~ · ~ r 

tral·lt·d for l,y Ht>et•i,·Pr and paid for ,January l:Hh. l "i~l!l. 

2,"ij :..:ta11danl-ga11gt' eoal ear:-. ;j() 

ltel't>in·d in l\fav a11d ,l111Jt•. !!HIil. 

11a1'l'O\\·-ira111rt-' stc)('k ear:..:. r-- r--

3 caft• l'ar,; l<'Olllbinatio11 dining <':ti' a11d <·11ad11. 

~ stawlanl.1ra11,rt-' t·o11,;olidatio11 fn•iulrt loeomotin•,;. :211'-.:!ti n·lin-
'r""':· ,- r, • 

cl1·rt-, l:2ti.iHO 11,s. 011 drin•rs. 

1 t-tandard-g:urgt:' l'011s11lidatiun freight lm·urnoli\"e, :20x:!ti l'di11-

der:--. 1 :2:1,rn 10 11,s. 011 d r·i n•rs. 

H ,-tandard-ga11ge pa,,:.:engt·r lo1·11111oti\'e:.:. :21 h:·2ti <'\ lindt•rt-. 11 !I,. 

;j()tl I bs. 011 d ri n•r:-;_ 

r11tary sn11w-pl11\\·. 

It ha:..: st•t•111t>d i11t>:\JH·die11t tlt11:-; far to di:..:1,0:.:t• of any of tl1P 

:-;n•uritil':- i11 tlrt• trt'a:-ury. and as it was dt•:-;iral,Jp, for prndt•ll

tial rea:-011:-, to 111ai11tai11 tl1t· l":t:-11 n·:.:oun·es of tlil~ ( '1111q,:111y at as 

l1igh a !t•n·l a:-; pos:-<ihll', a ear tru:-t Wat- arra11gt•d for tlJt• :,!\j 

t-ta11clanl gauge eoal l'ar:-; a11d tlil:' :-,11 11arrow-g:111ge :..:t1J<'k <"ars 

al111n• n·l't·rrl'd to. .\s tltt•st• ear,; Wt·re n•<·ein·cl :..:u latt• in tlu~ 

1i:.:l'al y1•ar. tl1e wltolt• arrw1111t of tltt> cl<•f1•1Tt•d J•:t_\"llll'Jll:-i. a:.: \\"t'll 
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as the cash payment, (20% of principal) was charged to New

Equipment Account. That portion of the deferred payments

which represents interest, will be charged off from year to year

hereafter, against Income, until the maturity of the last car

trust note, May 25th, 1905.

The locomotives were paid for in cash, two of the six hav.

ing been paid for out of Equipment Renewal Fund. In addi.

tion to the above items, other equipment was contracted for

during the fiscal year, as follows:

5 standard-gauge consolidation freight locomotives, 21x28 cylin
ders, 148,000 lbs. on drivers.

2 standard-gauge first class coaches.

S standard-gauge excursion coaches.

3 narrow-gauge first class coaches.

This equipment has al
l

been received and settled for since

the close o
f

the fiscal year, the locomotives in cash and the

passenger coaches b
y

car trust similar to that above mentioned.

All the locomotives and cars taken over b
y

the Company

from the Receiver, were carefully inventoried January 11th,

1899, and the value thus ascertained was spread upon the books

b
y

the General Auditor. Since that time, equipment destroyed,

o
r

otherwise retired from service, has been charged to

Operating Expenses at the inventory value, and “Equipment

Renewal Fund” has been correspondingly credited. Replace

ments o
f

vacant equipment are charged against this fund, thus

keeping values intact in the accounts.

Statements showing number o
f

locomotives and cars, also

capacity o
f freight cars o
n June 30th, 1900, will be found on

pages 23, 24 and 25.

UPRRIG-000226
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as the cash p'.\yrne11t, (211% of principan was chargPd to ~ ew 

Equipment Account. That portion of the deferred pay111e11ts 

which represents interest, will be ehargPd off from year to _rear 

hrreafter, against Income. until tht~ rnaturit_r of the last ear 

trnst note, May :.!:-ith, u10:;. 

The loco111oti,·es were paid for in casl1, two of the six ha,·. 

ing been paid for out of Equipment Re11ewal Fund. In addi

tion to the above items, other equipment was co11trneted for 

during the tisc-al year, as follows: 

:; :-;tandard-gange cornmlidatio11 fr{0 ight lo('0111otiv<'S, :.! Ix:.!'-, l'_Yli11-

ders, 148,000 lbs. on drivers. 

:.! standard-gauge first class coaches. 

S standard-gau~e ex<'nrsiun coaches. 

Jl 11arrow.aauae first <'lass l'Oaehes. ,..., ,..., 

This equipment has all been rel·Pived a11d s<•ttlell for siiH·e 
' 

the clrn,e of the fiscal year, the locomotiw•s in eash and tl1e 

passenger eoad1es by car tmst l-iimilar to t!tat ah<we mentioned. 

All the locomotives and cars taken on,r by t!te ( 'ompany 

from the Receiver, were carefully i11ventoried ,January 11th, 

18!1B. and the value thus asl·erta.ined was spread upon the> books 

by the General Auditor. :-,i11ee tl1at ti111e, t-1p1ip111p11t destroyl'd, 

or otherwise retired from st•tTiet•, !ta:-; hl't'II l'ltarue<l to ,..., 

Operating Expe11ses at the im·entory rnlue, and '' E1p1ipment 

Renewal Fund'' has been <·orrespondingly ernlited. Replaet'

mentA of vacant equiplllent are chargnl against t!tis fund, t!tns 

keeping values intnet i11 tlte al'l'Oll11ts. 

8tntt•me11ts showing 11ur11her of lol~o1rwtin•s a11d ears, also 

<•apacity of freight ears 011 Ju11e :Hltlt. l!HH), will he fo1111d 011 

pagt>R :!:~, 24 and :.!:-i. 
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The requirements of the Interstate Commerce Act, con
cerning automatic couplers and air-brakes, have been com
plied with, and the cost of this work has been charged to

Operating Expenses.

The Company has had no general shops of it
s own, but

thought it wise to continue the arrangement previously made b
y

the Receiver for use o
f

the Denvershops of the Union Pacific Rail.

road Company. Under the terms o
f

the lease either company

could cancel the same b
y giving nine months' notice. On De

cember 26th, 1899, the Union Pacific Company having arranged

a lease to The Pullman Company o
f

the plant referred to
,

served

notice upon this Company to vacate not later than January 1st,
1901. The erection of complete new general shops b

y

this

Company was thus made imperative, and construction was

commenced in the spring o
f

1900. It is expected that the new
plant will be ready for occupation b

y

November 15th, 1900,

and a
s it will be admirably located upon ground previously

owned b
y

the Company adjacent to the Denver freight yards,

and not far from the freight station, Union Depot, and transfers

to connecting lines, considerable economies in repairs and other

operations are confidently expected. The amount appropriated

b
y

the Board o
f

Directors for this work is $350,000.00, and

while the necessity for this construction came at an inopportune

time, so far as prices o
f

material and machinery were concerned,

yet it is a matter for congratulation that The Pullman Com
pany is to inaugurate extensive work in Denver, and the return

o
n this Company's new investment should prove very satisfac
tory on account o
f

the saving in rental, as well as on account

o
f

the economy o
f

modern machinery and favorably located

buildings and tracks.

UPRRIG-000227
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The re•piirements of the I 11terstate Commerce Act, con

cerning automatic couplers and air-brake,., have been com

plied with, and the cost of this work has lwen chargt>d to 

Operating Exp1:11ses. 

The Company haR had 110 gpneral shops of its own, but 

thought it wise to continue the arrar1gt·11w11t 111·e\"iously made by 

the Recein·r for use of the De11n•rshops of the r nion Pacific Rail

road Company. r nder the terrns of the lt•ast• either company 

conld cancel the same by giving 11i11t• months' notiee. On De

cember 26th, 18t1H, the l'nion Pal'ific Compa11y having arrangt•d 

a lease to The Pullman Company of tht• plant reforn•d to, st>rved 

notice upon this Compa11y to V:tl'.atP not later than .January !Ht, 

1!101. The erel'tion of corn plt~te new gPrwral shops by this 

Company was thus made i111 pt•ratin•, a11d co11strul'tio11 was 

eo111me1H·ed in tl1e spring of l!HH). It i:-- t•xpeetPd that tlie new 

plant will bP l"l'ady for occupation hy ~on•mbt•r 10th, lHOO, 

and as it will be admirably located 11po11 ground prt•,·iously 

owrwd by the Company a<lja<·t•nt to tl1t• I >t•11n•r fn·ight yards, 

a11d not for from tlw frt>ight station. { · 11io11 I >t•pot. and trar1sft>rs 

to <_•011nel'ti11g li11t>s, (·011siderahlP ee•mornit>s in n•pairs a11d other 

operations are c·ontidt•11tly expedt•tl. Tiu· amo1111t appropriated 

by the Board of Diredors for this work is S:1:-,0,000.oo, am! 

whill• the lll'<'t-ssity for this l'011stnwtio11 c·a111t• at an i11opport1111e 

ti111P, so far as pril't'S of 111att-rial and rnael1inery wne c•oneemed, 

vet it is a 111atter for c•u1wratnlation that TlaP l'nllman Com-. r 

pany is to i11a11/!11rate •·xtt:>11siYe work in D('11n•r, and the rt>turn 

011 tliis ( ·0111pany's 1ww i11,·P:-t1J1t•11t :--hnuld pron• n•ry Ratisfac

torv 011 account of the sa,·ing i11 rental, as well as 011 a<'l"Cltlllt 

of tlie c•c·orwn1y uf rnod,·rn rnal'hi11ery and f:n·orablv loeatpd 

httildi11gs and traeks. 
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For more detailed information, reference is made to the ex

hibits of the General Auditor, annexed.

The accounts of the Company have been verified by the

Audit Company of New York, whose certificate appears on
page 29, and whose representatives have particularly examined

into the correctness of a
ll charges to Capital Accounts.

Acknowledgment is made with pleasure o
f

the very satis.

factory relations between your officers and employes.

FRANK TRUMBULL,

I’resident.

UPRRIG-000228
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For more detailed information; reference is made to the ex

hibits of the General Auditor, annexed. 

The accounts of the Company have been verified by the 

Audit Company of New York, whose certificate appears on 

page 29, and whose representatives have particularly examined 

into the correctness of all charges to Capital Accou11ts. 

Acknowledgment is made with pleasure of the very satis

factory relations between your officers a11d em ployes. 
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REP() |&T () F THE GEN EIR.A. L. A l’I) IT() I.

1) EN v ER, CoLoR Apo, August 31, 1900.

Mr. FRANK Titu MBULL,
President.

DEAR SIR:-I present herewith my report of the financial
condition of the Company, June 30th, 1900, Statements of

the Earnings and Expenses and the Income Account for the

period January 1st to June 30th, 1899, and for the fiscal year

ended June 30th, 1900, the General Balance Sheet, June 30th,

1900, and various tabular statements exhibiting in detail statist

ical information for the same periods.

Very respectfully,

A. I.
). PA I. KEIR,

General Auditor.

UPRRIG-000229
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HEl't>HT OF TIIE <;E:\'Elt.\L .\l'IIJTOH. 

l're.~ide11f. 

lh:.u~ ~11::-l pre::;e11t he1·t•witli my n•port of tl1t• tina11eial 

<·1rnditio11 of the Co111 pa.11y. ,l 1111t' ,10th. 1 !100, ~tatt•rnt•11ts of 

the Eal'lli11g,-; a11<l Exl't•11,-;e,-; and tl1e IrH·orrw A<·eon11t for tliP 

period ,January Lt to ,J 1111t' :10tl1. 1.-.,fJ!I, a11cl for tht' ti,-eal n·ar 

ended .J 1111e HOth. 1 !H HI, tl1e < ;t'llt>nd Bala1we ~llt'et. ,J u11e ,30th, 

1!100. am! various tah11lar statt·111e11t;; t•xliil,iti11g i11 detail ,-;tatist

i(·al i11fonnatio11 for the ,-;arnt' 1wriod,-. 
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\" t•ry l"l'"l'e(·tfnlly. 

;\. I>. l'.\lth:Elt, 
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EARN IN (;S ANI) EXPENSES.

Per
ºut. January 1 to

Per cent.
1899-1900,

Tºtal June 30, 1899. T'ai
r Earnings. Earnings.

EARNINGs. - - - - --
Freight -----------. -------- $3.216,917 51 75.91

-
$1,432.90.) . . ) 79.40

Passenger ------------------ 811,835 05 19.16 269,794 06 14.95
Express, Mail and Miscella
neous -------------------- 208.900 43 493 || 101,757 is 5.65

Total Earnings ----------- 54.237.742 99 | 10000 sis04.506 70 || 100.00
| - -- - –– –– --- - - -

Exi ENSEs.

Maintenance of Way and
Structures ---------------. § 332:20, 19 12.56 $ 2:38,121 33 13.20

Maintenance of Equipment - 605,871 54 14:30 2.8.329 IQ 1431
Conducting

Tºtation. 1838,42 #2 43.38 730.4% 73 40.48
General -------------------- 156,282 26 3.69 76,894 53 4.26

!– –— —————
Total Expenses----------- $3,132,851 71 73.93 $1,303,808 29 72.25

-- - -T – F– 1– T=1- - -
Net Earnings.--------------- $1,104,891 28 26,07 ||8 500,698 50 27.75
Taxes ---------------------- "iš º ºf * ". . . .| - —" -

Surplus over Expenses and
Taxes ------------------. - $ 906,968 28 21.40 S 402,248 21 22.29

1899-1900. º'.
A verage Number of Miles of Road Operated (includ.
ing lease from D. & R. G.)---------------------- 1,141.55 1,141.5.

Gross Earnings per Mile of Road - - - - - - - ------------ 3,712.27 1,580.74

Operating Expenses per Mile of Road --------------
Net Earnings (not deducting Taxes) per Mile of Road
Taxes per Mile of Road --------- - - - - - - - - - - - - - - - - - - - -
Surplus over Expenses and Taxes per Mile of Road

2,744.39
967.88
17:3:38

794.50

1,142.13
4:38.61

86.24
352.37

UPRRIG-000230
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EAH~ IX< ;s AX I> EX PEXSE~. 

I Pnr cent. 
1 '!l!•-l!H N), ] of ,January I to 

Total .Jnue :~1. ts8\l. 

Per ci>ut. 
of 

Total 
Eurniii,.{l-i. 

Freight ________ ---· ________ s:1.:.!Hl,!ll7 51 
Passenger__________________ Kll,8:lii U;i ! 

ExpreEB, Mail and .Miscella-
neous ________ . ___ . ______ . 

Eun1i11g-s.: 

7,,.!11 
rn.w 

Total Earnings._. ________ :31.2:17.74:.! !l!I I 100 00 
======= 

LXl'ENSES. 

81.4:l:.!.!1.-,;) ;,,1 
:.!m,7!11 Oti 

101,7,,7 18 

7!1.40 
1-UI;'; 

Maintenance of Way and 
Structures _______________ 8 ;,:l:.!.:.!0,-i -1!) 

:Maintenance of Equipment._ no:-1,871 ii4 
Conducting Transportation., 1,8:IK,l!I:.! 4:.! 
General____________________ J,1G.:.!H:l :.!G 

l:.!.,ili , $ 
14.:IO , 
.n:~ 

2:i-;,1 :.!l :n 
:.!,1"1.:l:.!D 70 
1:m.-m2 ,:1 

1:1.20 
u.:11 
40.48 

Total Expenses_ ..... _____ s:1,1:1:.!,8,il 71 

:'\et Earnings _______________ 131,104.8!1\ :.!8 
Taxes ____________ .. ___ . _ _ _ _ 1!)7 ,!l:.!:I 00 , 

S~~plus over ExpPnsPs and 
laxes ________________ --·_ $ !J(lti,!UiH :.!S 

:W!l 

:.!(i.07 
4.ti7 

:.!UO 

Average Number of Miles of Ruad OpPraterl (includ- : 
inll lease from D. & R. G.) ____ .. ______ . ___ . _. ___ 1

1

. 

GroE-s EarningR per Mile of Road _ . _. _ .. ____ . ______ _ 
Operating Expenses per Mile of Road. ________ . ____ _ 
Net Earnin1ZR ( not deducting Taxes) per Mile of R·md 
Taxes per Mile of Road ________ . _______ . __________ . 
Surplus over Expenses and Taxes pn Mile of Road 

Digitized by Go gle 

7G.H!I.J ;-,;~ 4.:.!li 

' s 1.:m:1.808 :.!!1 

8 ,i(lO,I i! 18 -~>0 I 
I !JH,.J,il) :.!!I 

-~-·-----

' 8 .J0:.!.:.!18 :.!I I 

:.!7 .7ii 
f>Ali 

lS\l!I-J!~JO. 

1,1-1 L'i,1 
:t71:.!.:.!7 
:.!.71-1.:l'J 

!Jli7 .88 
17:1 :1-i 
7!'-1.,ill 

:.!'.!.:.!!) 

' ,J anunrv l to 
I ·'""'' :m: 1.~11\1. 

1. 1-11.:-):-1 
1,,,!-m.7-1 
1.1~:.!.1:~ 

-U"i.lil 
"ili.~4 

:1,):.!,:!7 
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INCOME A ('COUNT
For THE PERIOD JANUARY 1 To JUNE 30, 1899.

Gross Earnings ----------------------------------
Operating Expenses------------------------------

Net Earnings --------------------------------
Add
Income from Investments - - - - - - - - - - - - - - $ 9,000 00
Interest on Deposits ------------------ 6,354 OS

Insurance Commissions---------------- 622 08

Total -----------------------------
-

Less

Interest on Bonds - ---------. ----------$291,666 66
Taxes --------. ------------------------ 98,450 29

War Revenue Tax - -------------------- 2,103 49

Net Income to June 30, 1899. ------

For THE FISCAL YEAR ENDED JUNE 30, 1900.

Gross Earnings ---------------------------------
Operating Expenses -----------------------------
Net Earnings --------------------------------
Add
Income from Investments -------------- $ 22,834 00
Interest on Deposits------------------. 14,047 34
Insurance Commissions --------------- 1,541 68

Total -----------------------------
Less

Interest on Bonds - - - - - - - - - - - - - - - - - - -- $696,196 67
Taxes --------------------------------- 197.923 00

War Revenue Tax - -------------------- 3,850 22

Net Income Year Ending June 30, 1900 ---------
Total Net Income January 1, 1899, to June 30, 1900

Less

Dividend on the First Preferred Capital Stock (2%).

Surplus carried to credit of Profit and Loss ------

$ 1,804,506 79

1,303,808 29

$ 500,698 50

15,976 16

$ 516,671 66

3.02,220 44

$4,237,742 99

3,132,851 71

$1,104,891 28

38,423 02

$1,143,314 30

897,969 89

$124,454 22

245,344 41

$369,798 63

170,000 00

$199,798 63

UPRRIG-000231

FoH THE PEHIOTl ,}A:'>L\R\' 1 TO ,Ji·:--E :m, ll-i!t!J. 

Uross Earnings ________________ --···· .... _____ _ 

Operating Expenses ...... ___ .... ____ .... _______ _ 

i, l.~04 ,;,0li 79 

].10:l.~ll8 :!!I 

Xet Earnings .. ______ .... ____________________ ~ ,,llO.li!l8 ;10 

Add 
Income from Invcstnwnts ______________ ~ !1,0\1() 00 
Interest on l>Ppllsits. ____ .. __________ . G.:l,,-t O', 
ImmrancP Commissions .. ____ ...... ___ _ Ii:!:.! (1,-l 

'fDtal _____ ·--- ...... -··· ____ ...... $ ,,Lti,t;7-t GG 

Les.</ 
lntPrPst on Bonds. ____ ···-· · .... ______ ~:..!!11.Ctiti li♦ i 

Taxes ... __________ ...... ________ .... Dl-i,4,,0 :!!I 

War Revenue Tax_____________________ '..!.111:l -1!1 :l!l:..!,:..!:.!O H 

Net Income to June 30, 1899. _____ _ 

Fol{ THE F1sc.\L YEAR E:--111m ,Tt·:--E :m. HIOO. 

(;roA!l Earninl-(F! ____________ .. ___ .... ___________ _ 
Operating KxpemH·A. ___________________________ _ 

~1.:!:!7,74:..! !l!) 

:1,1 :l:!.H,1 I 71 

Net Earnings···-·---·-·-·---------------·--· t-l.1111.~!ll :!t:l 

Add 
Income from ln\'rAtmPnts .... __________ e, '.!:!.S:14 00 
lntC'rest on Deposits _________ ··--··•-- 14,017 :a 
lnF-uram·e Commissions. _____________ _ 

Total . ___________________________ _ 

L1'i;,'I 

IntercAt on Bonds. ___ ................ ~!;!lli,l!lfi ti7 
Taxi's _________________________________ 1!17.!l:.!:l 00 

\Var Revenue Tax.____________________ :i,,;:-,o :..!:..! 

Net Income Year Ending Jnne 30, 1900 . ___ . _. __ 

Total Net Income January 1, 1899, to June 30, 1900 

Less 

I >ivi,lend on the Fin,t Prefnn·d Capital Stock(:!·; 1. 

Surplus carried to credit of Profit and Loss _ .. _ .. 

$1.1 i::.:11,1 30 

170,000 00 

~w!•.7!)8 r.:i 
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BALANCE SHEET JUNE 30, 1900.

Assets. LIABILITIEs.

|-
- |

Cost

o
f

Road and Equipment ---------- $63,571,405

7
6
||

Capital Stock, Common ------------- $31,000,000

0
0

Improvements ------------------------ 268,001

0
9

||

Capital Stock, 1st Preferred

-

--------

|
8,500,000 00

New Equipment ---------------------- 455,072

6
9

||

Capital Stock, 2nd Preferred -------- 8,500,000 00 $48,000,000 00

CURRENT Assets. First Mortgage Bonds---------------

-

17%

º

Cash --------------------- $1,500,362 24
Car Trust Notes --------------...----- 198,011 40

Individuals and Companies 168,495

9
1 CURRENT LIABILITIES.

Agents and Corductors --- 7,403 17 Vouchers----------------- $306,496 47

U.

S
.

Government--------- 19,041

3
0

|

Pay Rolls ---------------- 202,713 23

Colorado State Warrants-- 706 45
|Fºreign

Roads ----------. 178,134 97

Insurance Paid

in

Advance 6,098 46 Employees Deposits ------ 1,509 55C
.
& S
.

1st Mortgage Bonds 292,518

2
6

|Coupons 1st Mort. Bonds
-

6,960

0
0 |

C.

&

S. 1st Preferred Stock 3,700 36 Dividends Unpaid -------- 592 00

s

696,406 22

3
.

C.

& S
. 2nd Preferred Stock 93,032

1
4

C.

& S
. Common Stock ---- 34.201 08 $2,185,559

3
7 DEFERRED LIABILITIEs.

-
--- -

|

Accrued Taxes ----------- $186,481 77

MATERIAL AND SUPPLIES --------. ---- 338,576 40, 2,524,135 77

|

Accrued Interest not yet

OTHER Assets.
due -------------------- 287,683 33

- Insurance on Property not

Denver

U
.

D
.
&

Ry. Co. Capital Stock

--

80,000 00 yet replaced ----...----- 4,162 02

£º.

H
.
}
}
& § §

Co. Capital Stock- 8,120 00 Rails Released not Relaid

-

5,531 84

ueblo

U
. D.

& R
.
R
. Co. Sinking Fund. 8,000 00

|
Equi

t R

!al Fund 20,795 43 504.654 39

2

Other Securities ---------------------- asº;

;

assº,

a

rºupment “enewal run

o

43 54

3
9

1,201,060

6
1

- - - - -

199,798 63

$67,201,870 64

Balance

to

Credit

o
f Profit and Loss---

-

sGT301,870

6
4U

PR
R

IG
-000232

0 
IC 
;:;: 

[ 
rr BALANC'E SIJEET JUNE ~o. moo. 

n= 
0 ASSETS. 

--= _-=::: ============= =====---===-=====-= =-
LJAOJLITIES. 

- -- -

Q.Ocost of Road and Equipment ______ ___ _ 
~ mprove~ents ____________ _____ ____ __ _ 

C 
:z: 
< 

New Equipment ________ ____ ____ _____ _ 

CURRENT ASSET<;. 
Cash _ ___________________ _ $1.500,362 24 

Individuals and Companies 168.495 91 
Agents and Cocductors __ _ 67,403 17 1 
U.S. Government_________ 19,041 30 
Colorado State Warran Is .. 700 45 
Iosurance Paid in Advance 6.098 46 
C. & S . 1st Mortgage Bonds 292.518 26 
C. & S. 1st Preferred Stock 3,700 36 
C. & S. 2nd Preferred Stock 93,032 14 
C. & S . Common Stock ____ 34.201 08 $2,185,559 37 

MATERIAL AND SuPPL1ES ____ .. __ . ___ _ . 338,5i 6 40'

1 
OTHER AssF.TS. 

Denver U. D.& Ry. Co. Capital Stock __ 80,000 00 
Pueblo U. D. & R.R. Co. C;ipital Stock_ 8.120 00 
Pueblo U. D . & R.R. Co. Sinking Fund _ 8,000 00 
Other Securities _________ _____________ 287.13."> 33 

$63,571,403 76 
26 ,001 09 
455,073 69 

2,524,13f, 77 

383,235 3.1 

Capital Stock , Uommon ___________ _ _ 
Capital Stock, 1st Preferred ________ _ 

$31,000,000 00 
8,500,000 00 

Capital Stock, 2nd Preferred ____ ___ _ 
First Mortgage Bonds . __ _____ ___ ___ _ 
Car Trust Notes _____ _____ ____ · --- - · I 

CURRENT LIADILITIES. 
Vouche rs . __ __ ____ _____ ___ 8306.496 47 

1 Pay Rolls ____ - ··-- _____ ___ 202,713 23 
I Foreien Roads _____ ______ 178.134 97 

Employees D eposits _ __ _ _ _ l.fi09 55 
Coupons li-t. Mort. Bonds _ 6.960 00 · 
Dividends Unpaid ____ ____ f>92 00 ,~ 

DEFF.RRED LIABILITIES. 
Accrued Taxes ____ _______ $186,481 77 
Accrued Interest not yet 

due ___ .. _. __ ... ____ . ___ 287,683 33 
Insurance on Property not I 

I ye t repl;iced __ __ ·-- - ___ _ 4, 162 02 , 
Rails Released not Relaid . 5.5,H 84 
Equipment Renewal Fund 20,795 43 

8,500.000 00 $48,000,000 00 
17,603.000 00 

198,011 40 

696.406 22 

504.6.'>4 39 1,201,060 61 

199,798 63 

m 
::ti 
Vl 0 

=l ~-
-<:;:, 
0~ ..., :::;, 

Balance to Credit of Profit and Loss __ . 

---------
1 ~---
----- - 11 I 867.201.8,0 64 

n 3---· 
:r 
n 
):> 
G) 

0 

$67,201,870 64 
I 
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DETAILEI) STATEMENT () F EXPENSES
For THE FiscAL YEAR ENDED JUNE 30, 1900, AND For THE

PERIOD JANUARY 1 to JUNE 30, 1899.

MAINTENANCE OF WAY AND STRICTUREs. 1899 tº 0.
jº.

Superintendence ------------------------------- $ 20,145 99 $ 7,024 99
Frogs and Switches ---------------------------- 7,461 11 2,520 97
Protection of River Banks -----------. ---------- 2,424 09 1,993 23
Repairs Road Bed and Tracks, Tools, etc. ------- 246.531 95 97,337 69
Repairs of Snow Sheds and Fences.------------ 1.096 91 616 62
Spikes and Track Fastenings.------- - - - - - - - - - - - 9.S. 3 45 4,037 47
Expense Washouts, Removing Snow and Ice--- 34,895 50 35,716 61
Renewal of Rail-------------------------------- 9.820 sº 1,882 73
Renewal of Ties ------------------ - - - - - - - - - - - - - 97.588 .23 53.987 47
Repairs and Renewals of Bridges and Culverts. . . 36,028 5S 16,239 45
Repairs and Renewals of Fences, Crossings,

s

Cattle Guards -------------------------- ---- 12,915 46 2,357 49
Repairs and Renewals of Buildings and Fixtures 46.525 34 11,360 02
Repairs and Renewals of Telegraph ------------- 6,041 59 2,569 10
Stationery and Printing ----------------------- 876 40 477 49

Total -------------- - - - ------------ $ 532,205 49 $ 238,121 33

MAINTENANCE OF EQUIPMENT. 1899 1900.
January 1 to
June 30, 1899.

Superintendence.-----------------------------. § 19709 47 $ 9.380 26
Repairs and Renewals of Locomotives----------- 299,600 48 120,596 29
Repairs and Renewals of Passenger Cars. . . . .--- :34.282 96 16,420 75
Repairs and Renewals of Sleeping Cars. --Credit 562 35 29 79
Repairs and Renewals of Freight Cars---------- 148,813 05 66,200 93
Inspection of Freight Cars --------------------- 28,885 96 13.202 33
Repairs and Renewals of Work Cars... --------- 10,828 69 6,268 86
Repairs and Renewals of Shop Machinery and 26,361 94 9,867 98
Tools----------------------------------------
Stationery and Printing------------------------ 1,426 74 885 76

Other Expenses-------------------------------- 36,434 60 15,536 33

TotAL ----------------------------. § 605,871 54 s 258,329 70

CoNDUCTING TRAN sport Ation. tra it January 1 to
Transportation. |

1894,1900.
| June 30, 1899.

|

Superintendence ------------------------------- $ 36.968 83 $ 18,828 51
Engineers and Firemen------------------------- 355,688 42 134.331 32
Hostlers and Round-House Men ---------------- 70,661 ().9 | 33,146 14
Fuel for Locomotives --------------------------- 316,028 77 119,579 85
Water for Locomotives. ------------------------ 29,753 69 11,615 94
Oil, Tallow and Waste for Locomotives ---------- 16,527 82 8,166 73

All Other Supplies for Locomotives ------------ 8,754 36 3,001 79

Train Service---------------------------------- 248284 12 92,612 95
Oil, Tallow and Waste for Trains --------------- 7,238 57 4,181 59
Cleaning Cars --------------------------------- 12,240 92 5,209 23
Contingent Expenses Account Washouts, etc. . . . . 2,269 ()2 361 96

All Other Train Supplies----------------------- 15,193 32 4,737 75

Carried Forward .......................... $1,119,000 56 s 135,773 76

UPRRIG-000233

HETAILED STATE~lENT OF EXJ>E~SES 
F'oR THF. F1scAL Yt:.,t< E:srn:o ,Jl':SF. 30, WOO, A:Sll Fol: Tift: 

PF.Rion ,h:sl'ARY 1 To ,Jt·:sF. :m. IH!~l. 

!IIAil'\TESA)WE o.- \\'_.n \:SU STRITTl"RE!I, 

SuperintenclencP _____________________________ _ 
f'rogsanrl S\,·ikhes _________________________ _ 
ProtPction or Rin1r Hanks____________ _ ______ _ 
Repairs l{oad BPd and Trat'kt<, T1111h,, Pk. ______ _ 
Repairs of Snow S!wrfa und Fencn; ___ _ 
Spikes and Track FaAteningA ________ . ________ _ 
gxpense Washouts, Removing Snow an,l let> __ 
Renewal or Rail. ______________________________ _ 
Renewal of Ti PR .• ___________________ • _ _ _ _ _ _ 

Repairs and Renewals of Bridg.-s and Cuh·PrtF 
Repairs and Renf'wals of F,·1weF, Cr11,,f.illl,('S, 

Cattle Guarcli; _____________________________ _ 
Repairs and RenPwals of Buildings and Fixturl's 
Repairs and Ht-newuls of TelPgraph ___________ _ 
Stationery and Printing _____________________ _ 

TOTAL ______ --

~J.\JSTESASCI,; OF E11tll'!l!EST. 

Su pPri n ten1lenc1• ______________________________ _ 
R~•pairs and Re11Pwals of Li,·011uitives __________ _ 
Repairs and Renewals of PasA1•nger Car8. 
Repairs ancl Rmiewals of Slet>ping CarF<. _ .CrPdit 
Repair8 an1l RPnewalF< of Freight Cars __________ : 
Insprction of Freight CarA ____ . ______________ _ 
Repairs and R~•newals of \Vork Cara._. _________ ' 
Repairs and Renewals of Shop Machi1wry and 

Tools _______________________________________ _ 
StationPry and Printing __ . _____ . . ________ _ 
Other ExpPnReH ____________ . ____ . ______________ 1 

TOTAL ____ -------- -- ---- ---- - - - -

CoSlll'l'TJSG TRASHl'llRT \TIUS, 

Tran,portation. 
- --- ---, 

~ ;:, 

8 

8 

,;; 
'-

SuperintendPncP _______________________________ S 
Eng in Pers and Fi rem P n _ _ _ _ _ _ _ __ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ _ I 
HoRtlers and Round-House .Mt•n _______________ _ 
l•'uel forLl>comoti\'l•s __________________________ _ 
\Vatt,i- for Lot:onwtives _______________________ _ 
Oil. Tallow ar,d \VasteforLocomotives _________ _ 
All Other SuppliPs for Locomotirns ______ _ 
Train Service _________________________________ _ 
Oil.Tallow and Waste for Trains ______________ _ 
Cl Pan i ng Cars _____ . __________________________ _ 
Contingent ExpPllSPS .-\cL·ount \VaRhouli,, l'lc._ 
,\ II Other Train Supplies ______________________ _ 

20. 14:; !)!) 
7.4til 11 
2.-!:.!-l O!l 

21,;,.--,:11 !1,i 
I.Wli !ll 
!1.~.--,:1 -l:i 

:IVi!l:i :-,o 
! l.!-i:!O I.(!) 

! ~, .:--,-:~ :2:i 
:!ti,ll2H ,,'l 
l:!.!lJ;, -l(j 
Jt ;,.-i:!5 :i-1 
ti,O-l l ;)!) 

8,t; 10 

,,: I:!. :!O,"i J!I 

l"-\1'!1 1\0), 

l!•.7W 47 
:!! I! l.tj! 10 4H 

:1-1.2132 !lo 
562 35 

HH.Hl:l ();j 

:!H,HH,i !lt, 
10,H:!H m 
2ti.:ltil !14 

U21i 74 
:lti,-nJ t,() 

- -----

(i0,"i,H71 ,-,4 
I 

.J n111111ry I to 
J IIIIP :l(j, 18\1',l. 

8 7,0·24 !l<-J 
2 . .--i20 m 
U~l:J ~1 

!li,:n7 ti!I 
tiHi f•) l-

4.0:!7 47 
:i--,,7Jn Gl 

l ,HH2 7:-i 
,,:l,!IH'j 47 
Hi,:!:~) 43 

2,:l."i7 4!1 
11,:!tiO 02 
2/ifiH IO 

477 -l!) 

s :.!:~.121 :l:l 

,fa1111nry 1 to 
.Ju111.• :~1. 1~!19. 

s !l,:li~O 2fi 
I :.!O.:i!IG :...'ll 

lG.-l'....'O 75 
29 79 

(ifi,200 ! ►:I 
1:1.'..!0'.! :t-J 

fi.'..!fiH 8G 
!1,tlti7 !18 

RR;i 7G 
lfi,:,:l(, 3:1 

18 2;i8,:t!!l 70 

J111111nry I to 
June :lO, 1,11\•. 

3(i.!14i8 H:I S 
;m:,.tiHH 42 

'j(l,t itil O!I 
:iifi,O:!H 77 

:!!l,'j,",;1 IJ!I 

18,8:!8 51 
1:14,:t-n :r.:? 

:1.-1,1413 U 
ll!l,[i'jf) 8f> 

11,615 !)4 
8,1()6 7:3 
3,001 W 

!)2.(H'..! Hf> 
4.181 f)!) 
5,200 2;1 

:ml HG 

rn . .-,2, H2 
H,,,-,4 :m 

2JH.:!H4 7:-, 
i,:!:t"i 5, 

12.:!-IO !r2 
2.:!ti!I 02 

1.--i. I !1:1 :12 4.7:!7 7[> 
Carried Forward. __________________________ Sl.11!•,t'l~I :iti S 4:15,773 76 

Digitized by Go gle Origir1al from 

UNIVERSITY OF CHICAGO 
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DETAILED STATEMENT OF EXPENSES Oont INUED.

CoNDUCTING TRANSPORTATION. - January 1 to
Transportation—Continued.

1899–1900. June 30, 1899.
- - - -- - - -- - - - - –– -
Brought Forward-------------------------- |$1,119,609 56 $ 435,773 76

Switchmen. Flagmen and Watchmen ----------- 112,472 22 47,640 99
Telegraph Expense ---------------------------- 62,717 54 25,941 91
Station Service -------------------------------- 154,071 80 62,177 52

Station Supplies ------------------------------- 8,479 32 3,616 17
Switching Charges. ---------------------------- 13,366 49 821 24

Qar Mileage----------------------------------- 61,968 40 20,747 76
Hire of Equipment...I.I.I.I.I.I.I.I.I.I. 33.06s 89 Tijió iſ
Loss and Damage—Baggage -------------------- 52 74 ------------
Loss and Damage--Freight -------------------- | 11,664 09 4,251 91
Loss and Damage—Property - - - - - -------------- 2,155 65 2,105 25
Loss and Damage--Stock Killed --------...------- 10.484 75 1,624 60
Injury to Persons-----------------. ------------ 3,512 91 |

2,588 32
Clearing Wrecks.------------------------------ 8,527 54 2,449 59
Rents for Tracks, Yards and Terminals --------- 85,844 43 34,493 91
Rents for Buildings and Other Property -------- 6,376 72 2.716 91
Stationery and Printing ------------------------ | 10.340 (3 6,694 41

Total.----------------------------- $1,694,713 08 is 655.355 04

("ONDUCTING TRAN sportATION. t |
January

Traffic.
1899–1900.
jº.

–------—
Superintendence–Freight --------------------- $ 30,753 91 ($ 16,633 20
Superintendence– Passenger ------------------- | 12,043 70 6,074 33
Advertising--Passenger ------------------------ 34,052 77 16,495 88

Outside Agencies Freight III. 22,035 35 | 11.852 76
Outside Agencies—-Passenger -, ----------------- 18,024 99 7,615 29
- Traffic Associations--Freight------------------- 14,913 22 6,905 15
Traffic Associations–Passenger ---------------- 770 50 172 ()0

Commissions—Passenger ----------------------- | 2,466 08 1,528 33
Stationery and Printing—Freight -------------- 4,850 87 2,595 97
Stationery and Printing—Passenger ------------ - 3.867 95 5,234 78

Total ----------------------------- |s 143779 31 s 15.107 go
Total Conducting TRANsportatios ------ $1,838,492 42 is 730.462 73

1899 1900. Januºy...!?GENERAL ExPENSEs. June 30, 1899.

Salaries of General Officers - - - - ---------------- $ 41,249 76 $ 20.999 88
Salaries of Clerks and Attendants -------------- 54.217 16 26,629 43
General Office Expenses and Supplies----------- 13,610 48

8,333 42

Insurance ------------------------------------- 11,986 82 4,817 70

Law Expenses------------------------------- - 26,002 69 12,197 26
Stationery and Printing -----------...------------ 3,49497 2,604 84

Other Expenses-------------------------------- 5,720 38 1,312 00

ToTAL ----------------------------- $ 156,282 26 s 76,894 53
ToTAL of OPERATING ExPENses----------- $3,132,851 71 $1,303,808 29

UPRRIG-000234

DETAILED STATEM:El\'T OF EXPEXSES--CoNTINL'ED. 

CONDUCTING TRANSPORTATION. 

Transportation-Continued. 

Brought Forward __ . ______________________ _ 
Switchmen. }<"'legmen and Watchmen __________ _ 
Telegraph Expense ____________________________ : 
Station Service ________________________________ I 
Station Supplies ____ . ___________ ------------ - . - I 
Switching Charges. ___________________________ _ 
Car Mileage __________________________________ _ 
Hire of E,1uipment. ___________________________ _ 
Loss and Damage-Baggage ____ ---~ ____________ , 
Loss and Damage---F'reigbt ___________________ _ 
Loss aml Damage- Property _ . ________________ _ 
Loss and Damage - Stock Kill Pd ____ . ___ . ____ . __ 
Injury to Persons _____________________________ _ 
Clearing Wrecks .. ____________________________ _ 
Rents for Tracks, Yards and Terminals _________ 1 

Renta for Buildings and Other Property _______ _ 
Stationery and Printing _______________________ _ 

18\l!HH00. 
I 
I January 1 to 
1 June :m, 11199. 

81,119,60!) 716 8 
112,472 22 
62,717 54 

154.071 80 
8,479 82 

13.366 49 
61,968 40 
23,()(i8 89 

52 74 
11,664 09 
2,155 f>;j 

10.484 75 
:J,:>12 !)l 
s.;-;27 r,4 

8:,,84-1 43 
ti,37G 72 , 

10.:m1 0:1 

4:35,773 76 
47,640 99 
25,!JH 91 
62,177 52 

3,616 17 
821 24 

20.747 76 
1,710 79 

4,2:"jl !H 
:?. 105 25 
1.624 60 
2,fl88 32 
2.449 5tl 

:H,493 91 
2.1m m 
(i,G!l! 41 

TOTAL.---------------------------- Sl,GDct,71:! 08 . ii G:-i;-;,:15;-; 04 

( 
00NlllTTIN<l TRANBPORT.·\TWN. 

Traffic. 

Superintendence-Freight ____________________ S 
Superintendence- Pas8enger __________________ _ 
Advertising -Passenger ________________________ . 
Outside Ageneies--J:<'reigbt.. ___________________ I 
Outside Agencies- Pa8senger ____________________ · 
Traffic Assoc\at\ons Freight. ________ ---- ____ - I 
Traffic Assocrnt1ons- Passenger ________________ , 
Commissions-Passenger _______________________ : 
Stationery and Printing---Freight ______________ . 
Stationery and Printing-Passenger ___________ _ 

.January I tu 
,JUlll' :m. 1.,w. 

30,,;>:I !H 8 
12,0-t:! 70 
:!4.052 77 
22. o:35 3:, ' 
18,024 9!) 
14,Ut:-3 22 

77(1 ;JO I 

2.-H'm 08 
4.8:"iO 87 
:J,867 !);j 

16,li:l:3 20 
6,0'i 4 :ti 

rn,.rn5 ss 
11.832 76 
7,615 20 
G,HO:i 15 

172 00 
l.fl:!8 3.'! 
2.5!15 97 
5,:.:rn 78 

TOTAL_ ____________________________ $ u:l,77fl 3-1 1s ,;-;,107 6H 

ToTAL Co:-.DUCTING TRANRl'ORTATJO:- _ ___ _ , $1,8:l8,4D2 42 1 $ 7:30,402 73 

ClKIO,RAL ExPENS~;s. 
January I to 
Juu,· ao, 11mo. 

Salaries of General Officers ____________________ · $ 41,24!) 76 S 
54,217 Hi 
rn.mo 48 

20.B!l!I 88 
:!li,u'.!D 4:l. 

8.:1.:1:1 -12 
4,817 70 

12.197 26 

Salaries of Clerks and Attendants _____________ _ 
General Office Expenses and Su pp lies ___________ . 
lnsurance ____________________________________ _ 
I.aw Expenses ________________________________ , 
Stationery and Printing _______________________ _ 
Other Expenses _______________________________ _ 

l l,98!i 82 
'.!G,002 G!I 

3,4!1! !l7 
3,720 :18 

:!,fi0-1 8-1 
1,:112 00 

TOTAL _____________________________ .$ lf>ti.:!82 2G $ 'ili,8!14 5;3 

T.:>TAL OF OrEIUTING ExPF:;o,;sF.s ______ _ 

Digitized by Go gle 

s:1,1:i-2,s:,1 11 ;:;1,:m:1,Hos 29 

Origi11al from 

UNIVERSITY OF CHICAGO 
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STATEMENT OF BETTERMENTS
Charged to Operating Expenses,

For THE PERIOD JANUARY 1 To JUNE 30, 1899.

Description. Amount. Total.

NEW SPURS AND SIDINGS AND REA R.
RANGEMENT OF YARDS (items under
$1,000.00 each )-------------------------------- $ 5,991 66

REPLACING RAIL.
Total charged to Account Renewal of Rail - - - - ----- $ 1,882 73
Less amount for Rail in New Spurs and Sidings.--- 614 60 1,268 13

NEW FENCING.
Fort Collins District, 3.49 track miles -------------- 763 06

STRUCTURES.

New Buildings, Stock Yards, etc. ------------------ 520 79

BETTERMENTS TO EQUIPMENT AND MA.
CHINEERY. -

Locomotives -------------------------------------- $ 3.560 45
Freight Cars--------------------------------------

-
7,959 32

Passenger Cars ------------------...---------------- 1,158 14
Machinery----------------------------------------

500 43 13.268 34
Total --------------------------------- $21,811 98

For THE YEAR ENDED JUNE 30, 1900.

Description. Amount. Total.
|
|

NEW SPURS AND SIDINGS AND RE.
ARRANGEMENT OF YARDS (items under -

$1,000.00 each)-------------------------------- $ 6,422 40

REPLACING RAIL.
Total charged to Account Renewal of Rail ------- $9,820 89 -
Less amount for Rail in New Spurs and Sidings.--- 892 30 8,928 59

NEW FENCING.
New Mexico District, 8.36 track miles ------------- 1,968 79

STRUCTURES.

New Buildings, Stock Yards, etc. ------------------ $ 3.533 18 -
Water Stations ----------------------------------- 2,024 G1 5,557 79

BETTERMENTS TO EQUIPMENT.
Locomotives -------------------------------------- $14,039 93
Freight Cars-------------------------------------- 9,344 64
Passenger Cars ----------------------------------- 777 73 24,162 30

Total --------------------------------- $47,039 S7

UPRRIG-000235
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STATEMENT O:F BETTEIDIENTS 
Charged to Operating Expenses, 

FOR THF. PERIOD JA~ffARY 1 TO Ju:-;E ;30, 18!1!1. 

Doscription. 

NEW SPURS AND SIDTXnS :\:\"D REAR
RANGEMEN'f OF YARDS ( items unJer $1,000.00 each) _______________________________ _ 

REPLACING RAIL. 

Amount. 

Total charged to Account Renewal of Rail _ . . .. _. _. I $ UlH:! i:~ 
Less amount for Rail in New Spurs and SiJi11gs ____ ____ til-1 GO ! 

NEW F .E.NCING. 
Fort Collins District, 3.49 track miles _____________ _ 

STRUCTURES. 
New Buildings, Stock Yards, etc. _________________ _ 

Bf~TTERMENTS TO EQUIPME;\"T A~D M.\.
CHli'iERY. 

Locomotivf's ______________________________________ _ 

t::~~~iacra·r~- = ==: == =: = =~: ~ ~ = ==:: = = == = === : = =: ==== l\1.acbinery _____________ . _________________________ _ 
Total ________________________________ _ 

$ :i.:--,m 4:i 
i,!1;1:I :!:.! 
1,1,iH 1-1 

;1!10 ·t:l 

FoR THE YEAR E:-;nEn Jn,E :10. l!I(){). 
----- ---- - ---- - ------- - -· -

Dnscript.ion. 
----- --- - - - - - ----- -------- ----

NEW SPURR AND SIDI:\"GS A:\"D RE
AHl{AN(iEME:-."T OF' YARDS (items under I 
Sl,OUU.00 each) __________ .. _____ - - -- . - .. --- ---- I 

RF.PLACING RAIL. I 

.-\mount. 

Total cbargPd to Account Renowal of Rail __ . _. __ . S U,H:.!O 8!) 
Less amount for Rail in New Spurs am] S11lin,.:s ____ , ~!I:! :10 

NC~W l<'ENCIXG. 
New Mexico District, s.:ro track miles ____________ _ 

STRUCTURES. 
New Buildings, Stock Yards. etc. _________________ _ 
\Va ter Stations ____ . ___________ . __ . ________ . ____ _ _ 

BETTERMEXTS TO EQUIP.ME:\"T. 
l,ocomoti ves _______ . ______________ . ___ . __ .. ______ _ 
Freif{htCars ______________ ·--- ---- -------- ----. ___ 1 

S :1.:-,:1:1 18 
:!.U:.!4 GI ; 

~ - - - 1 

iu.o:m :1::1 
u.:lH 1;-1 , 

Total. 

13. :.!fjS :14 

~:.H,811 ti~ 

Tutal. 

ii G,t :.!2 40 

l,!lt,8 i9 

Pastienger Cars ________________ . __________________ , Tii i:I ! _ 24, IG2 30 
Total ____ . _____ .. ______ . ______________ . 

Digitized by Go gle 

. $47,0:l!J 87 
I 

- - ---- ===== 

Original from 

UNIVERSITY OF CHICAGO 
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OPERATING AND TIRAFFIC STATISTICS.

January 1
*

FREIGHT. 1899–1900. to
June 30, 1899.

Number of Revenue Tons of Freight Carried------- 2,564,547 1,092,791
Number of Revenue Tons Carried One Mile -------- 258,943,438 112,207,129
Tons One Mile per Mile of Road (Density)--------- 226,835 98,294
Average Miles Hauled ---------------------------- 101 103
Freight Train Mileage---------------------------- 1,607,731 723,696

Freight Car Mileage ----. ------------------------- 27,551,174 12,609,381

Loaded Freight Car Mileage, Per Cent.------------ 66.18 66.60
Empty Freight Car Mileage, Per Cent. ------------ 33.82 33.40

Revenue Tons per Car ---------------------------- 9.40 8.90

Revenue Tons per Loaded Car--------------------- 14.20 13:36

Revenue Tons per Freight Train—
Standard Gauge Average ----------------------- 175.35 | ----------
Narrow Gauge Average ------------------------- 76.54 || ---- - - - - -
Total Average---------------------------------- 152.52 155.05

Freight Rate per Ton per Mile-------------------- Cts. 1.242 Cts. 1.277
Freight Earnings per Freight Train Mile ---------- $1.89 $1.98

PASSENGER.

Number of Revenue Passengers Carried ----------- 605,065 213,834

Number of Revenue Passengers Carried One Mile -- 27,102,650 9,329.955

Passengers One Mile Per Mile of Road (Density)--- 23,742 8,173

A verage Miles Hauled---------------------------- 45 44

Passenger Train Mileage-------------------------- 861,496 359,732

Passenger Car Mileage---------------------------- 4,044,215 1,456,235

Cars per Passenger Train -------------------------- 4.69 4.05

Revenue Passengers per Train --------------------- 31.46 25.94

A verage Rate per Passenger per Mile------ - - - ---- Cts. 2.995 Cts. 2.881
Passenger Earnings per Passenger Train Mile ------ $0.94 $0.75
Passenger Earnings including Mail and Express per
Passenger Train Mile --------------------------- 1.13 0.94

UPRRIG-000236
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OPEHATIN(~ AND TRAFFIC STATISTICS. 
_-

FREIGHT. 

Number of Revenue Tons of Freight Carriecl ______ _ 
Number of Revenue Tons Carried One Mile _______ _ 
Tons One Mile per Mile of Road (Density) ________ _ 
.~v~rage .!•iii.es H_auled ___ _ •••• ___________________ _ 
F re1gbt I ram Mileage ___________________________ _ 
Freight Car Mileage ____ . ________________________ _ 
Loaded Freight Car Mileage, Per Cent. ___________ _ 
Empty Freight Car Mileage, Per Cent. ___________ _ 
Revenue Tons per Car ___________________________ _ 
Revenue Tons per Loadt>d Car __________ . ______ . __ _ 
Revenue Tons per Freight Train-

Standard Gauge Average ______________________ _ 
Narrow Gauge Average_ ... . ___________________ _ 

18!1!1-l!lOO, 

2.,,G-!,,147 
~11:Ul-!:U:lH 

2:!G,8:li> 
101 

1.mn,7:n 
:!7,i>:-11,17-1 

GG.18 
:m.H:! 

D.40 
1-1.:!0 

January I 
to 

June 30, l8!l!l. 

I UY.¥2, 7!H 
11:!,:!07.) :!!I 

\ U8,:!D4 
w:-i 

7:!:1,G! Iii 
1'.l,\30!1.:11-l l 

(j{i.tjO 

:J:uo 
8.!10 

1:1 :11; 

I' T?tahlt ARvetrage __ T __ ---- --,:,1-.. 1--- - - ---- ---- ---- ---- l,,ts. 
• re1g a e per on per 1• 1 e. ____ . __ . _ _ _ _ _ _ _ _ _ _ _ '-' 

17:i.:15 
7G.:-14 

1G2.;>2 
l.:!1:! icts. 
$1.8\) 

1,,:-1.0ii 
1.:!77 
$1.!18 Freight Earnings per 1',reight Train Mile __________ ' 

P ,\SSENGER. 

Number of Revenue Passengers Carried ____ . _ 
Number of Revenue Passen!!ers Carried One Mile __ 
PaSllengers One Mile Per Mile of Road (Density) ... 
Average Miles Hauled ___________________ . _______ _ 
Passenger Train Mileage __________ _______________ _ 
Passenger Car Mileage ___________________________ _ 
Cars per Passenger Train __________________ . ______ _ 
Revenue Passengers per Train _______________ . ___ ._ 
Average Rate per Passenger per Mile ____________ _ 
Passenger Earnings per Passenger Train Mile _____ _ 
Passenger Earnings including Mail and Express per 

Passenger Train Mile __________________________ _ 

Digitized by Go gle 

GO:i,Ofii> 
27, IO:!. n:-,o 

2:u-12 
-1:i 

8(il ,4!Jti 
4,0H.21 ,1 

-1.(i!) 
:-n.Hi 

Cts. :!.!J!lii 
SU.!14 

21:l.8:14 
!) ,:3:!! l. ! 1:-1,1 

s,17:1 
H 

:ti! ➔ ,7:1:! 
UGu,:!:1;, 

-1 .0,1 
:!;"1.!l-l 

,Cts :2.:--til 

I
I . $0.75 

O.!l4 

Origiflal from 

UNIVERSITY OF CHICAGO 
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TRAFFIC STATISTICS

For the PERIod JANUARY

1

to JUNE 30, 1899.

FREIGHT ORIGINATING on FREIGHT ORIGINATING os
Color. Abo

&

Southern Ry. OTHER ROADs. TotAL.

COMMODITY. r. Per

|
- - |

PerTons. Revenue. Tons Revenue. Tons Cent. Revenue.
Cent.- - |----—

||

Grain --------------- 27,627

$

49,770 62 16,309 $28,812

8
9

||
44,026 4.03

$

78,583 51 5.48

Flour --------------- 24,078 57,459

1
0 5:23

1,055

0
1

||
24,601 2.25 58,514

1
1

4.08

PRODUCTs

|

Other Mill Products

- | 5,294 10,516 90 3.39
556

1
5

5,653 .52 11,073

1
4 .77

OF

-

Hay
- - - - - - - - - - - - - - - - 8,887 21,869 (36 703 829 95 9,500 .88 22,609 61 1.58

Agriculture. {º
- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -

!
-------

----
- - - - - - - - - - -

-----

Fruits and vegetables 1,481 5,025

2
6

601 1,420 27 2,082 .19 6,445 53 .45

Potatoes ------------

|

11,612 35.295 86 2,600 6,849 85 14,212 1.30 42,145 71 2.94

Live Stock ---------- 16,184 15,750 96 20,327 62,613

3
5

||

36,511 3:34 78,364 31 5.47

{{..." Nº. House
1.21 402 62 24 54 32 145 .01 i

4
,
6

94 .03

--------- ther Packin ouse

Pºcº

J

ſºng tº 1:38
419

+
4 38 30 38 170 02 450 02 .03

Asºº

|

Poultry, Game and
|

- * * * * ***-- a---
Fish -------------- 34 121 31 3.5 148 40

|| 69 .01 269 71 .02|

Wooi. I 702 3,729
9
1
1,809 1,353

4
2

||

2,601 .24 5,083 33 .35
Hides and Leather

--

254 1,185

6
4

------- ---------- 254 .02 1,185

6
4

.08

Anthracite Coal

- - - - - - - - - - - -

- - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -

--

----------------

PRODUCTs
Bituminous Coal ---. 284,349 313,214 14 4,541 5.599 94 288,890 26.43 3.18.8l

4

08 22.2ſ,o
r

" J

Lignite Coal -------. 197,422 165,588

2
7

2.812 3,924

9
7

||

200,234 18.32 169,513

2
4

11.83

MIN Es
Coke --------------- 85,970 76,278 71 5,789 2,981 46 91,759 8.40 79.260 17 5.53

-* ------- |

Ore ----------------- 63,548 101,147

7
8

112,088 66,878 80

||

175,636 1607 168,026 58 11.73

Stone --------------- 29,896 19,106 61 448 479

9
8

||

30.344 2.78 19,586 59 1.37

Products of

\

Lumber ------------ 39,596 59,877

5
8

10,027 14,116

9
2

49,623 4.54 73,994 50 5.16

For Est. Charcoal -----------. 49
11627 -----------------

49 .01

||

116 27 .01| | |
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TRAFFIC STATISTICS 

F<>R THF. PF.RIOD J,\Nr. .. 1iy 1 TO ,Jt·:rn 30, l8!1!J. 

' Fat:IGIIT 01un1SATIXG ns ,FREIGHT ORWIXATIS<, 0!',1 
1('oLoUAIJO & Sut"TIIERN RL , OTirnR ROAD~. 1 

COMMODITY. 

P!Wlll:CTS 

OF 

:\(; 10<.TL"ITla:. 

J'lml>l"l'TS 

OF 

,\Nl.11.\LS. 

P1:0IH"CTS 

OF 
M1:-;~:s. 

PRODUl'TS IH" 

FoR~:sT. 

Grain ______________ _ 
Flour ___________ ----i' 
Other MIii Products_:; 
Hay _______________ _ 
Tnhacco ____________ , 
Cotton__________ _ , 
FrnitR and \',•gi,tables 11

, 

Potatrn•B ___________ _ 
Lin•Sto!'k __________ 

1

, 

Dn•f',-;Pd Meat,; . ____ _ 
Oth,•r Paeking HouRH•f 

l'roductti _________ _ 
Pnultrv, ( :a111e and 

Fish· _________ _ 
\Vool _____________ . 
llidf'H and Lrather 
A nthral'ite Coal ____ _ 

1 Bituminous Coal ___ _ 
i Lignite Coal ____ ---· 

• 8~~~ -: ~ ~ ~ ~: ~ ~ ~ ~ ~ : : : : I 
Stone _____________ _ 
Lumber ___________ _ 
Charcoal . _____ _ 

Tons. 

:!7.G:!7 S 
2-1,078 

5,:!!11 
8,8H7 

1,-181 
11.(jl:! 
l(i,184 

1 :! l 

2s-1.:w1 
1!!7.4:!2 

H,1,!l70 
G:l,,1!H 
2!1,H!l(j 
:m,:-1!Hi 

4~ 

4!1,770 (i:! ' 
:-17 ,-ffi!) 10 
10.,,Jfi !l!I ' 
21.1:l(i!I (~i 

,1,02:-1 :!Ii , 
:l,1.:!!I;-, Hli 
1;-,,,:-,11 !t(i 

40:! (i2 I 

121 :n 
:1.7~1 !11 
1.1 SfJ (i-1 

:11:1.214 14 
lli:1.:-18H 27 
7(i,278 71 

101.1 n 78 
l!l,106 fl1 
j!l,877 [)H 

llG :!7 

Tonf:, 

lG,:l!l!I 
,-,:!:! 
:1--,i, 
70:l 

liOl 
:!,lillO 

:!O,:l:!7 
:! I 

T1 
l,811!1 

4.,)11 
2.Hl2 
f>,71'!) 

112,0HH 
HS 

10,0:!7 

Revenue. 

ii 28,812 8!1 
1,0:-,:-1 ()) 

:-1:i(j l;, 
H:!D !);1 

1.420 27 
(i,1'1!1 ,'!;1 

li:!,li I :1 :~-1 
;,.i :t! 

ltH 40 
1.:i:-,:i 42 ' 

;,.:-,!l!I !1-1 
:J.!124 !17 
2.!lHl 4(i 

lili,878 80 
47!J !18 

14,llG !I:.! 

TOTAL. TOTAL, 

Tous. l 1l'r 
RPVflDll(•, Pc•r 

( ',•ut. Cent. 
--- - -- . ----

H,02ti 4.03 ~ 78.:">8:l fll ;;.41, 
2Hi0l ~-~ ;18,;114 11 4.08 

;;_1i,1:l _;)~ 11,07,l 14 .77 
U,;1!10 .HS 22,G!l!l Gl 1.58 

-- - - - - - -

- - - - - ------
2,082 .l!I li,H,1 :-,:! _!;1 

J.t,212 t.:m 42.1 J;i 71 2.!14 -f 
:m,;,11 :i.:i-1 78,:llil :n 5.47 

1-1;, .0 l 4,-1(i !H .o:i 

17C o•> -1:-10 02 .0:1 

C!I .Ol 2( i! I 71 .tl'2 
2,iiOl .24 ;i,OH:I :1:1 .:1:-1 

2;;4 .02 1,18:1 (i-1 .08 

288,H!JO :!li.-1:l :mu.;14 08 ~:!.2.-, 
:!00,2:14 18.:12 1m.:-,1:1 24 11.8:l 

!H.7:-1!1 8.-10 7!1,2f,O 17 5.:1:1 
17:-,,,.:!6 HiOi l OH.021i f18 lJ.7:1 
:lo.:H4 2.78 Hl,;18fi 5!) 1.37 
4!l,li:!:l 4.,14 73,!J!J4 M :uG 

4!1 .01 llG 27 .<ll 
·----~.-- -



TRAFFIC STATISTICS CoNTINUEp

For THE PERiod JANUARY

1 to

JUNE 30, 1899.

-
Freight originating on FREIGHT ORIGINATING on
Colorado

&

Southern Ry. Other Roads. Total. Total,

COMMODITY.

Tons, Revenue. Tons. Revenue. Tons. dº. Revenue. C.
- - -|

Petroleum and Other
ils--------------- 633

$

2,329 12 333

$

749 05 966 .09

|| $

3,078

1
7 .22

Rºſs
--- - - - - ------ 149 656 22

||

535 1,207 85

|
684 .06 1,864 07 .13

aval Stores --------|| ------- ---------- -- ----------------- ----

|| ----------- -----

Iron, Pig and Bloom- 472 510 93 337 635 77 809 .07 1146 70 .08

§: and Steel Rails i 6.857 7,308 65

|

- - 18 12 6.857 .63 7,326

7
7

.51|

Other Castings and

Machinery -------- 2,989 8,932 04 3.668 10,720
1
0

6,657 .61 19,652 14 1.37|

Bar and Sheet Metal- 820 2,449 04 1,770 4,745 12 2,590 .24 7,194

1
6

.50- - º -
MANUFACTURE.

cº, Bººk

a
n
d

6,827 6,951

5
7

2,268 2,905 79 9,095 .83 9.857

3
6

6
9

§º Impl’nts 104 300 07

|

1,451 3,411

5
1

1,555 .14

||

3,720 58 .26

agons, Carriages,
Tools, &c. --------- 31 83 78

|
472 679 27

||

503 .05 763 05 .05

Wines, Liquors and

- -

"#. “” “
4,649 12,533

5
s

7
1
3

1,471

6
0
||

5.362

4
9
||

14.005

is as|

Hºusehold Goods and - -

-

-, -->

-

Furniture --------- 603 1,975 45 533 1,667 76

||

1,136 .10 3,643 21 .26

Bullion and Lead lºº. 1323
3
0
||
-----, …,

||

1995. 100
13.263

3
0

93

MERCHANDise -------------------------| 20,398 115,787 75 5,151 33,061 96

||

25,549 2.34 148,849

7
1

||

10.39

Miscella NEous -----------------------| 28,727 32,956

4
8

||

14.879 31,051

6
8

||

43,606 399

||

64008

1
6

447

Totals -------------------| 881,558 sº

7
1

||

211,233 $290,031

8
4

||

1,092,791 100% $1,432,955

5
5

100%

PERCENTAGEs-------------. sogi ºg tº 2021 lioono 100.00

º
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TRAFFIC STATTST[CS- CoNTINUF.b 

F'OR '.rHE P ERIOD JANUARY 1 TO J UNE 30, 1899. 

COMMODITY. 
I FRK1~11: OR1GINAT1so O'I FREIGR:;:-ORIG!NATIXG oi- 11 

COLORADO & S0L'TDERN RY. OTIIER ROADS. 
I - ------

' 

Toes j Revenuo. Toes. Revenue. Toes. c~!~. 
- . ----1---

TOTAL, 

i P•&r )'""'. -~·~ _otho,I 633 2,329 12 I 333 s 749 05 !J6(i .09 

~~~:1 s,;;,~~-:::::::: I 149 G36 22 535 1,207 85 G84 .06 
---------- - I -~01 I I Iron, Pig and Bloom _ 472 510 93 I 3:r7 63,j 77 O!l 

lro11 and Steel Rails _ 6, 'j7 7,::108 65 18 12 6,857 .G3 
Other Castings and 

j Machinerv ________ :i,9 n 8,932 Oi 3.668 10,720 10 G.657 .6L 
I Bar and Sheet Metal _, I 820 2,H!l Oi 1,770 :l,745 12 2,590 .24 

MANUFACTURE. .I 

CLi!°et~-- ~-r!~~-- ~-~~ 2,00'j 70 11 
I 

I 6,827 6,951 37 2,268 D.095 .83 
I Agricultural Iropl'nts 104 309 07 l,45L 3,4.11 51 l,i>55 .14 

I 
Wagons, Carriages, 

Tools, &c. _________ 3L 8:-1 7 :l.72 679 27 503 .05 
Wines, Liquors and 

1,4,l 60 I Beer ___ __ ____ _____ 4,649 12,.3:-i:1 58 713 5,362 .49 I Household Goods and 
Furnitur~ _________ 603 l.D75 45 533 1,667 7G 1, 13G .10 

Bullion and Lead _. - • 10.967 13.263 HO -------- -- 10,9G7 1.00 
MERCHA:-IDISF. 20,398 115,787 75 5,151 33,06L !l6 25.54!) 2 .34 - ---- -- ---- ---- ---- -- ----
M1S('ELLANF:Ot.:S _ ---- ---- ---- ---- ------ 28.727 3'...!,95G 48 14,87!) :n.ro1 6 I _i_3,606 3.9!l 11 ---

TOTALS 881,fi58 1,142,92:{ 71 211,2.'·13 s:290,0:n 84 1,092,791 
100<; 11 - -- ------ ---- --·---

PERCENTAGES ___ _____ ---· --1 0.67 79.76 19.:38 :!0.24 100-<)0 
- -

=-
TOTAL, 

Revenue. I('~~~-
-----

s 3,078 17 .22 
1,864. 07 .13 

---- ---- - -
1146 70 .08 
7,326 77 .51 

I-' 
l!l,652 14 Ul7 ~ 

7.194 1G I .50 

n,857 ~6

1 

.69 
3,720 08 .26 

763 03 .05 

14,005 18 .98 

3,64.3 21 .2G 
13.263 30 .9:-l 

148.8W 71 10.39 
6:1.00 16 4.47 

1,432.955 55 I lOOr, 

100.00 I 



TRAFFIC STATISTICS

For YEAR ENDED JUNE 30, 1900.

FREIGHT ORIGINATING ON FREIGHT ORIGINATING on
Colo RA Do

&

South ERN RY. OTHER Roads. TotAL. TotAL.

COMMODITY.

Tons. Revenue. Tons. Revenue. Tons. d. Revenue. ..
-- - - - --- - - - —

—

— — - -:ſ

Grain ---------------|| 51.774

$

114,312

7
7

30,706

$

44,366 57 82,480 3.22

$

158,679 34 4.93

Fºur .......I. ſºil; iič,

Š

"iji;

is ſº gi
ſºis; iij

|| is is . . §§
IPRODUCTs

Other Mill Products

-

13.870 26,416 73 731 9:34 82 14,601 .57

|

27,351 55 .83

OF

- º

º::::::::::
27,235 62,029

1
3

3,482 4,308
6
2

||
30,717 1.20 66,337 75 2.06

- - - - - - - - - - - Tobacco-------------

- - - - - - -

- - - - - - - - - - - ----

- -

----------

|| --

- - - - - - - - -

- - - - - - - - - - - - - - -
Agriculture. é. I |--------- 1,287 602 87 1,287 .05 602

8
7

|| 02

Fruits and Vegetables 7,877 29,660 29 7.2.36 12,014 37 15,113 .59 41,674 C6 1.30

". Potatoes ------------ 34,129 105,763 83 9,626 20,986 74) 43,755 1.71 126,750 62 3.94|

Live Stock ---------- 30,880 99,573 51 28,061 76,620

1
8

||

67,950 2.65

||

176,193

6
9

5.48|

Dressed Meats------- 52 196 90 279 460

3
4 3
3
1

0
1
|| ði

ſã

"º
-------

|

Other Packing House

Pºopºets Products ---------- 582 2,251 25 419 789 71 1,001

0
1

||

3:010

9
6

.09

Asºº ALs Poultry, Game and

-

|

awi ai cº-i-º--
Fish --------------

|

171 478 84 55

7
0

6
4

||

226 .01 549 48 .02|

Wool ---------------- 2.511 7.976 53 2,903 2,554 45

|

5,504 .21 10.5:30 98 .33

Hides and Leather --- 570 3.003

2
0 113 101

- 4

683 .03

3
, 164 44 .1()

Anthracite Coal ---- 6.32 1,285 71 52 50 ºC) 704 .03 1.344 91 .04

PRODUCTs
Bituminous Coal ---- 723,434 663,584

S
S

42,470 33,310

0
9

765,904 29.86 696,894 97 21.67

or Lignite Coal --------- !?!).3,944 2.j6,614 44 14,123 19,737

2
4 408,067 10.90 276,381 (58 8.5%)

MIN Es
Coke ---------------- 178,241

14.7%

º

lºs 5.03

tº

19024) 1.42 1518;

1
1

.472-------
Ore -----------------| 203.504 323,666 89 191,330 118,275 06 394,024 15.39

4
4

1941

9
5

13.75

Stone --------------- 70,604 37,559 76 720 727 01 71,324 2.78 38,286 77 1.19

Products of

\

Lumber ------------- 82,363 116,698 j4 23,830 30,400 75 106,193 4.14 147,099 29 4.57
For Esr.

|

Charcoal --...--------- 121 2:2 56 ------- ---------- 121 .01 292 06 .01l |
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TUA FFIC ~TATISTICS 

FoR YEAR ENDED Ju:-n: :m, moo. 

1 l-°llf:ll111T 0RWIS \Tll\CI IIS FHEIOIIT 0RJ<;JSATISH ON I 

'~'.'..'._'HAl>O ,\: !-,u1 TIIIH<S H~:,i-~ _ UTJrnH Ho.~I~~---, _ 
CO'.tl:\IODITY. 

---~ --· - ----- -

PROIHTTS 

OF 
A1;RJ<Tl.1TRF:. 

f'l(OIH'f'TS 

OF 
:\NDI.\I.S. 

P~:OIJITTS 

OF 

.l\f IN t:s. 

J'i'Olll'CTS Ot" 

Fout:sr. 

( nrnin - ------ ---- ____ i 
Flour _______________ ' 
Ot hPr .l\1ill PrnJuds _, 

~ llaY-----------------1 , 'J'.,bac:co ____________ _ 
Cntton ______________ : 

1 FruitR and \'l'~etai>IPR 
l'otat11es ____________ 

1 

Lin• Htrn·k _________ _ 
I>n•F;;ed ;\Jpatl'I _______ I 

1 Otht'r Packing lfo11RP 
Pr()(lucts ________ .. 

·, l'oultrv, liame and 
J-'i;;h. ______________ ', 

\V.,nl _______________ _ 
I lidPs anti LPath1•r __ _ 
:\11thraciti, Coal. ___ _ 
Bituminous Coal_ ___ , 

) l.,i~nite l~oaL _______ _ 
1 Coke _______________ _ 

() re ______________ - - - , 

Htonn ___________ ----'I 
LumtJPr _____________ , 
Charcoal __ ·- ________ ! 

! 

Tons. 

f> l.i74 
•l:l.il,;) 
};J,Kj() 
:!7,:!:I,> 

7.Ki7 
:11,1:!!I 
:1!1,KK!I 

;)~ 

lil 
:! .. ·,1 I 

;),() 
(i~,:! 

7:!:l.n! 
;;:1:l.!IH 
l 7K.:!! I 
:!0:1.:,:11 

j(IJiO-l 
H:!.:iti:I 

l:.!l 

R.-,·,.nu••· 

::, 11012 77 
l lli,S:1D :1;1 
:!li.4 Iii 7:1 
G:!,11:!\J l:l 

:_!!l,lili() :!!I 
111.-1,,1;:1 s:1 
!~1_;,,:1 .-11 

l!lti dd 

:!,:!;, l •)-_., 

178 Kl 
7.!lj'(j .-i:i 

:1.111;:i :!O 
I .'.!K;l ii 

(i1;:1 . .-,~-1 K8 
:,!;,1 i,I i 1-l u 
}.Jli.71i!I Ii:! 
:1:!: :,1 ;, :n !-!I 

:11,:-,;,:1 j(j 
llii.li!IK ;,4 

:,!! I:! :-il.i 

','1' , Tons. 

I. - -~----· 

:l0,701i s .u.:1nn :,7 
1,:17:.! 1.KID :!-l 

7:n !l:\-l H:.! I 

:l, IK:.! -1,:1118 li:! 
-- - - - - - - -

1,:.!K7 (i! I:,! K7 
I i. "2:11, l ':.!,Ol-1 :17 

:1 

! I,( ;:,!jj :!11.!l-,(j 'i!I 
:.!K.llli! 71,,li:!O 18 i! 

:!,!l 4ti0 !I! I 

' 

-IHI iK!l 71 

;1:-i 70 (it ' 

:,!,'.l!I:! :!,,,.-,-1 -1,-) 
11:1 1111 :! I 
~ •) ··- .-,:1 :!O 

' -l:.!,170 :l:l.'.l!O O!I 
! H.l:!:! 1:1,-;:17 :.!-l 

l:!,IIIIK ;),lili:! li'l 
l!ll,:1:m lli'l.:!,;) (~; 

11 

7'.!0 .... , ... 01 ,_, 
:!:l,H:!O :lO.·IOO ;~) 

I; ··--------

TOTAL. TOTAL. 
---~ -------· ----------

I 
PPr Prr Tor,s. c,,ut. RrVl'lllll'. : ('('tlf. 

-----

8:!. JSO :-J •M s I ,iH.fii!l :1-1 4.n:l 
-1.-,, 1:17 l .iii l lK.illl'i :,!I :1.m 
1-1.fill I .:-)7 :!i .:1:-, I .).J .K:I 
:m,717 1.:!0 ,I Gtj,:;;;-; 7f°) ~.llti 

l.:!K7 .o:-) ii 
(i!I:! Ki .O:! 

1:-1. l I :l .:-,:, II 
4 I.Ii, -l 1'11 1.:10 

-1:1.,.-,.-) 1.71 ] :!li,7;,() ('•) :1.:q r.:; ,_ :::, 
fi7 .!1.-,0 :!.I~> 171i. l!1'.l li!l f>.-18 

:i:a .01 t;;,7 -t!I o·• 

1.001 .0-l I :l,O!O !111 .O!l 

:!:!Ii .01 fd!l -18 .O:! 
;,,.-)II I .:! I 10 . .-,:10 !IK .:i:1 

t i"i;J .0:1 I :!,!Iii H .10 
701 .11:l I.:111 !II .0-1 

rn.-,.! 10 I '.!,l)i(i 
i (i!lli,K!l-1 !lj :! 1 .li7 

-IOK.01 i7 1;, !Ill I :.!71i,:IKl (j8 K . .-,:1 
l !MI,:! l!l 7.-1:! l ;, l,K:i:J 11 -1.7:! 
:ttl,!1:!I 1:-, :111 -Hl.!1-ll !l;'J 1:J.7;-J 

71 ,'.l:!I :!.78 :IK,:!K(i 77 J.1!1 
IO!j,}!1:1 -1.1-1 147,0!1!) :!!I ,U,7 

1 :!l .O L :!!t:! riG .U l 



TRAFFIC STATISTICS CoNTINUED

For YEAR ENDED JUNE 30, 1900.

F. - I N

cºlºº Total Total

COMMODITY.

Tons. Revenue. Tons. Revenue. Tons dº. Revenue &.

Petroleum and other

Oils--------------- 1,187

$

4,628 97 612

$

1,914 75 1,799 .07

|| $

6,543 72 .20

Sugar--------------- 496 1,887 91 2,479 4,684 44 2,975 12 6,572 35 .21

Naval Stores --------|-------|-----------

||

-------|---------- ------- ----

|| ----- ------

|| -----

Iron, Pig and Bloom. 1,553 1,546 21 747 824 67 2,300 .09 2,370 88 .08

Iron and Steel Rails

-

10,983 13,368 82 166 174 78 11,149 .43 13,543 60 .42

Other Castings and

Machinery -------- 6,275 22,950 75 6.257 15,145 49 12,532 .49 38,096 24 1.18

Bar and Sheet Metal- 1,793 4,591 99 3,527 7,390 41 5,320 .21 11,982 40 .37

MANUFACTURE.

&

Cement, Brick and
Lime-------------- 29,993 30,364 08 9,906 11,693 36 39,899

||

1.56 42,057 44 1.31

Agricultural Impl’nts 190 484 64 994 3,230 69

|

1,184 .05 3,715 33 .12

Wagons, Carriages,

Tools, etc. ---------| 146 587 01 700 2,243 83 846 .03 2,830

8
4 .09

Wines. Liquors and
Beer -------------. 10,968 24,804 37 1,600 2,962

3
6

||

12,568 .49 27,766 73 .86

Household Goods and -

Furniture --------- 1,168 3,056 37 2,101
4.885

7
3

||

3:269
.13 7.942 10 .25|

Bullion and Lead ---- 36,885 23,627 20 2,659 1,510

1
7

||

39,544 1.54 25,137 37 .78

MERCHANDISE ------------------------- 50,838 307,245 45 13,745 80,718 26 64,583 2.52 387,963 71

||

12.06
Miscella NEous ----------------------- 65.866 75,441 91 54,442 76.545 23 120,308

||

4.69 151,987 14 4.72

Totals-------------------- 2,093,719 $2,629,670

0
7

||

470,828 $587,247

4
4

2,564,547 100% $3,216,917

5
1

100%

PERCENTAGES ------------- 81.61 81.74 1836 18.26 100.00

|

100.00U
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TRAFFIC STATISTICS- CoNTINUED 

Foa YEAR ENDED JuNE 30, 1900. 

FREIGHT OBIGINATIJS0 OS 1FRE1GllT ORIGlt-;ATING ON 
COLORADO & tioU1'UEll:-1 Rv. OTnER l<OADS. 

COMMODITY. 

I Tone. Rcveone. Tons. Rcvooue. 

r Pet,oleum and otho, 
Oils ___ ·--- ________ 1,187 $ 4,628 97 612 $ 1.914 75 

Sugar _·--- __________ 496 1,887 91 2,479 4,684 44 
Naval Stores ________ -- -- --- ---- ----- -- ---- 747 1 ---- -- ----

j !run, Pig and Bloom . 1.553 1.546 21 
I 

24 67 
Iron and Steel Rails_ 10,983 13,368 82 166 174 78 I Other Castings and 

1 

Machinery . ___ . __ . 6,275 22.950 73 G.:!57 15,145 49 
Bar and Sbeet MetaL I l,7D3 4,591 !)9 

I 
3,527 7,390 41 

MANUFACTURE, ~ CLi~:t: __ ~~i~~-- ~-~~'I 29,993 :'10,%1 08 9,!J06 11.693 36 
I Agricultural Impl'nb,I 190 484 64 994 3,230 69 

Wagons, Carrh1ges, 
1'ool@, etc. ____ _____ 146 ri87 01 700 2,243 83 

Wines. Liquors and 

I 

Beer __ ______ -- --- · 10,968 2!,804 37 1,600 2,962 36 
Household Goods and 

Furniture _____ ____ 1.168 3,056 37 2.101 4,885 ,3 I 
Bullion and Lead . ___ 36,885 23,627 20 

I 
2.639 1.510 17 

MERCHANDISE. · --- __________ _______ ___ 50,838 307,245 45 13.74:> 80.718 26 
MrscULANF.Ocs __ _____ __________ -- -- -·1 65. 6G 75.441 91 54,442 76.545 2:{ 

TOTALS ____ · - ------ -- -----· 2,093,719 82.629,6}0 07 
I 

470,828 6387.247 44 
PERCEN1'.,Gf:S ___ ___ ____ ___ _ 81.61 81.14 1 .:'36 18.26 

- - -

TOTAL. 

Tons. Prr 
Cent. 

- --

1,799 .07 
2,975 .12 

---- --- ----
2,300 .09 

11,149 .43 

l2.532 .49 
5,320 .21 

39,899 1.56 

I 1,184 .05 

I 
8!6 .03 

12,568 .49 

3.269 .13 
39,544 l.fi4 
64.583 2.52 

120,308 4.69 
--- -
2,564.547 100% 

100.00 I --- -- -- - -----

TOTAL. 

RHeouc. 

6,543 72 
6,572 35 

---- - ----- · 
2,370 88 

13,543 60 

I 38,096 21 
11,982 4.0 

42.057 44 
3,715 33 

2,830 84 

27,766 73 

7.942 10 
2."i,137 37 

387,963 71 
151.987 14 

$3,216,917 51 

I 100.00 

Per 
Coot. 

.2 0 
l .2 

--- - -
.0 8 

2 .4 

1.1 8 
7 .3 

1.3 l 
2 .1· 

.0 9 

6 

.2· 0 
8 

06 
2 

.7 
12. 

4.7· 

100 



MA INTENAN (SE AND PEIRF() IRMAN ('E

L()C()M()TIVES.

1899–1900.

MAINTENANCE OF LOCOMOTIVES:

Repairs --------------------------------- $ 299,600 48

Fuel ------------------------------------ 316,028 77

Service---------------------------------- 3.5.3,688 42

Expenses-------------------------------- 12,696 96

January 1 to
June 30, 1899.

§ 120,596 29
119,579 Sº,

134,331 32

55,930 60

Total -------------------------------- s1,097.101 tº sº.43s of

MILEAGE OF LOCOMOTIVES:
Freight --------------------------------- 2,310,226

Switching ------------------------------- 889,624

Work ---------------------------------- 91.312

Passenger ------------------------------- 929,359

Total -------------------------------- 4220521

MAINTENANCE PER MILE (in cents):
Repairs -------------------------------- 7 : 10

Fuel ------------------------------------ 7.49

Service---------------------------------- 8.43

Expenses-------------------------------- 2.98

Total -------------------------------- 26.00

Miles Run to Ton of Coal ------------ - - - - - - - - 18. 12

Miles Run to Quart of Lubricating Oil ------- 29.71

918,888

3.51,444

89,975

369,349

UPRRIG-000241

,) . ) 

1L\IXTEXA\CE AXD l'EHF<ll::\L\\('E OF 

I,( IC< l)l< lTI \' E:--. 

)L\IXTEX.\XCE OF LOCO)lUTl\'ES: 

,January 1 to 
J uu1-- ao 1-..~~-

Repairs_________________________________ i, :!\l!l,ti!•O -l.S i, ]:!tl,.-i!H.i :.!!• 

Fuel____________________________________ :llli,11:!H 77 1]!1.:-i7!) s_-, 

S,,n-iee. ___ • ____________________ . __ _ ____ ;i,-,.·,.1i!'IS -l:! J:l-l,:l:H :r2 

Exprnsrs ____ ·--------------------------- J:!:-,.t:!•ti !lii ;-.;,,!1:10 tiO 

Total________________________________ i::J.(1\17.]IJ! 1;:1 ::q:111.U!'i Oli 

J\JILE,\(;E OF' LOCO)IOTl\'ES: 

FrPigbt 
Switehing _. ____________________________ _ 

\Vor k ___ . ____ .... ___ . __ . ____ . ___ .. ___ .. 

PaEisengPr __________________________ . ___ _ 

Total ...... ____ . ____________________ _ 

)1.-\IXTEX,\XCE PEH )!ILE (in ernt,-_1: 

Rqiain, _ 
Fm·! _____ _ 

HPrvieP .... _____ _ 
Expell6l'B ________________________ . ______ _ 

Total _____ . ________ .. _______________ _ 

J\lill'B Run to Ton of Coal ________________ . 

J\li!l'B Run to (,)11art of Lubrieatinl,{ Oil 

Digitized by Go gle 

:!.:11 O.:!:!I i !IIS,~S~ 

HS!l,li:!-l :i.-,I.-H-l. 

!I I ,:11 :! S!l,!17;, 

! I:!! 1.:l,,! I :lli!l,:lW 

-l.:!:!t1 . .-,:!1 1.7:!!IJj;>(j 

7 .10 I G.\17 

7.4U G_ !11 

H _ -1:l 7.77 

:!Ii 1111 

Origi11al from 
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STATEMENT OF LOCOMOTIVES.
JUNE 30, 1900.

No Weight inº Without Gauge. Service.

4 60,300 Narrow Freight
1() 61,300 ** Passenger
3 61,750 4- Freight
20 62,900 -- - **

6 71,000 ** -i.

8 76,000 ** --

3 80,500 - ** **

l 60.100 Standard Switch
1 67,100 -- Passenger
1 74,000 -

** --

1 74,500 ** **

1 75,600 -- --

3 76,000 ** --

2 77,400 -- - --

7 81,000 i- --

1 82,800 4* Switch
4 86,300 ** Freight
4 88,000 ** Switch
4 93.400 ** Freight
7 94,000 4- Switch
3 96.200 *- | --

5 96.200
** Freight

1 99,000 ** Passenger
1 101.300 ** *-

1 105,000 ** " **

2 105,000 -- Freight
2 107,000 -- *-

10 122,000 -- 4-

7 123,000 -- --

6 131,200
- *. Passenger

5 131,200 -- Freight
1 138,000 ** --

3 138,300 *- --

7 141,800 ** --

3 152,000 4* Passenger

148

RECAPITULATI () N.

Kind. Standard. Narrow. Total.|– - -

Passenger - ----------------- 28 10 38
Freight --------------------- 50 44 94
Switch ---------------------- 10 || ------------- 16

Total ------------------- 94 54 148

UPRRIG-000242

STATEME~T OF LOCO)lOTIY.ES. 

Ju:-.E :-io, moo. 

:-io. Wei~ht in Pounds Without 
TPnder. 

-~-

-1 no.::ioo 
lU Gl,:'!00 

Gnuge. 

Xarrow 

I 

I 
3 61,7:i0 

·20 fi:2,000 
6 71,000 
8 76.000 
3 80,;i00 
l 60.100 Standarcl 
1 67,100 
1 74,000 
1 74,500 
1 75,600 
:i 76,000 
2 71,400 
7 81,000 
1 8:!,800 
4 H(i,:mo 
4 88,000 
4 muoo 
7 !14,000 
:1 !)(i,:!00 
f> !)fi,200 
1 D!J,000 
1 101.:lO0 
1 10:-i.ooo 
2 10;\000 
2 107,000 

10 12'.!.000 
7 123,000 
f, 1:11.200 
r, 1:'ll,200 
1 1:IB.00O 
:1 138.:l00 
7 1-H.800 
:l ],12,000 

148 

HE< 'A PITl. LATI< >X. 
--~ - -

Kind. Standard. :-;arrow. 

Passenger _ ________________ . 28 1 () 
Freight ______ ·--- ____ ---- .. - ,i0 4-l 

ServicP. 

Freight 
PassengPr 

Freight 

Switch 
Passengf'r 

Switeh 
FrPight 
Switch 
Frright 
8witd1 

Frc>ight 
PasEenl-(er 

Freight 

Pai-;spnger 
Freight 

Total 
- -------

:lH 
!I-! 

Switch _____________________ _ 1G ---- ---- - ---- lti 

Total __________________ _ B-1 

Digitized by Go gle 

:-i1 1-t"l 

Origiflal from 
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PASSENGER (ARS
JUNE 30, 1900.

STANDARD GAUGE.

Coaches---------> --------------------------
Chair---------------------------------- - - - - -
Caſe ----------------------------------------
Coach and Mail - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -

Coach and Baggage - - - - - - - - - - - - - - - - - - - - - - - - - -
Baggage -------------------------------------
Baggage and Mail - - - - - - - - - - - - - - - - - - - - - - - - - - - - -
Officers --------------------------------------
Total ---------------------------

NARROW GAUGE.

Coaches------------------- - - - - - - - - - - - - - - - - - - -
Excursion Coaches------- - - - - - - - - - - - - - - - - - - - - - -
* -

-
i -

Coach and Baggage - - - - - - - - - - - - - - - - - - - - - - - - - - - -
Baggage -------------------------------------
Baggage and Mail - - - - - - - - - - - - - - - - - - - - - - - - - - - -
Officers ------------------------- - - - - - - - - - -

Total -----------------------------------
Grand Total - - - - - - - - - - - - - - - - - - - - - - - - - - - -

22

32

14

UPRRIG-000243

-:!l-

,h::n: 30, moo. 

ST.-\~D.\IW (HUGE. 

Coaclws ___ . . . . .. . 

(']1nir ______ _ - - - - - - - - - - - - - - - - - - - - - - - - - - - -

(' a f e ____ - - . . . - - . - - - - - - - - - - · - · · · - - - - - - - - · - -
Coach and ).fail ___ _ 

Coach a11d Baggage __ - - .. - - - - . - . . . - - - - . 
lla era a c.re _ . _ ___________________ - _ - - - - - - - - - - - -

!'."'!'"It, 

Barw:we an!l 1\lail ___ .. __ - _ - - - - - - - - . - - - - -rl'""l,..., 

() ftieers __________ - - - - - - - - - - - - - - - - - - - - - - - - - -

Total ________ . . __ .. .. 

~,\RROW fi.-\Ul;E. 

( · oae hes _______ - - .. - _ - - - - - - . - - - - - - - - - - - - - - - - - -
E:xeurnion ( 'oaeliel'l. __ . ___ - - - - . 
Coach and Ua<ma(re ___ ____ . _________ - - - - - - - - - - -

rr:, C": 

Baggage _______ - _ - - - - - - - . - - - - - - - - -
Bau(.ralfe a11d ).fail _____ . . _ - - - . - - . - - - - - - - - - -,-i:-, t, 

()tlieers __________ - _ - - - - - - - - - - - - - - - - - - - - -

Total __ .. . 

(~ rand Total ____ . ___ . __ 

•) •) _,., 

3 
a 

L 

14 
u 
4 

6 
3 

n 

fi8 

llG 

Digitized by Go gle Original from 
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FREIGHT CARS º

JUNE 30, 1900.

STANDARD GAUGE CARS.

CAPACITY.
KIND of CAR.

32,000. 40,000. 50,000 || 30,000.
Total.

|

Box ----------------- 100 302 197 658 1,257

Sºal.---------------- 92 516 228 369 1,205

§oºk ---------------|------- ! -------- 283 21 304

Flat.--------------- 75 14 -------- 10 99

Refrigerator --------- - - -- - - - 19 50 | -------- 69
Furniture ----------- - -- - - - - - - - - - - - - - - - --- - - - - 25 25
Charcoal ------------ 17 * | ------- -------- 20

Totals. ---------- 284 || 854 758 1,083 2979

Total Capacity --9,088,000 34,160,000 |37.900,000 |64,980,000 146,128,000

Percentage ------ 6.21 23.38 25.94 44.47 100.00

NARROW GAUGE CARS.
–T--- —

XAPACITY.
KIND of CAR. -

24,000. 28,000. 40,000. 50,000. Total.

*----------------- 105 251 101 64 521
Coal ---------------- 12 158 196 244 610
Stock --] 13 -------- -------- 50 63
Flat----------------- 36 || -------- 19 || -------- 55
Refrigerator ---- 12 |_ 13 || -------- 6 31

Totals----------- 178 422 316 364 1,280

Total Capacity ...A.272,000 || 11.816,000 | 12,640,000 | 18.200,000 || 46.928,000
Percentage ------ 9.10 25.18 26.94 38.78 100.00

Kind of Car. sº Nº. Total.

Sars as above for freight traffic -------- 2,979 1,280 4,259

*bºoses ------------------------------ 41 15 56
9inder -------------------------------. ° ---------- 6
Work Outfit ….........l.… 7 10 17

Wrecking Truck----------------------. 4 5 9

recking Tool ------------ 3 4 7

!ºnger ----------------- - 2 4 6
Pile Driver.--------------------------- 1 1. 2
Jull Snow Plow.----------------------- | | ---------- 1

Rotary Snow Plow --------------------|---------- 2 2
*rick ------------------------------- * ! ---------- 2
Steam Shovel ------------------------- ! || ---------- - 1

Total ----------------------------- 3,047 1,321 4,368

UPRRIG-000244

~-----

-25-

FREIGHT CARS 

JUNE 30, 1900. 

STANDARD GAUGE CARS. 

--- --·-
CAPACITY. 

Knm OF CAR. 
32,t:OO, I 40,CXXJ. :10.000. 

100 i 302 Hl7 
92 51G 2'28 

------ - -------- 283 
75 14 ---- ----

- ------ 19 50 

I 
------- -------- ---- ----

17 3 -- - ----·-----· 

284 I 854 758 
------ ----- ---· -
9,088,000 34.In0.000 37.!l00.000 

Box ________________ _ 
Coal _______________ _ 
Stock ______________ _ 
Fiat 
Refrigerator ________ _ 
Furniture __________ _ 
Charcoal ___________ _ 

Totals. __________ ,. 

·--

00,000. Tutnl. 

G:i8 l,'2f'l7 
3(jB 1.205 

2L 304 
10 ml 

---- ---- 69 
25 •r -.J 

---- ---- 20 

1.083 2.979 
-- - ----
64.!)80.000 146,128.000 Total Capacity __ 

1

. ~--1~· -- ·- -- ---

Percentage _____ _ 6.21 23.:~8 25.!H 
I 

- - ------. --- - --- ---

NARROW GAUGE CARS. 
--·------ --------· - ----- -

CAPACITY. 
Krno oF CAR. 

24,000. 2i-,(;()(), 40,lKJO. 

Box_________________ 105 

~io~k·--- ---- ---- ---- 12 
2,il 101 
158 1!)6 

---- ---- ---- ----

44.47 

:,o.coo. 

64 
24-1 
50 

I 

10000 

Total, 

G:!l 
610 

C3 
Flat _ ---- ------ ---- 13 

:16 f>;) 

Refrig;~at~;===== ==== i2 :n 
---- ---- l!J ---- . ---

rn - --- ---- 6 
---- . -- ----

Totals.__________ 178 422 316 364 1,280 
---- --- ------ ---- ---- -- -

Total Capacity __ 4.272.000 11.81G.000 12.n-10.00~ 1_s.:wo.0~14(i.D:.!H,ooo 

Percentage______ !U0 25.18 26.!l-1 :JH.78 100.00 

Kind of Car. 

Cars as above for freight traffic _______ _ 

g~a~:ee~==~==~~=~================:==~ ;ork Outfit _________________________ _ 
recking Truck ____ . ____ ----·----·---· 

Wrecking 'l'ool ____________ ---- ---- ----
Flanger ______________________________ _ 
Pile DriYer ___________________________ _ 
Juli Snow Plow ____ . ___ ---- -- .. ---- ----
Rotary Snow Plow ____________ ---- ----
Derrick ______________________________ _ 

St.•ndnrd 
Gaugr. 

:!,97n 
41 

(j 

7 
,l 
3 

1 
1 

2 
Steam Shovel _____________________ ----1----l-

Total ____________________________ . 3,017 
I 

~arrcnv 
(lo.Ugo. 

1.290 
Li 

10 
5 
,l 
-1 
1 

1,:i21 

=================-=--:- --------

Digitized by Go gle 
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A NALYSIS () F I MPIROVEMENT AC(() ["NT.

NEW BUILDINGS AND MACHIN ERY.

Depot -----------------------------
Depot -----------------------------
Depot -----------------------------
Hotels----------------------------
Pavilion ---------------------------
Water Station - - - -
Machinery for Shops. --------------
Shop Buildings.--------------------

TERMINALS.

Freight Depot ---------------------
Yard Master and Switchmen's Office
Machinery Platform ------. ----- - - -
Sand and Oil House ----------------
Coal Chutes -----------------------
Water Station --------------------.
Interlocking Signal Plant ----------
Track Scales. ----------------------
Registering Station ----------------
New Tracks -----------------------
Shop Yard Tracks.-----------------
Crossing Gates ------------ - - - - - - - -
Tracks to Globe Smelter - - - - - - - - - - -

TRACKS.

New Tracks -------------------. . .
Passing Tracks --------------------
Passing Tracks. --------------------
Side Tracks ---. --------------------
Tracks to Coal Mines --------------
Tracks to Coal Mines - - - - --------
Tracks to Coal Mines --------------
Tracks to Coal Mines -------------.
Tracks to Coal Mines - - - - - -- - -- -
Extension of Tracks to Mines -----.
Extension of Tracks to Mines. --____
Extension of Tracks ---------------

Total.-----------------------

JUNE 30, 1900.

Location.

Ft. Collins
Central City
Slaghts ----
Platte Canon
Silver Plume
Watervale . .
Denver - - - - -
Denver - - - - -

Denver ----
Denver -----
Denver ----
Denver - - - -
Denver ----
Denver - - - -
Denver . . . . .
Denver ..

. --

Denver - - - - -

Denver ----
Denver ----
Denver ----

I)enver

Ft. Collins--
Frijoli - - - - - -

A beyta - - - -

Hadger . . . .

Forbes Jet. -

Bowen - - - - -

Rugby -- - -

Lafayette
Walsenburg
Kokomo
Leadville . .

South Platte

Amount.

$ 4,163

3.3.) 4

16
9.2

00
57
jS

29 45
4.3.27 1

17.7ſ

$ 7.59

1:30
1,742

7:35
j,506
4,061
2,047
1,733
78

23.53.5

13,417
1,775
126

61
54

42
47
86

58
50
44
64

75

08
68

23

7 :31

90
26
29
87
72
95

37

5 : 56

Total.

$102,557 83

109,792 6,

, - - - - - - - - ..
.
's 268,001 0
9

UPRRIG-000245

. - :.?ti - -

ll,•t-cri pt inn. 

:-;Ew Bl"ILDl'.\liS .\:-.:D ~L\CHl'.\EHY. 

Depot ____________________________ . 
Depot ________________________ .. __ _ 
Depot ____________________ -------- -
Hotels ___________________________ _ 
Pavilion __________________________ _ 
\Vater Station ___________________ _ 
Machinery for Shops ______________ _ 
Shop Bulld1ogs ___________________ _ 

TER~ll:-.:.\LS. 

Freight f>t>pot _______________ _ 
Yard MaAter and Switebme11's Ollh.:e 
1'la..:hinery Platform _____________ ._ 
Saud and Oil lluwm _______________ _ 
Coa I CL u t Ps • ______ . _____________ . _ 

Water Station ____________________ _ 
Interlocking Signal Pinnt _______ _ 
Track S,:alr-s _________ ·-·- _________ _ 
RPgistering l-:,tatiun _______________ _ 
~ew Tra,:ks ______________________ _ 
Shop Yard Tracks ___ . ________ . ___ _ 
CroHAi ng U a I PS ___________________ _ 

Tra..:ks to Ulobe SmPIIPr ________ _ 

TR \('hS. 

Xew Tra,:ks ____ ____ ____ ____ ____ _ 
l'asFingTracks ____________________ _ 
PaHAin~Tracks ___________________ _ 
SideTradrn _______________________ _ 
TraekH to Coal :\lines ______ . ______ _ 
Tra,·kH to c.,aJ :.li11es -- _ -- ---- ----
Tracks to ('.,aJ :\I1ues ____________ _ 
Tral'ks to Coal :\lines _____________ _ 
Tra,·kR to Coal :.lin!'A ________ _ 
Extf'nAi"n of Traek,- to ;\lint's ______ _ 
F:xtPusion of TrackR to :.11 nes_ _ _ _ _ _ 
Extt-nswu of Tracks _____________ _ 

Tot a L ______ . __________ _ 

Digitized by Go gle 

Location. 

Ft. (_'.,JJinA 
(_ 'p11tral L'1t\" 
Slal,!htH ___ ·_ 
Plattp('anon 
Sil n•r l'I u 11:t' 
\\"at en-ale 
f>pn \'Pr 
l>t>nn·r ____ _ 

\mount. 

s -1.lti:I Hi 
:1.::: 11 tr.! 

, IO 00 
:!-l.:!:!:! ;) ' 

-U,!1 .-,s 
K:!!I -1:i 

4:1.:!, l til I'.,.-,., ;,-1 

Total. 

610:!.:->."",7 S:l 

l>l•nvrr _____ 'if. ,;,\I -1:! 
J:!O 47 

1.7-l:! l'iti 
l)p 11 \"f'r . - - - -

I >1•1]\'t'l" 

l>Pll\"f'f _ 

I>en\·t•r 
f)plJ\'Pf 

I >Pn,·pr 
I >,•11,·n 
I )p I l \" Pr - . - - -

J>e □ \'!'r 
l)pnn·r 
l>Pll\"Pr 
I )(•11 ,,·r 

Ft. C"llim'--
l•'r ijnl i _____ _ 
AIJPyta _ 
Baclg1•r 
Forhl's ,kt. _ 
H<1Wt•IJ - ... 

l{uL: I ,y 
LHl"H ,.,., , .. _ 
\Val,i,•nliurg 
K, ii,, )fl}( I 
L,·ad\'ilJ,, 
:-iu11th !'lat tl' 

,:~-. ,18 
.-,.:-,tit; :-,o 
-l,Otil H 
:!,tl-l, • i-1 
1.,:1:l H 

7tl , ;J 

:.?:J,;-,;i;-, I:; 
1:un uH 
1:n:-1 mi 

l:!G tiO I 

:3 :!.;,Kk :~i 
1.1:-,, s:1 
l ,tl, -l :!:I 
1.-1:;7 :11 
;,_;,Jfi !H.l 
I i.:!71 :!ti 
1;,:-,KK :!!I 

titi:l i'!7 
1.-lKH ,:! 
1.7,:l :i:-1 

40.llti ,,1; 
-W.,K-1 :17 lO!l.7!12 G;-, 

s 2n~,oo 1 o~ 
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ANALYSIS OF NEW EQUIPMENT ACCOUNT.
JUNE 30, 1900.

• Description. Capacity.

287 Standard Gauge Coal Cars with a
ir

-

brakes and automatic couplers-------- 60,000
160 Narrow Gauge Coal Cars with air
brakes and automatic couplers-------- 50,000

5
0 Narrow Gauge Stock Cars with a
ir

brakes and automatic couplers-------- 50,000

4
0 Narrow Gauge Box Cars with air

brakes and automatic couplers. . . . ---- 50,000

3 Standard Gauge Cafe Cars-------- - - - - - - -

3 Standard Gauge Ten Wheel Pas
senger Locomotives - - - - - - - - - - - - - - - - - - - - -

1 Standard Gauge Consolidation Loco
motive - - - - - - - - - - - - - - - - - - - - - - ------

1 Narrow Gauge Rotary Snow Plow . . . . . . . . . . .

$227,575

64,962

34,936

20,136 8

28,690

49,303

12,507

16.959

S455,072

51

51

86

69
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AN ALYSI::-; OF NE,V EQll IP:MENT ACTOUI\T. 

Ju:-u: 30, IWO. 

· DeEcription. I Capacity. I Amount. 

2:-.;7 Standard Gauge Coal Cars with air 
brakes and automatic con plNs _______ _ 

I 

·o ooo· I.,.)•)- --.,. -,, f,, . -<1:-::..~1,010 D.,. 

lHO Narrow (iauge <'oal Cars with air, 
brakes and automatic couplers ________ , ;j0Jl00 

GO Narrow Hauge Stock ('ar::; with air 
brakes and automatic couplers________ :;0,000 

40 Narrow (iauge Box ( 'an, with air 
brakesandautomatil- couplers_. _____ _ 

3 Standard Gange Cafe ( 'ars ____ .. __ _ 

a Standard Gauge Ten \Vheel Pa::;. 
senger LocomotivPs ________ . __ _ 

1 Sta~dard Gauge Co11::;o)idatio11 Lm·o-
mot1ve _ _ _ _ _ __________ _ 

1 X arrow Gan gt> Rotary S11ow Plow __ .. 

Total _______ . ! 

Digitized by Go gle 

G0,000 I 20,lBC ~o 
I 28,G!JO 2H 

- - - - - - I 

4\1,:W:~ 51 

- - I 12,507 Gl 

- - - - - - I 
11u1;-,!1 SH 

- - - - - - : :S-!G;i,0,2 liH 
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ANALYSIS OF MATERIAL AND SUPPLIES
ON HAND JUNE 30, 1900, AND JUNE 30, 1899.

Steel Rails --------------------------------------- $ 20,742 77
Iron Rails ---------------------------------------- 71: 41
Scrap Rails--------------------------------------- 1,095 52
Cross Ties --------------------------------------- 57.356 55
Switch Ties ------------------------------------ 5,846 22
Frogs and Switch Fixtures -------------. ---------- 14.62. 31
Spikes and Track Fastenings.---------------------- 13,094 7.3
Bar and Sheet Iron, Steel, etc. -------------------- 16,243 64
Copper, Tin, Brass and Other Metals ---- - - -----. 10,640 50

Car and Engine Castings and Forgings ------------ 17,123 75
Wheels and Axles--------------------------------- 18.895 87

Tires and Springs--------------------------------- 10,798 69
Couplers, Knuckles and Fittings ------------------ 4.7 14 87
Links and Pins ----------------------------------- 1,586 31
Engine Flues and Flue Ends ---------------------- 12,445 90

Air-Brake Equipment----------------------- - - - - - 8, 167 87
Heating and Lighting Equipment - - - - - - - - - - - - - - - - - 1,150 66
Pipe and Pipe Fittings.--------------------------- 2,569 45
Oil, Tallow and Waste ---------------------------- 3,845 30
Engine Fixtures and Fittings --------------------- 7,606 34

Coach Fixtures and Fittings ---------------------- 1,710 (S
Car Fixtures and Fittings.------------------------- 2,750 71
Engine Supplies ---------------------------------- 41 l 47
Train Supplies------------------------------------ 1,140 49* ----------------------------------------------- 15 (6
Holts, Nuts and Washers --- - - - - - - - - - - - - - - - - - - - - 5,700 87
Nails, Screws, Staples, Rivets, etc. - - - - - - - - - - - - - - - - 3.338 17
Rubber, Rope, Leather. Packing, etc. . . .----------- 2,138 02
Glass, Paints, Oils and Varnishes -------- - - - - - - - - - 3,563 84
Tools. Belting, etc. -------------------------------- 2,721 82

Lumber ----------------------------. ------------ 37.477 13
Posts and Piling ---------------------------------- 1,839 (59

Wire – Barbed. Steel, Iron, Copper, etc. ------------ 542 S6
Builders' Hardware and Material - - - - - - - - - - - - - - - - - - 529 :38

Station Fixtures and Supplies -------------------- 436 S4
Pumps, Wind Mills, Water Tanks and Fittings ---- 1,647 37
Stone -------------------------------------------- 264 40
Cºal ------------------------------------------- 26,413 5S
Wood and Fuel Oil - - - - - - - - --- - - - - - - - - - - - - - - - - - 425 56
Stationery, Books and Blan” . . . . . . . . . . . . . . . . . . . . . . 4,219 08
Fºrt P ------------------------------------------- 6,413 42

Total ------------------------------------ $338,576 40

("LASSIFICATION. June 30, 1900. June 30, 1899.

$ 34.638 77
3.143 06
2,529 51
57,070 08
3,318 43
9.404 01
11.225 42
7,065 33
13.285 29
26,852 91
20.9.34 (32

9.816 74
3,973 67
1,097 06
4,247 23
14,667 40

i 77 ; 6()

1,336 61

7.2:30 36
2,640 93
1.S. 6 51
4.04.5 47
2,034 07

17,166 69

º 206 (r.2
5,335 94
5,757 56

$327,844 3
4
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A\" ALYSlS OF )L\ TEBL\ L ..\\"I> Sl' PPL! ES 

< 'L.\:-;:-;J FH'.\T 10~. 

SI"" I Ra i I H _________ . ___ • ____ •••• _ •• __ •• ___ ••• _ ••• 

lrot1 l{ai!R ________ ·--- ......... _ .. ____ .... ·-·· ... . 
Ht:rap !{ails _____________ __ .... ____ ............... . 
C r111-R TI ni _ ..... __ . _ _ .. _ . __ ........ _ ........ _ .. __ 
8 w i It· h T ll'H _ _ _ _ _ __ • _ •• _ _ _ _ . _ •• _ _ ______ • _ . _. _ 

Fr11::H and :--;witch FixturPf!_ --•· .... ·-·· ---· _____ _ 
:--;pikei- aud Tra,:k Fa,-t,•nings .... -·-· ·--- ......... . 
Har at1d HlH•Pt Iron. :--;1eel. ete. --·· .... ---· -·-· ... . 
CuppPr. Tin. BrasR and Oth1•r '.\lt•tal,; -···. __ ··----
('ar and l-:11;..:irw Castings at1d Forgir:g,; ........... . 
\\·h .... Js at1d ,\ xk•R_ ............................... . 
Tin•,; a11 d S pri 11 l!fl ___ . ____ .. ___ ..••.. _. ____ .. _ .. __ _ 
{_'11uplPrR. hnu,·kleH ancl Fitlit1gs ......... _______ _ 
L111 kH and l'111 A _ • __ . _ •• _ ••••••••••• ___ •••• _ • _ • _ . __ 

Eni.:inP Fltws and Flue EndH ............. _ .. __ . 
AirHrake l•:quipnlf't1I ... - .. - .. -······-····· ____ _ 
l!Paling and Li1thti11g I•:,1uip111•!nt -·-·· ____ .... ··-· 
1'1111• and J'ipl' 1-'ittingH ___ ..... ·-·· .............. . 
011, Tall<>w and \\'a,;IP .... -·- .... ··-- ·--- ____ ___ _ 
E111tir1P Fixtures and Fittingi-; _____ ·--· ________ .... 
l'oad1 Fixtures and Fitti11~s __________ ··-- -·-· __ __ 
(' a r Fix t Im ·s and Fittings . __ . _ ... ___ . _ . _ ...... _ .. 
]' . s I" r •: ll ~l ll P

1 
~ U J q_, H'S ___________________________ _ 

lra111 Huppl11•,;·······-·· __________ .... --·· ....... . 
I, 'l' - - . - - - - - • - - - . - - - - - . - . - - - • . . ••.. - - - - . - - .. - -

Holl!>, :--.11tR and \\"a,-;Jwr,-_ _ .... ·--· __ 
'.\'ail;;, S,·rPWR. :--;taplt•f'. l-:i\"PI". de._ .. _______ _ 
J:,d,lwr, H"Jt''· l_patlll'r. l',H·kir11{, ete. _____________ _ 
( ;Jass, l'aintt-1, Oils and \'aruish..-s ·--- _______ _ 
'J',11dR, Ht"iting, ete .. ___ --·· ____ ---· ________ .... ·-·· 
L11111iif-'r ___ --····-·····-·---·-··-·· _________ __ 
I'm: t ,; a Ill I Pi I i n:.: __ . __ . _ .. _ _ _ .. _ .. __ .. __ . _ . . . . __ 
\\"rr<' - HarlH·d. Slt·Pl. Iron, ('1111pt•r. l'!I' ..... . .... . 
BuildPrn· Hardware arid :\lat,·rial ___ ... ---· ____ _ 
Htatio11 Fixturp,: anti :--;uppli,·R 
l'1111q,.~, \\.ind :\!ill,;, \\'alL•r Tankt< and Fitl1n~ts 
SI n II t' . _____ •.. __ • __ . ___ •. ____ . __ • ____ •. ______ . _ 

C»al -·------•-•·--·-·--·•--- ------- · ··-
\\",,rnl and l·'ut>l ()ii ___________ _ ·····-·-
~tati"nery, lllloksa111l Bla;1'·. --------• __ _ 
f:-:, r:' P - - - .... - - - . - . . . . . . - - - - - - - - . - - - - . - - -

TOTAL. ___ • _____ •. 
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THE AUDIT COMPANY
OF NEW YORK.

GRENVILLE: M. DoDGE, Esq.,
Chairman of the Board of Directors,
Colorado & Southern Railway Company,
New York.

DKAR SIR: We have made an audit of the books and accounts
of The Colorado & Southern Railway Company for the six months
ending June 30th, 1899, and fo

r

the fiscal year ending June 30th,
1900, and, in accordance therewith, certify that the attached State
*hts o

f

Income Account, Profit and Loss Account, and the
General Balance Sheet, are true exhibits o

f

the results o
f

the

operation o
f

the Company for the eighteen months, and o
f

it
s

"dition a
s o
f June 30th, 1900, as shown b
y

said books and
accounts. -

THE AU IDIT ('OMPANY OF NEW YORK,

A. W. DUNNING,

Western Manager.

Approved:

THOMAS L. GREEN,
Attest:

F
Manager, New York City.

- J. How ELL,
Western Secretary.

(` --hicago, September 6th, 1900.

UPRRIG-000248
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THE Al'DIT COMPANY 
01-· Nl<:W YOl{K, 

UuEN\"ILLE 1\1. Do1>01<:. E,;(l,, 

Chairman of the Board of Diredor.~. 
Colorado & Soutltcni Rai[w(ly nompany, 

New Yo,·k. 

DEAI{ S1 R :- -We have made an audit of the hooks and accounts 

of The Colorado & Southern Hailway Company for the six months 

enlling J nne 30th, 181)!), and for the fiscal year ending June 30th, 

l!IOO, and, in aeeordance therewith, certify that the attached State

uients of I nco111l' Aceount, Profit and Lo,;s Account, an<l the 

(;eneral Balance Sheet, are true exhibib, of the results of the 

operation of the Compa11y for the eightt>c•11 montl1s, and of its 

condition as of ,J nne :H)th, l!H H), as ,;hown by 1:,aid books and 
account.,, 

Attest: 

:F. 

THE Al:I>IT ('O:\[PAXY OF NEW YOltK. 

.J. How ELL, 

A. ,r. D1:NNINH, 

n·esfel'n .llmwger . 

.-\ppron"'d: 

T11t>MAS L. (~J{EE!'i, 

.lfmwuer, Sew York < 'il,11. 

lVestern Sccretury. 

('11l<'Auo "-' 1 ' 1 1 ) ) • •:"'\eptt•m ,er 6t 1, !I( ( . 
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º TERMINALTRACKAGE.
****
º: arrat, —- MAINTRACK -=:
- name ------------- MILEAGE
* Nº. º v- Złºo district _ --0

º º º - - zºº tºwak, 4 do
|Zerº
: º, º ºv". Carrio dºsºcł, 6.26

2 ***** * --- * ** Jovº ºth ſº a MeG- oxo
tº ango yº jazz Arezzºtz arrio dº º ºs

ºf 8 &eſe ſºrre, _ - as
2. 22 º/(ºcc. Chest twº ºf ºriavtºre, a 60
º - * * *:: C C razzº More 2 57sº - Hº-1 C. c. doud or ºf ºach: 2 of--

it?’sº Jersey & cº. -
Total meage mainlines 30.64

º 2 * = SIDE TRACK.---
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---H º -

Zºt sumuruz** *w
2/ º - 22 *...* lºrrects
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º: -- º --- A- -
w
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TERMINAL TRACKAGE. 

-~-MAIN TRACK 
tiAME _ ____ r,,IIU: .. GE 

'ltublo dLstnd -1 #1 

• Z,ui, lnu:lc.. " 0 0 

Co= dislrid, 6. :?6 
Jour.t ,..,_f/, D .. Ft O _ 0. -ro 
_,,1/avt f'iy,,g/d C,:,,r10 dt.sf, I IS 
QkLt lu,r, _ -I 85 
Cfu,5/nu.L SI 111a;,n/uu, _ I 60 
(' C nuuu luu 2 57 
l° C doui- or Z,uf ~ 2 OJ 

Ju-.sry Gu v,r _ ~Jl8 
Total mileage main lines 30 6-1 

---a:-==- SIDETRACK.-=-=;o--

Zli 

N•ME _ _ _ _ _ M1LEA6E. 

Sou.II< 'Park } ard 6 . 80 
/lest .l/e,,vu-_ _ 6.10 
Sc,-enllt St }ard --- ,., 30 
Ft.lleutt/1- St rr_,;tt }a' 4 60 
lJM .. e Yar<l I~w,3 0.80 
<uacl, >nrd _ _ Z6o 
fv_!'O j •anf Z 50 
Ft C olJ.vlJ ""3t 3 80 
J_ers9- Cut- o_ff _ _ 9 30 
{_~ /uu. trUUL6fru.s, 2 20 
Sou.11-vi¾zrk Jwu.lt.on. 
/.i.,-i/ru, 11-'h.ttl llorks- > 2 -lo 
SouzhIJower C&S tn-.,.clr.,._ I 00 

Sa11ltt fe Yarti, -1 20 
Total mileage of sidings 
inside swit,hin,s hmits.correc.teo 
toSept 1st 1900 1ncJudin3 new~ 
work tn 7th.St Y11rd . .5.360 
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DENVER.SOUTH ·PARK & PAc,Ftc Rv. Co. 
CHP.RTER SEPTEM BER 30TH. IS72.. 

• 

REORG,C,,...NIZED J uN E 14 TH lB?3 A S 

TH£ 0ENVER,SOUTH PARK 8c PAC\FIC R. R.Co. 
AccE.PTANCE o'F LP.WS, A u Gus -r 11,t-t, 1813. 

AUGUST ll ,H, 1879 
CHARTER AMENDED FEBRUARY lTH, IBSO 

5EPTEMBE A '20tti , \880 

• 

DECREE OF FORECLOSURE 1'ttD 5 A LE. MAY 1 1ST. 1889. 
SOLD UNDER FOR ECLOSU R E. JULY \7Tt-i, \889. 

5Pf.u~L M!1.5TER'5 DEED TO D.S. P. & P. PuRCHP..5I NG C.OMM.AUG.18.188.9. 
O.S.P.f:rP. PuRCH'G CoMM. Or.ED ,o D.L.'oi 6 . RY.Co. AuG '29,H.18B9. 

WJstruthon 
Comme.nr..e.d 

18 74- • 
1818 
1S79 
1880 

• 
.. 

ISBI 
,, 

" ' 

1B8'2 
• 

• 
'' 

1883 . , 
Ju1.,,:s3 
De'.'.. '53 
1864 

• 

1B85 

-

• 

• 

• Placed 1n 
Operation ORIGl~l'-L CoNSTRUCTION 

1-1·74- Denver to Morrison .........•.... ... .. . \1.?i9M\s. 
Jan. 79 Sheridan Jct. to Webster ........... 67...00 • 
Apr:·cao Webster to McGee·s . . .... --•·······57. 13 • 

1880 McGee's to Buena Vista .•....... --• B.B2 • 
Macune to Conn. 0.~ R.G. R.R ...... 1.00 • 

" 
• 
• 

. 1881 
• 

• 

IBB2 
I-S-B3 
1882. 
1883 

• • 
" 

• 
• 

1885 

Nathrop to St. E,mo __ ... -••-··-···-·'4.63 • 
Como to King Coal Mines_ .... -- 3.'2.? • 
St. £.\mo to Npine Tunnel···-···· - · 10.41 • 
Garos to Fairplay--·--- ·-··--·········· 9.96 • 
Como to Boreas .. --•·---········-····10.60 • 
Alpine Tunnel to 6unn1son __ .... 40.13 • 
Boreas to Keystone .--•···-·····--14.60 • 
Fairplay to Alma ... . .. .............. - 5.45 • 
Gunnison to O\d Baldwin Mine ... 11.'39 • 
Ga5t!eton up Ohio Creek ............... 'Z.95 • 
Dickey to l5okomo .... -.. ·······-··-···· l4.91 
Buena Vista to Conn.Old Line_ .... ..... 1.56 • 
Kokomo to Leadv1lle ........... _ .... 19.97 • 

. Macune to Nathrop .. --•··--·-··-···5.35 • 
Schwanders to Trout Creek Conn ..... 1.09 • 
Nathrop-New Main Line _ ............ . o.48 • 

TOTAL CoNSiRUCTEO ·---· ··· 329.'2. l Mis 

Date 
Taken Up DEDUCTIOt-1S 

Macune to Conn. D.'lir R.G. R.R. Taken up 1.00 
Buena Vista to Gonn. D.~R.6.R.R. •· - l.06 
Macune to Trout Cr. Conn. •· - 1.48 

1684 
1884 
1884 
1884 
1885 

,-

Go mo to King Coal Mines 0.30 
Nathrop to Gonn. D.& R.G. R.R. " • 0.63 

TOTAL DEDUCTIONS 4.67 •• 
ToTAL M1LEAGE JuLY 17TH.16B9 ..• _ .. 324.54Mls. 

\ 
• • 

• 

• 

• 

-

• 

• 

-· 

-

' 

• 

• 
, 

• -

• 

• 

• 

• 

--

IHE DENVER 5oUTH PARK 8r Ht LL TOP RY. Co. 
CHA.ATER SEPTEMBER Is,. l'396. 

8u1L1 BY THE. 'RECEIVER Or 

THE De:NVER LEADVILLE Si. GuHN1soH RY. Co. 
SoLo uHDER foRE.cL.o::.u~E w1,r1 THE D. L.'2,(- 6 . RY Co. 

PURCHA.5ED BY THE G 'c,iS. RY Co. 0EC.1B. IE9S. 

• 

Cons½rJdion Placed in Gommenccd Operation ORtGI r-tP...L CoNS'TRUCTION 

Oct. 1896 Decl89& H1I\Top Jct. toLeavic.K ll.o3Mls. , 
• 

• 
• 

• 

• 

• -
• • 

·- . -
• -

• 

-• 

• 

• 

-THE COLORADO & SOUTHERN R/\~L\VAY COMPANY 
- .. 

• -

• • -· • • -
• 

• • 
• • 

• 

30, 918 
• 

COMPILED 1N VALUATION ENGlNEER~S OFFIC 

• 

DENV£R,COLORAD0 

AUGUST 1021 

• 

• 
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:, 11 

• 

• 

• 
lo R R. 
• • • • 

' 

-
-

• 

90. 

s. 

• 

c.o 

• 

... p. 

• 

0 0" · 
0 I • 
0.18 • 
l . 69 , 
0 04 , 

90 · 
IS. 70 • 
I C':l • 

4 ~! .. 
J
... .. I') • .. _ 
I . 02 · 
J 17 · 
0 02 · 

l, i 6 1.. 1111s 

• 

• 

' 

1916 South Pl tte to N1qt,t Hawk - Put 1n 51cle: rac 
Level nd 1o l\rk1ns - Taken up 
Denver to Pueblo Jct -"Ta ken up 
LOUISVtlle to Lafayette - Taken up 
Boulder to C.onn o. B &W. R R. •Change -of In 2' Ter m Pl'5 
f-ort Col lins to Stout - Taken up 

C'l • 
0.55 • 
I 6 1 -
0.02 • 
0 04 • 
219 -
0.16 • 

"""'-........ ~~- .--;,,.. r----, 
Wdtsenburg Jct to r1n1oa 
Acme Jct to Brodhead Jct '2 15 • 
No 4 Jct to Beacon Mine I .05 : 
Ludlow to Bear Canon Mine • • 5 B:) • 
Ludlow to Barnes Jct • . • . - - I . '29 
Forbe:; Jct to Ch1cosa Jct l . 17 • 

Como tr) Bal.::i~11n 
Ga'."O:, tC) />Jr:\3 
tt,, I 1'op Jc, ~o I eav!ck • 
Macune to euena \J ,sta _ 
Ca5t \eton to C;,:-.n Kubler Ui1ne Tra~k 

• 

, o> • ,> 
IS.A ' 
I! 33 

1917 
1917 
!918 
!918 
J918 
1918 
1918 
191t3 
!918 

Fort Col lins ro5tout -Put 1n Side Track 
Denver to Pueblo Jct. - Taken up ?.'2.10 • 

0.19 • 
005 

Trinidad to New Me)( ·Te"' State Line 134-.63 • 

Carried forward .------ ·- 596.16 Mis. l'oTAL M1LE1-G£ C & S Ry JutscE 3119:fl O• JJ , .. ·~ • t • ., ... '- ,:,. 

Trinidad t o N. M.-Te><. St at e Line Change of lnit Pt Tr1n1dad 
C.omo to B ldwin -Change of \n1t 1al Point-Como 

' l'.J ltl Mis. TOT f'-L D ECR P...SES 

I 
• 

THE DENVER.LEADVILLE Bi GUNNISON RY. Co, 
CHP...RTER .JULY 17TH. 18B9. 

RECEIVER P\PPOINTE.D AUGUST 4TH, 1894-
DECREE Or FORECLOSURE AHO SALE A.uG. 6TH. 1595. 

SOLD UNDER FORECLOSURE Nov. 18TH. 1898. 
S PECtAL MASTER'S DEED TO D. L. 'ilr G. Pu RCH.a..S. COMM. 0£.C.~TH, 1898. 

PuRCH/1\S. CoMM. OE.ED ro THE. G.?iiS. Ry. DEC, '28TH.1898. 

' 

• 

THE l.EA.DVtLlE MtNERAL BELT RY. Co. 
GHA.RTE.R Oc:rosr.R 29TH.IB9B 

PuRcHAst.o BY C.&,S. RY. Co. JuNE. 26TH. 1900 

0R1G1NPI.\.. COHSTRUC I 10N 

CiJIIStnrlion Placed in . 
C.010111eJUd Operat10n ORIGINAL CONSTRUCTION 

9-21-95 1895 - Kokomo ro Wilfley-s Mill._ .. · ·· ·····-····· l.14 Mis. 

- ·-• ~ 

•• 

Gonsrrudion ~acerl in 
Gomiiiented Opc.~ro 
10-10-9a Apr. 1900 

1~00 !900 
leadv1lle l-1\,nera\ Be!": R1. ·· ······-··' 34 t,,1,\s 
Ext-. C 815. R'(. Main line .......•. ·-0 65 

!OTP...\. CoHSTRUCTEO ··-·· · 2 99 t/i \s 

-

·~ 
• 

Acquired 
B-29· 89 

Date 
1897 

TRl>.CKS Jl..CQUIREO BY PURCHASE 
..::i:he Denver South Park car Pacific R.R. Co . ..... ~,4.54- -
The Denver South Park 3" Hill Top Ry. Go .. .• - 11 . 3l 

337 .01 Mis . 

DEDUCT IOI-I S -· 

Castleton up Ohio Creek, Taken up •. ····--·· 0.46 • 
ToTP..L MILE AG E DEc. '28TH, 1698 ____ __ 3"36.55 Mis . 

• 

• 

-
• 

• -

DENVER.SOUTH PARK & PAc1F1c RY. Co. THE DENVE.R,SoUTH PARK & HILLTOP RY. Co. 
CHII.R'TER 5EPTEM8E.R 1ST. \'o9o. CHARTE R S El-'TEMFJ~R 30TH. 1872. 

R E OR G A.NIZ C D JU N E 14 TH 1873 AS 
TH E DENVER.SouTH PARK 8c PACt Ftc R. R.Co. 

Accr:.P1'AN CC oi:- LAWS, Auc;.usT IITt-1, 1873 
AuGUST 12TH, 1879 

C HARTER AMENDED Fi::ORUII.RY 1TH , 1880 · 
SEPTEMBER '20TH, 1880 

OE.CREE OF" Fon cc1..osunc A.ND 5 A L MAY '2lsr. 1889 
SOLD UNDCR FoR cLOsuR E. JuLY 17TH. 1889. 

5PECJJU. M A!'JTERS Dcro TO D S P. & P. PuRCHASING C.OMM Auo,18, IB89 
D S P&P PuACH'G CoMM O~to ro D L Bi G RY Co A1X, '29 TH. 1669 

(oo'.Jnicnon 
Com!neu.td 

16 74 • 
1818 

Placed 10 
Operdt1:m 0Rl61NA.l. Cot-15TRUCTION 

1-1· 74- Denver to Morrison ~ 11 ?>9 Mis 
Jan 7'3 Sher,d n Jct to Web5rer. .••• . . 6'2 00 • 

.. 

-

Bu1L, BY THE. RECEIVER OF 

T H E De:NVER.LE,-.ovtLLE. ~ GuHt-11s0N fl-'<. Co. 
5oLo UNDER FoREcLo5uRt w1TH ir1c. D L ~ 6. Rv Co 

Pu Rc H1>.s o sv THE C 'oi5 'RY Co. OEC..'2.B IMS • 

f.onsl r Jci 1:,n 
Gommenced 
Oct IS\l& 

Placed 1n 
Operation 

Dec 189& 
• 

ORIG\ NA.L.CONSiRUCTION 

Hill Top Jc.t. to Leav1c¼ 11.33 Mis . 

• 

• 

• 

• 

--:._ __________ ~li Mc Gee's. . . .. . . . . . 57 13 • 



UPRRIG-000254

• 

THE COLORADO ANO SOUT HER N R/.\1L\'.'P..Y COv'IPJ>..tiY 
C.HARiER DECEMBER 19,H IB9B • 

....,HA.P"'f!:R A.M~H:>r.o ~i0"/S;.•.s!:.R 18TH ~8'?3 ~.~ct'J .. •. • •·...:~.?'Y t;;-T\,.½ .... ~ 
A,;qu,RED T-,s U . PD Sc G Rv Co ANO 1H£. 0 L & G o_.., ;:,o ':>£c~vna:.n :.r,~~ 

M11...£P...GE. 5-rp...T£'-1S~T t'\S OF JUNE 3,,:, ....... '~\S 
• • 

\S3 7.:,. 
:l8 ~o 

4 s; 

•• • . , .. :, 
• 

• 

• 
• 

t3e5~0o .. ~: : .... G-:c·t ,..--e..er~ 
• • 

1r-""'\1J,3j .. c, _:,-....,s ,.;cl; • • 

'.:'r.,:A<"° -".SE!:> :S \l 1LS"- L•E ['~c 25TH .1 6 9 5 ,o JU NE 30TH.l':1l5. 
.., "'ti lA l na•e BROUGHT F O RWAR D 67. 62 ;,ll5 

Q. 17 · 
0 '1.6 • 
056 • 
?. 43 • 
0.38 • 
0.18 • 
0.17 • 
4.08 • 
0. '1.0 • 
0.55 • 

Cheyenne to Or,n J.;.t 
Denver to c:,re '!.! e.'( 
n,,,,.,,,e r V\'es( Side Line = ?. ~l 
Jer sey C,Jt Of' • · · l I 4~ 

• 5.::)pr- 15 to $'); .... <:> ~: •!"":e _ • 
c:ea-- C.ree-' ~':" t;:-; 5 ~ve:- P \.:.~e 

-
::,pwr - Token up 
• --3 ri~rer T--_-,_I-< 

-;-..-d-n .::-er Tr0:k - Pu~ 1n ,... .~e Track _ 

he-,ctJct Part p:Jt ,n S detrack .--- · · .. .. 
Taken up . .. 
n--;"ak en up ... • • 

aken uo __ 
on M1r,e- Part put ,n S ,de Tra::k 

emerJcf- Ta ken up . . . 
s - Part So!d ro C !:le S !:. Ry . 
s t,1 1! f - Take n u p .. . 

• • 

• • 

u '" Creek - \\lashed Out 

-- --
.. . - . ... -

w i th Colo R R. 
. - - --- .. - -

• 

- , I I 1,,5 jJ 

• '.'. S 
J . .:.s • , ~' - -~ 
J cl 
0 Jo • 

_o 36 • 
16 3 1 
9 25 .. 
0 09 , 
0. 19 • 
0 . 78 • 
1.69 • 
0 .04 • 
2 9J · 

15. 10 · 
l 09 · , ,, . ..,. .'OJ. 

r ,-, 
J • ..,._ • 

r .. ::.z -
J . :1 . 
0 TI · 

f Z 62 :.:ls 

l':I~ 
19!2 
19!3 
1914 
1914 
19!4 
1915 
!'.) 16 

191& 
1917 
1917 
l9!6 
1915 
1916 
1918 
!916 
1916 
1916 

['1cKey to Kevstone - Take n u p 
Co m o to K, ng-P~t 1n 51de Track 
PcJe!::>lo F~e,.:iht House Track - Put 1n Sode Track 
Lo...,·ery Ovarrv Spur - Taken up 
Lowery Qua rry 5pur- Put in Side Tr a cK 
De.r-.•:e:- to PuebloJct Change of ln1t1al Point- Denver 
Denver tc Como - Change of ln1i1al Point. Denver 
Sout h Platte to Night Hawk- Taken up 
5ou t h Platte ~o li1ght Hawk- Put 1n 5 1de Track 
Love land to l\rk,ns-"Taken up 
Denver to Pueblo Jct - "Ta ken up 
L.ou 1sv1lle to Lafa ye~e-Taken up 
Boulder to C.Onn o. B S.W.R R. ·Change-of In ft Term Pis 
f':lrt Collins to Stout- Ta ken uo 
Fo1 I Col lins 1o .Stout- Put 1n Side Track 
Denver to Pueblo Jct - Tak en u o 
Tnnidad to N M.-Tel'.. State Line Change of Ind Pl Tnnidad 
Como to Baldwin-Change of Initial Po,nt-Como 

TOTP..L 0ECRE1'-,.SES 

I &I -
0.02 -
004 • 
2.79 • 
0. 18 • 

'2.210 • 
0.19 · 
0.05 

J3 Id Mis. 

• 

o 'D-- 1 J:;~ to Soulder Jct 

LPU1sv1 I \e to Lafave:te ';: 99 
' " -,7 

Boulder to Conn D B & W. R R. " 
1 ,9 

Loveland to l\rk1ns 
Semper to LOu1sv1lle Jct . . - : ~ 

J • "'.'7 fort Collins to Bellevue '-' _, -
Denver to Pue~lo Jct. . . 1-lO 12 
t.\an1tou Jc~ to Colorado Springs 9 \2 
Pueblo Jc, to Sout~rn Jc . . . 4 o7 
Walsenburg Jc~ to 1rin1dad 41 . ~ 
Acme Jc to Brodhead Jct _ .. . 7. 15 
t'\o 4 Jct. lo Beacon Mine . .. I .0:, 
Ludlow to Bear Canon Mine . . • •. 5 8'.l 
Ludlow to Barne5 Jct . . . . .. . .. . .. I. 23 
Forbes Jct to Ch1cosa Jc.t .. . - . - . . 1.17 
Trinidad to New Mex-Tex 5\-ateune 134 o:. 

Carried forward _________ 596.1o 

THE 0ENVER,LEAOVILLE B\6UNtilSON RY. Co. 
CH"'RTER JULY 17TH. l8B9 

• 

• 

• 

• 

• 

• 

• 

• 

• 

• 

• 

• 
• 

• 

• 

• 

co••-~-...,-~,c,.J · - -o••··· ... ra C. ~ ... - .... r- ,r • ..- .,;;,,,1,.,r-. ,J.,..•-•••·• • ••• 
C:,o',den to \..;\~~:--.:s Br i~'r {a:-d 
Qer'\,.'er tc~~ 

-

$.'-\er ldan -.,:.: -;::, : :.o ... ,... t '5-on 
•:ate~~:1 -::i :.::.-"':". 5~.,c.a B~a':)(.:\- C ~ :\ 
Ccmo to \ ;--ad••~·!~ - -
D1c.i<e·{ to :'° .e"{5::>:--.e 
Ko«OTT',O \-o V/::::-=.·(5 'I. I' 
Leadv1\le !/.,:,era~'.• R'( 
Como~ Ba!jr:in 
Ga'."05 to Ml~ • 

H1\l 1o:lJc~ :o I er,v:ci< - . 

• • 

-
. -

' :"-i\acune :o 5c:e..~a Y. .:;ta. _ _ . _ 
Cas\-\e':o'1 ro C;):-':l. Ku':>'e· '1 ne Tra;:·, . 

• 

RCCE IVE R t'-PPO I NTE..0 AUGUST 4TH, J894-
0CCREE Of" FORECLOSURE ANO SALE A.UG. oTH.1598 

SOL O UNDER FORECLOSURE Nov 18TH, 1898 
S PCCIAL MP-.STER S Dt t:0 TO D. L & G PuRc.H'-5 CoM~ OE.C 91H, 1898 

PuRC.HM>. CoMM OE.ED TO THE. C 'ciS Ry. DEC '28TH. 1898 

THE lEADV\llE MINERAL Bf.LT R . Cc 
GHl'sRTE.R OcToBr.R ~~t' ·~~s 

• 

VJ!l5!ru:IIOl'I Plarnl 1'1 
[,olTUll(JUd Opell!tlO!l ORIGINII>.\.. CoNSTP.UCTIOtt 

9-21·95 1895 - Kokomo to Wilfley-s Mill _ ·--·· ___ I 14- Mis 

Date 
Acqurrt.d 
8 ·1'3 89 

Date 
1697 

TR,..e,Ks AcQu1Reo Bv PuRcH.-..st. 
~ Denver South Park 'lt Pac1f1c RR.Co. 
The nver South Park llc Hill Top R'( Co 

O"!OUCTIOH S 

.. 3'Z.4.S4- ~ 
11 3?. 

337 01 Mis 
-~ 

..,tleton up Ohio Creek, Taken up . ··----::-,~0~46~• 
ToTM. M1U:"-G!. Or.c 'lSTH, IB98 ____ 336 55 Mis 

PuRcH.-.st.o ev C 8'.S Rv Co. Ju E. 2.6TH 
Cans! 1 udm Place:1 '1:1 
C.0.'Tl~Ted Ope; e!U:CI 
\0· 10 9S Apr 19':IO 

1900 1900 

·' • 
• 

9b .. 
c• . 

:: "~ . - . . ,- • . ---' I ',J • 

cS OO • 

') ', • 

:) \?, -·-.:, ~ • 
' ;:\ . '0 ,., .. • 

J • 
., .. 

' - ..... 

• 

~ --
• r;,_o 

• 

• 

• 

• 

• 
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- -

-

• 

• • 

• 

-

' -.. . . • t:"' r D I \. 1-4-. l\ l LI..., t De ' 
~<J-ruc~ 
~ .., ... e_~J 

THE CO L O RADO AND SOUTHERN RAILWAY C O MPANY 
C. t-1A RT ER 0EC£. M0 e' Ft 19 T H 1698 

t ,MC. U"-1,0t-t P..,,c1F1c, DE.NVER. S<. GuLi= Rv Co, f'I NO THE O E. NvcR. L c. Aov1L LC p,.,..c G uNNIS Ot-t Rv Co. 

-· 
f\-1~\"t', lD lr,-.J\tl•~ 
Cv.•no lo Halo~1n 

,. :'.S\•·:. 19'00 • 
l)ocra,'101'1 lHCFlrA""~ IH fl11L(jll,.0C Dec 'Z.B 1H 1896 'TO JUNE 30TH.191B 

1300 te:,dvllle M,ner,3\ Belt Ry -E ..... '-en51on O 10 ~ !$ 
•••• =·· 
1~99 
1901 
190'2 
1902 
1130?; 
19-0' 

C..'"'·""'".\ "'".> K,n:J- Take n uo 
• ,E oc c- "Ze-:-M 1698 'TO J\JM t '.Y)T rl ~ e 

= 1} •t,l, t)a\~ 8Pou-;;..., -r f'".> R V.f,.PO Q_;;: 

• Q• ... -

J 8!, . 
<' Oi, --

51ier1d,an Jc.t to Morrison 
... omo to r.,nq 
Die.key to Keystone 
i-\..)komo :'o W11fle~• s M,11 
C-..!ro:!I to t..hna 
!.>c ri"""n..:lcrs to Buena Vis.ta 
L.. J:,•,eton -uo Vh10 Creok 
H 1/I Too Jct to Leavick. 

·i: JJ 
J •7 
•o, 
• • • 

'01 
I 14-

15 41 
3~3 
? · ~ --
I 33 

11 1.! • To1.a.t OL 'S<G Rv 1t-1TQ C &S Rv Dec. 'l.611-1 1896 l3c ~5 
I fJ 

124 71 • 
n I' - . 
J 55 . 

C S. 5 R"l"-QAC.ANIZ.ATION MlLCA.GC 
Dt:c 26 TH, 1898 . ~~. 

. -· .: , .:s 
: s. 
• oo 
•• J 

UNION PACIFIC, 0CNVER & GuL~ RY Co 
DENVER. LC.ADV1LLC. SI- UuNN1SON Rv Co 

i.::,TAL MILE:.,._GE 0EC..2STH, l8'3e 

. 'J .:, .. . C S.5 RY- MILEAGE JUNE 30T>◄ 191d 
I I' 

1,4 82 · 
December 28th. IB9S _ . :086 sz 

• 0< 
P\JrchcY...ed from lev/o11lle Mineral Belt Ry 2 ~ 

' ... ., . 
3~ 33 · 
0 09 · 
? "ZS 

Total Decrease 1898 to 1918 . 
Total Increase • • -

Net Dec.rell!:>e 
153 62 ~ ~o~~L r..-11LE"AC:,E JUNf. 30T}l_ !918 

• 

-

• 

-

I '2d • 
750 27 Mis. 

• 

THE DENVER. TEXAS 8< GULF' R. R. Co . 
CH.,RTE:R M"'v 28TH.1885. 

8EcAME Avl"f Of" 'THt UP O & 6. (.oNSOUD-'TIOH APRIL l~T.1890 

ACQu,Rr:D Bv PUIIIICH ... St:. 
1'he Denver and New OrJe,,ns R R Co • 

• • 

THE DENVER ANO NEW ORLEANS R.R. Co 
c ...... ATl!'.A JANU,,.•Y 251H.1881 

CMAATCA ~MC Note Ju,.,,~ Jsr. 1861. SEPTEMBC.R 131H,JD81 
•N O AI.JGU5T 30TH, 1882 

Of:cRtt or foRtCLOWllt AND QAl.f ft8AUAA~ 15TH, 18&6 
6oLo IJ'fOC" FOB.CCI 05t.ml MARCtt l8T1-1, 18&6 

5nc•AL il1A.STC~'I OttD ro TRUST[( APRIL c&TH . 168& 
TnusTcc• Oreo TD OT.&G RR Co 5rPTc~•c• i1,, 188& 

W"1/l(/111 Po·:d11 
fr-roud OJw!..,, ORIGINAL CoH.,THUCT10N 
Ai,j lllBJ J•f•83 Den...,r to "'P 35 3~ 00 Ml~ 

l85Z • MP35 ID Gulf Jct. l'\Jcblo 69 37 • 
183Z • frar1ee,Jle .Jct to FJ'llnce,,ue 455 • 
I l • ~ n,ft>u Jc: lo Co!orado Sprlfl9$ 9 ,i • 

TOT,-L M,,c••r. ,....,.,.., tor><.1886 138 041,1·) 

• 

• 

• 

• 

• 

753 21 
3,655 · 

1086 82 • 

1oses1 • 

-~ 33 . 
' 0 '. 4 42 ri11s. 

-

• 

: ~VI 

1902 
1902 

l·HHll 
1903 
~ 5· 03 
1904 

Jun 04. 
t!1.lr 01 
Al.,; 08 

,1ay II 

1915 
~\ay 15 
S·l •f7 
1~18 

• 

1901 ... om:, ·.:i Le.ldv1/le- tx.!ens1011 o 03 • 
r :,r t :..Olhns to ~tout C.harw:i.-; a,, ln,lel Pf Fl C.Olltn5 0. ( I • 

190l N,:, ~ ... k.} t:, Fe.aeon J\11ne - New Branch O 16 --
1902 !:::>outh Piette to r~111ht Hawk - New Bronch 4 11 • 
1903 t.1,nneque Jc:. to Sou them Jc. 1. 02 • 
1903 Arno Jct to 5 1lver Plumc-E.xtens,on D 45 · 

Nov Ol No 4 Jct to Br-.ac:on Mine- New Branch O 43 • 
1904 5outh Plat te to Night Kawk-[Kten~1on O 17 • 

Sep 04 Lowery Quarry Branc.h 'l 81 • 
1906 Scrnpcr to l.ou15v1lle Jct -New t.-1e in Line 7.40 • 
1906 M.-ti.unr ~~lr-o,J t C~e k - Nrw M.'l 1ri l1n~ I ~5 • 

Clesr- Cr-eek J ct to .Sli ver Plume-1..h.lnqe of tn pt from Argo.k.. to Ct Cr .k. 0 l'l • 
Jun II ShcndanJc.t to Morn5on-Ext-en~1on O 1:0 • 

s.::i~tder to D 8 er W RR C.onn -Cheingc (ft ln1fial Point • O 17 -

19IS 
Auq IS 

11·1 5·17 

191B 

' 

Pueblo Jct -io Conn AT B,; S F Ry· Or1g1nally S1do Track O 06 • 
B-erw1nd to Toller t1! 1ne-Purchased f rom G H C, Co 0.93 • 
\'\later ton to C.onn w ith S1!n:a Branch-Or1g1naHy Stdc "Track O. 13 • 
Cheyenne to0!"1nJc.t , Wendover Conn w ith C B BIQ RR Gue.rris.ey t,re O 12 -
Lua low to Bear-Cano n M i n e -- Extensio n .• 0 .95 • 

Den:er ;o fu-eeley: Conn ~1th c.aSi-0 RR Depot Jct ~~nve:-r -g ~ : 
\Valsenburg Jct to Tr1n1dad - Change of ln1t1a\ Po1nt- Tr1n,da d _ 0. 19 • 
Denver to Como - C.hangc of, ln1t1a1 Potnt.Como ... 0 05 • 

TOTAL.. INC R E A S E S . ,. - - ----·-·· ...• -·· · '2.3 . 7 9 Ml!> 

• 
• 

• 

-
• 

• 
• 

TH E CHICOSACl't.NON RY Co 
CH~RTtA J11,t,u.» ,.-i:- ,.- 1511--1, 18B9 

Bu»11! ~ RT o, THE. UP D &G CoNsouo,..T10" APRu .. lsr. 1890 • 

CDrmwm Pieced fl 
tommeru.d ()pemlOf'l ORtGIH~LCONS-TR UCTIO M 

1668 4 · 1•69 th1coso Jct lo Forbes hl1ne 40& Mis 

• 

THE GRECLEY Si>.LT I.AKE 8' PACIFIC RY. Co. 
C1-1At.nTe:R J A.NUARY 17,H 1881 

• AMfNOfD J,,Nu,nv 'Z41H .ANO JuNe ?1 11<. IBSI 
Bte>-Mr P,11r o• THt UP D fLG CoN$0L10..110N APR1L l$T. 1890 

~~ Plawl~ ·-
............. Q\v~on Or11G•N"L Co1<srnui:r1ort 

i~';;,":l:I) C,rul~y ro Stout 
tO•t !l Boulder 10 SunW 
• a, 11 ~land 11) Arkin~ 

••• 

• • 

ToTI\L M1~t • APRIL l,r 1890 - . 

3, 86 M~ 
14 4 3 • 
8 34 • 

61 63 Mb 

THE DENVER.TE.AAS S. Pr WORTH R R. Co 
c,, .. 11rr11 APRIL 12 r11. l807 

Ar,,cNcl o M•v Z ND 181\8 • 
Stu,Mr rl<t.Rr or Tl•t u PD 8'G C.ON ~0,10,r10N """ I lll'lO 

• 

,,--~-- .. , ___________________ ._ __ ---

I 

• 
19-0Z 
1902 
19-02 
1903 
190'.I 
1904 
1904 
1905 
1905 
1905 
190!! 
l!l09 
1909 
IC3!0 
1912 
1912 

• 

~O.,ll~~t! "-.1 fhomp~Jn Mini'! ,0!-::! ~:. 0( W Ry 
I-!,... -:.i ...... t-C'"· -1dken uo 

-=-~ 1~!!~ Olc~ev to Ke;-::.· on'! - Tei..:en ->? " _.,. 
J ,.~ !':ill Como to Kina P..J• 111 ~~":"""tr.." . ~ 'to 

t-t:en bond M,ne ::,.pur- Token up .!, z.:, lSH3 P.Jeolo Fre.:3h~ l-1.:'k.l-s.e "Trac.\t • % 1 m 5«M! Tro-J( 0, :,f, 
C:,!:,rMo Cent r <.1 1 Tr an-- fer-1ra:;l'. F~ (.ol<1"\~ Taken uo 
~:>lorodo VJ\t r.J· Tr-1.Jnfer Tr&.k - Put u, ..-rde T~ ~c.k 
Ac.rne.Jc.1 to Brod h e t,d Jc.t Part put 1n S,detra c \r, 
Pcls to Voaauez-TaKen up 
~ ~;:.~111 ~.:, Nc-• .-, ~on-Te \<en up ••-
...!'?.rsev cu•-or: - Ta.Ken up 
No 4 .Jc..t to Beacon Mine- Part put 1n 5 tde 1racK 
M1nf"'CQua Jct -to Bessemer Jct laker. up 
Lud low h:, Hosting~- Part Sold to C'o!S E. Ry 
l{_ok~mo to W1lflcy!. tlhll - Taken up 
Fl Goll 1n~ to :;tQut • " 
Long~ Jc. to Pel~ • " 
~~w.:,nder-s to \ rout Creek- We:>hcd Ou t 
Ft Ct.:l\l1ns to Stout-ldke.n \JP 
L:>ng.s Canon Brenc.h-Taken up-
Co mo to Baldwin- Taken uo __ 
lou t.sv11\e to Lafayette - Taken up 
Pueblo Jct to Southern Jct Conn w 1t h Colo R R 

C ARAI EO FoRw,r,.Ro 

• 

• 

• 

CHEYENNE Si NORTHERN RY. Co . 
(.Hll,RTER M'-RCH l ST. \'1>86. 

-

• 

.Bfl:AM:t """T OF T HE. up O.&G U>NSOUOl'\,.U)N. A.PRIL \t,,1", \"'90. 
[.aclrud.,. Plaa:<1'" 
CtrnllJtnCtd 0pef1'-hon 0Rl(:,\ NJ,r,. \.. Cot--1STRUC.TION. 

Jan.11137 11· 11· 81 Lheyenne lo l'lendo,er --·· 115.18 Mis. 

. ' 

J 1' 
0"" . 
Clo • 
ltl )I 
9 ?5 • 
0 09 · 
0 _ 19 • 
0 18 • 
I e,q • 
O 04 • 
'2 ~') • 

IS .10 • 
I 00 • 
; ~ I .. 
~ -· 
r . • ') • 
J ~ -

1. :0'2: • 
J Tl • 
0 TI . 

6l oZ Sil ; 

• 

• 

-

THE DENVER.CRIPPLE CR EE K & 5oUTHWE5TERtl RR Co 
C M A.A.1" R J..., ..... U,..RV 101M, lB.9&. 

French1oc (South Platte to Night Hewk) Purchesed ~ 
• The C '5, S Ry Co. Seplbmber l~\h 1899 

THE ~NOH DI!: AGU,._ R.R • .Co. 
CHAATlr:" J,,.""""" ISTN. 1889 . 

&:CAMI.""'" O" '!\tau p De. 6 .Cot,aouo..10..."""•• ln. I~ 
" . 
• • OIIIOl""L CoNSTIIUC.TtON 

91 o\•ld~ 111 tleu,ng~ ........... 330 Ills 

-
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Miller v. Climax Molybdenum Co. 

United States Court of Appeals for the Tenth Circuit 

April 18, 1938 

Nos. 1587, 1588 

Reporter 
96 F.2d 254 *; 1938 U.S. App. LEXIS 3470 ** 

MILLER v. CLIMAX MOL YBOENUM CO.; SOUTH 
PART R. CO. v. SAME. 

Prior History: [**1] Appea ls from the District Court of 
the United States for the District of Colorado; J. Foster 
Symes, Judge. 

Counsel: Victor A. Miller, of Denver, Colo. , prose 
(Thomas Keely, Rodney J. Bardwell , Jr., Robert S. 
Palmer, and Erskine R. Myer, all of Denver, Colo., on 
the brief) , for appellants. 

Walter E. Schwed, of Denver, Colo. (Barney L. Whatley, 
of Denver, Colo., on the brief) , for appellee. 

Opinion by: LEWIS 

Opinion 

Before LEWIS, PHILLIPS, and WILLIAMS, Circuit 
Judges. 

[*258] LEWIS, Circuit Judge (after stating the facts as 
above). 

On April 7, 1937, the Climax Molybdenum Company 
filed its bill of complaint in the United States District 
Court against Miller and the Colorado and Southern 
Railway Company, being cause here numbered 1587. It 
alleged the facts with reference to the written contract 
between Miller and the Colorado Southern Rai lway 
Company of July 14, 1932, herein above partly quoted ; 
that Miller had court that railway company in the state 
court for specific performance of that contract and for 
the appointment of a receiver of the railway company 
property; that to turn over the entire line from Waterton 
to Leadville or that part of it from Climax to Leadville to 
Miller [**2] or to a receiver would be in effect in violation 
of the orders of the Interstate Commerce Commission 
and would cause great injury and damage to the 
Molybdenum Company. It alleged that it had no plain , 
speedy or adequate remedy at law, and it asked that 

both Miller and the Colordo and Southern Railway 
Company be enjoined and restrained , the first from 
receiving the railway property of the Colorado and 
Southern Railway Company or procuring a receiver 
therefor and the second from conveying or transferring 
to Miller any part of the property or changing the present 
method of operating that segment without authority 
therefor from the Interstate Commerce Commission 
first had and obtained. 

Miller answered and attacked the federal court's 
jurisdiction and alleged that the suit was wrongfully 
brought to avoid the effect of section 265 of the Judicial 
Code, 28 U.S.C.A. § 379. Other attacks and criticisms 
are made on the bill. He insisted in his answer that 
under his contract of July 14, 1932, he was entitled to th 
eappointment of a receiver of the railway and a decree 
for specific performance of said contract and to the 
rolling stock described in said contract; that service 
between Climax [**3] and Leadville had not been 
impaired and can not be impaired by the state court 
litigation . 

On April 16, 1937, the Molybdenum Company brought 
its suit in the United States District Court for the District 
of Colorado against the South Park Railroad Company 
and the Colorado and Southern Railway Company, here 
numbered 1588. It again alleged the facts that have 
been stated with reference to the procedures before the 
Interstate Commerce Commission and the orders that 
it had made. It further alleged the contract of July 14, 
1932, between Miller and the Colorado and Southern 
and the character of the suit brought by the South Park 
Railroad Company in Summit county, Colorado, seeking 
to condemn the line of railway and a large part of the 
equipment used in its operation for the purpose of 
operating that part of it and its branches east of Climax; 
that on the day that suit was filed , April 12, 1937, the 
South Park Railroad Company, plaintiff, procured an ex 
parte order of said state district court that upon deposit 
by it in court of $1 ,000 the South Park Rai lroad 
Company might take possession of and use during the 
pendency and until fina l conclusion of said 
condemnation suit the said part [**4] of said line of 
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railway, its branch lines and certain specified equipment 
consisting of engines, cars and snow plows; that the 
complainant in that case made the deposit of $1 , 1000. 
It was alleged that if the South Park Railroad Company 
is permitted to take possession of the equipment so 
ordered and if the Colorado and Southern Railway 
Company is permitted to deliver the equipment specified 
in said order to it, that the Molybdenum Company will be 
unable to procure the necessary rolling stock to serve its 
customers or operate its mining property and will be 
compelled to cease its operations, close its plant and 
discharge its employes; that it will be left without railroad 
facilities and no one would be equipped to operate the 
line between Climax and Leadville; that the conduct of 
the South Park Pailroad taken and threatened [*259] 
would be in violation of and contrary to the previous 
orders of the lnterestate Commerce Commission ; that 
the South Park Railroad Company relies on said 
contract that Miller made with the Colorado and 
Southern Railway Company on July 14, 1932, said 
Colorado and Southern Railway Company having by 
said contract conveyed the beneficial title to the 
equipment [**5] as well as the road . The Climax 
Molybdenum Company prayed for injunctive relief 
against the South Park Railroad Company and the 
Colorado and Southern Railway Company enjoining the 
former from receiving , possessing , taking or in any 
manner acquiring any of said railway equipment, and 
enjoining the latter from delivering any of said 
equipment to the South Park Railroad Company. 

The South Park Railroad Company alleged , among 
other things, that two days after the state court in 
Summit county made its order that the South Park 
Railroad Company might take possession of the rolling 
stock it made its offer that it would release and quit 
claim to the Colorado and Southern Rai lway Company 
such of its equipment as would be necessary to its 
operation of the line between Climax and Leadville in 
order that it might continue to serve the requirements of 
the Molybdenum Company, although, it alleged , the 
Molybdenum Company "has no vestige of right, title or 
interest in said rolling stock and equipment through 
which it may compel the South Park Company to turn 
over and deliver to th eColorado and Southern Railway 
Company such rolling stock and equipment should the 
South Park Railroad Company come [**6] into legal 
ownership, possession and control thereof; that it is 
wi lling and offers to rent and lease on reasonable terms 
so much of the equipment and rolling stock as may be 
necessary to th eoperations which the Colorado and 
Southern Railway Company is required to maintain 
upon that portion of the line between Climax and 

Leadville." The South Park Railroad Company opposed 
the granting of the injunctive relief sought by the 
Molybdenum Company. The Colorado and Southern 
answered: "that if said South Park Railroad Company is 
permitted to take possession of the equipment specified 
in said order (of the district court of Summit county) , this 
defendant will be unable to provide and furnish all the 
rolling stock required to handle and transport the 
business and traffic of the plaintiff." 

On application the Colorado and Southern Railway 
Company and Victor A. Miller were enjoined as sought 
in the first suit brought by the Molybdenum Company, 
and the South Park Railraod Company and the 
Colorado and Southern Railway Company were 
enjoined as sought in the second suit brought by the 
Molybdenum Company. 

Plainly, the institution of these two suits by the Climax 
Molybdenum Company was caused [**7] by the 
bringing of the two suits in the state district court of 
Colorado , one by Victor A. Miller against the Colorado 
and Southern Railway Company, a Colorado 
corporation, and the other by the South Park Railroad 
Company, a Colorado corporation , against the Colorado 
and Southern Railway Company. 

The Colorado and Southern Railway Company operated 
for many years a narrow gauge railway from Denver, 
Colorado, westward through mountainous territory to 
Leadville, Colorado, consisting of approximately 150 
miles of mainline and several branch lines. Several 
years ago it instituted proceedings before the Interstate 
Commerce Commission to obtain an order permitting 
it to abandon the line from Denver to Leadville and its 
branch lines. It had and still has approximately 900 
miles of other railway in Wyoming, Colorado and New 
Mexico and perhaps a small amount of milage in some 
of the adjoining states. Its first application for 
abandonment was denied with leave given to renew it. 
Finally on renewal it was granted with this exception , the 
Interstate Commerce Commission refused to grant 
abandonment of about fifteen miles of the mainline 
extending from the station Climax westwardly to 
Leadville. [**8] That was because appellee in cases 
here on appeal has a large mine at Climax that 
produces the rare metal molybdenum used in the 
manufacture of steel. Its only outlet for shipping is over 
that segment of the road , thence over the Denver Rio 
Grande Western and connecting carriers its products 
reaches all parts of the world . The facts in that respect 
and the great increase in the use of molybdenum are 
set forth above and apparently was the inducement for 
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the Commission's final action. 

We think each of the suits brought in the state court 
against the Colorado and Southern Railway Company 
by Miller and by the South Park Railroad Company 
threatened violation of the order of the [*260] 
Interstate Commerce Commission that the Colorado 
and Southern should continue operation of that part of 
the line between Climax and Leadville. The Colorado 
and Southern concedes in its answer here that it is its 
duty in obedience to the orders of the Commission to 
continue that operation , but it says that it can not do so 
if through the state court possession of that part of the 
rolling stock which the South Park is seeking to obtain is 
in fact obtained by it, and it is obvious if Miller 
should [**9] succeed in placing a receiver in 
possession and charge of that part of the road that also 
would prevent or interfere with its operation by the 
Colorado and Southern Railway Company. Miller also 
in his state court suit seeks decree for specific 
performance of his contract of July 14, 1932. In this 
court by affidavit in opposition to the issuance of the 
writ, in his answer, and in his argument pro se he 
concedes that he can not interfere with that part of the 
line, but he did not offer to amend his bill in the state 
court by eliminating the Climax-Leadville segment from 
that suit. The South Park Railroad Company in its 
answer to the bill of the Climax Molybdenum Company 
offered to lease to the Colorado and Southern Railway 
Company the necessary rolling stock out of that 
described in Miller's contract that might be needed in the 
continuation of operations of that segment and then 
added as a separate defense that Molydenum Company 
had a plain, speedy and complete remedy at law in that 
it may compel the Colorado and Southern Railway 
Company to procure necessary cars from the South 
Park Company or others by normal, customary legal 
processes by application to and proceedings before 
the [**1 O] public utilities commission of the state of 
Colorado or the Interstate Commerce Commission of 
which Molybdenum Company must avail itself prior to 
an application to this court. We do not doubt that the 
District Judge exercised a wise discretion in granting the 
writs . 

Both appellants contend that this court is without 
jurisdiction. Title 28 U.S.C.A., § 41 , pars. (8) and (27) 
give the District Court jurisdiction: 

"Of all suits and proceedings arising under any law 
regulating commerce," and 

"Of all cases for the enforcement * * * of any order of the 

Interstate Commerce Commission." 

Title 49 U.S.C.A. § 1(18), (19) and (20) makes 
provision for th eabandonment of lines or parts of lines 
of railway. They require procedure before the Interstate 
Commerce Commission.Paragraph (20) contains this: 

"Any construction , operation , or abandonment contrary 
to the provisions of this paragraph or of paragraph (18) 
or (19) of this section may be enjoined by any court of 
competent jurisdiction at the suit of the United States, 
the commission , any commission or regulating body of 
the State or States affected , or any party in interest; and 
any carrier which * * * knowingly authorizes, 
consents [**11] to , or permits any violation of the 
provisions of this paragraph or of paragraph (18) of this 
section , shall upon conviction thereof be punished ," etc. 
Lucking v. Detroit Nav. Co., 265 U.S. 346, 44 S.Ct. 504, 
68 L.Ed . 1047. 

It is argued with much insistence that both suits brought 
by the Molybdenum Company fly in the face of the 
prohibition of section 379, 28 U.S.C.A. , which provides 
that the writ shall not be granted by any court of the 
United States to stay proceedings in any court of a 
state. But the writ does not stay court proceedings in 
either case brought in the state court. It did not seek a 
stay of them. Each stay order and each writ specified 
future acts by the parties to those suits. Neither writ 
commenced , directed or prohibited either court or its 
officers to do, not to do, or refrain from doing any thing. 
Moreover, that section of the statute is not one of 
jurisdiction . Smith v. Apple , 264 U.S. 274, 44 S.Ct. 311 , 
68 L.Ed . 678; National Surety Co. v. State Bank, 8 Cir. , 
120 F. 593, 61 L.R.A. 394; Chicago, R.I. & P. Co. v. 
Callicotte , 8 Cir., 267 F. 799, 16 A.L.R. 386. 

The District Judge delivered an opinion in passing on 
the issue whether writs of injunction [**12] should 
issue. It has been certified up with the record . In 
reference to the South Park Railroad Company he said 
this: 

"It appears there has been very recently organized a 
corporation known as The South Park Railroad 
Company, defendant in the case. It has no paid in 
capital , has never owned or operated a railroad , and 
there is no showing here of its ability to operate in the 
event it should acquire any part or all of this railroad ." 

That company must have been acting with , under the 
direction of, or in collusion with Miller, because Miller 
attached the contract of July 14, 1932 with the Colorado 
[*261 ] and Southern to his complaint in the state court, 
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and within less than a month thereafter the South Park 
Railroad Company filed its suit against the Colorado and 
Southern Railway Company in the state court in Summit 
county and it attached that same contract to its 
complaint. Each suit , in our opinion , was brought to 
circumvent and avoid the rulings of the Interstate 
Commerce Commission. 

The orders appealed from are affirmed . 

End of Document 
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470 INTERSTATE COMMERCE COMMISSION REPORTS

FINANCE DOCKET No. 71321

COLORADO & SOUTHERN RAILWAY COMPANY ABAN
DONMENT

Submitted January 16, 1930. Decided June 2, 1930

1. Present and future public convenience and necessity not shown to permit

the abandonment by the Colorado & Southern Railway Company of its
narrow-gage line of railway and connecting branches in Douglas,
Jefferson, Park, Summit, and Lake Counties, Colo. Application denied
without prejudice.

2. Application of the city and county of Denver, Colo., for a certificate author
izing the abandonment by the Colorado & Southern Railway Company

of a portion of its line of railroad in Douglas and Jefferson Counties,
Colo., denied.

John L. Rice, John Q. Dier, Kenneth L. Burgess, Bruce Scott,
and Henry C. Hall for Colorado & Southern Railway Company.
Lindsey dº Larwill for Board of Water Commissioners of the city
and county of Denver, Colo.; Thomas H. Gibson for city and county
of Denver; Harry S. Dickinson for Denver Chamber of Commerce;
Robert E. Winbourn and Colin A. Smith for State of Colorado;
Eugene A. Bond for Board of County Commissioners of Lake
County, Colo., W. W. Gaffin, W. H. Folsom, and John J. Flanagan;
B. F. Napheys, jr., for Board of County Commissioners of Clear
Creek County, Colo.; Carl A. Kaiser for Board of County Com
missioners of Summit County, Colo.; John M. Boyle, B. L. Whatley,
and Jack Garrett Scott for Park County, Colo.; Arthur E. Aldrich
for Denver Live Stock Exchange; O. Lorimer Colburn for Colorado
Mining Association and Colorado Chapter of American Mining
Congress; Arthur Ponsford for Colorado Land & Livestock Ex
change; Barney L. Whatley and Jack Garrett Scott for Climax
Molybdenum Company and Pioneer Counties Protective Association;

Swerer and Johnson for Paradox Land & Transport Company;

Fred A. Harrison for Summit Milling & Mining Company; Fred L.
Emerson for Colorado Manufacturers & Merchants Association;

Warwick M. Downing for Royal Tiger Mines Company; Charles J.
Hotchkiss for Manufacturers Bureau of Denver, Incorporated.

* This report also embraces Finance Docket No. 7092, Application of City and County
of Denver. Colo., for Certificate Authorizing Abandonment by Colorado & Southern Rail
way Company.
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FIN ANOE Doc:KET No. 7182 1 

COLORADO & SOUTHERN RAILWAY COMPANY ABAN
DONMENT 

Submitted. Januart1 16, 1930. DooUd Jt1,M !, 19:J0 

1. Present and future public convenience and necessity not shown to permit 
the abandonment by the Colorado & Southern Railway Company of lts 
narrow-gage line of railway and connecting branches 1n Douglaa, 
Jefferson, Park, Summit, and Lake Counties, Oolo. Appllcatlon denied 
without prejudice. 

2. Application of the dty and county of Denver, Colo., for a certlflcate author
izing the abandonment by the Colorado & Southern Railway CompaDJ' 
of a portion of its llne of railroad in Douglas and Jefferaon Oountlee, 
Colo., denied. 

Jolvn L. Rice, Jolm Q. Dier, K6'Mteth L. B'fllrge.a,, Bruce Scott, 
and Henry 0. Hal,l for Colorado & Southern Railway Company. 

Lindsey & Larwul for Board of Water Commissioners of the city 
and county of Denver, Colo.; Thomas H. Gio,on for city and county 
of Denver; Harry S. Dicki1UJon for Denver Chamber of Commerce; 
Robert E. Winbourn and 0olvn. A. Smi,tl,, for State of Colorado; 
Eug(IM A. Bond for Board of County Commissioners of Lake 
County, Colo., W.W. Gaffin, W. H. Folsom, and John J. Flanagan; 
B. F. Napheys, jr., for Board of County Commissioners of Clear 
Creek County, Colo.; 0a:rl A. Kauer for Board of County Com
missioners of Summit County, Colo.; Jol,m, M. Boyle, B. L. Whatley, 
and Jack Ga:rrett Scott for Park County, Colo.; Arthwr E. Aldrich 
for Denver Live Stock Exchange; 0. Lorilmer 0olb'IJlrn for Colorado 
Mining Association and Colorado Chapter of American Mining 
Congress; Arthwr Ponsford for Colorado Land & Livestock Ex
change; Barney L. Whatley and Jack Garrett Soott for Climax 
Molybdenum Company and Pioneer Counties Protective Association; 
Swerer and J ohmon for Paradox Land & Transport Company; 
Fred A. Harrison for Summit Milling & Mining Company; Fred L. 
Emerson for Colorado Manufacturers & Merchants Association; 
Warwick M. DO'W'Tli,ng for Royal Tiger Mines Company; Charla J. 
Hotchkiss for Manufacturers Bureau of Denver, Incorporated. 

1 This report also embrace■ Finance Docket No. 7092, Application of City and Co11nt7 
ot Denver. Colo., for Certlftcate Authorlsln1 Abandonment b7·Colonulo fs Southern Rall
W&7 Comp&D7, 
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COLORADO & SOUTHERN RY. CO. ABANDONMENT 471

REPORT of THE CoMMIssion

BY THE COMMISSION:
Exceptions were filed to the report proposed by the examiner and
the case was argued orally.

On August 17, 1928, the city and county of Denver, by it
s

board

o
f

water commissioners, filed a
n application in Finance Docket No.

7092, under section 1(18) o
f

the interstate commerce act for a cer
tificate that the present and future public convenience and necessity
permit the abandonment b

y

the Colorado & Southern Railway Com
pany o

f

that portion o
f

its so-called Platte Canyon line extending

from Waterton, about 20 miles south o
f Denver, westerly to Buffalo,

approximately 19.2 miles, in Douglas and Jefferson Counties, Colo.
This portion o

f

the railroad runs through a deep canyon o
f

the South
Platte River, known a

s Platte Canyon, in which it is proposed to

construct a large reservoir and certain smaller reservoirs for the
purpose o

f providing a
n increased water supply for the city o
f

Denver and its vicinity. On January 14, 1929, the applicant, here
inafter referred to as the city, filed an amendment to its application
seeking only the relocation o

f

the line o
f

railroad between Waterton
and Buffalo, so that it would pass around the high-water line of

the reservoirs to be constructed, instead o
f

the complete abandonment

o
f

that line. This amendment was brought about by the protests

o
f ranchmen, miners, mining companies, merchants, and others

against the abandonment sought in the original application. Counsel
for the city stated that the cost o

f

the proposed location and con
struction would b

e borne by the city and county o
f

Denver and
that the relocated line would b

e donated to the railway company.
We are now asked to authorize the abandonment sought in the
application on condition that such relocated line b

e

so constructed.

On September 22, 1928, the Colorado & Southern Railway Com
pany, a carrier by railroad subject to the interstate commerce act,

filed a
n application in Finance Docket No. 7132, under section 1(18)

o
f

the act for a certificate that the present and future public con
venience and necessity permit the abandonment by it o

f

those
portions o

f

its Platte Canyon line above mentioned described a
s

follows: (a) That part o
f

its Denver-Leadville narrow-gage line
extending from Waterton, Jefferson County, southwestward and
westward, through Jefferson and Douglas Counties, to Como, Park
County; thence northwestward to Dickey, Summit County, and
thence southwestward through Summit and Lake Counties to Lead
ville, a total distance o
f

131.67 miles, together with the following

branch lines connecting therewith; (b) all o
f

it
s

3-rail branch line

in Lake County exteriding from Leadville southeastward to Blind
166 I.C. C.
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JhroRT OJ' THII CoMlCISSION 

BY THE ColOfiBSION: 

Exceptions were filed to the report proposed by the examiner and 
the case was argued orally. 

On August 17, 1928, the city and county of Denver, by its board 
of water commissioners, filed an application in Finance Docket No. 
7092, under section 1(18) of the interstate commerce act for a cer
tificate that the present and future public convenience and necessity 
permit the abandonment by the Colorado & Southern Railway Com
pany of that portion of its so-called Platte Canyon line extending 
from Waterton, about 20 miles south of Denver, westerly to Buffalo, 
approximately 19.2 miles, in Douglas and Jefferson Counties, Colo. 
This portion of the railroad runs through a deep canyon of the South 
Platte River, known as Platte Canyon, in which it is proposed to 
construct a large reservoir and certain smaller reservoirs for the 
purpose of providing an increased water supply for the city of 
Denver and its vicinity. On January 14, 1929, the applicant, here
inafter referred to as the city, filed an amendment to its application 
seeking only the relocation of the line of railroad between W aterton 
and Buffalo, so that it would pass a.round the high-water line of 
the reservoirs to be constructed, instead of the complete abandonment 
of that line. This amendment was brought about by the protests 
of ranchmen, miners, mining companies, merchants, and others 
against the abandonment sought in the original application. Counsel 
for the city stated that the cost of the proposed location and con
struction would be borne by the city and county of Denver and 
that the relocated line would be donated to the railway company. 
We are now asked to authorize the abandonment sought in the 
application on condition that such relocated line be so constructed. 

On September 22, 1928, the Colorado & Southern Railway Com
pany, a carrier by railroad subject to the interstate commerce act, 
filed an application in Finance Docket No. 7132, under section 1(18) 
of the act for a certificate that the present and future public con
venience and necessity permit the abandonment by it of those 
portions of its Platte Canyon line above mentioned described as 
follows: (a) That pa.rt of its Denver-Leadville narrow-gage line 
extending from Waterton, Jefferson County, southwestward and 
·westward, through Jefferson and Douglas Counties, to Como, Park 
County; thence northwestward to Dickey, Summit County, and 
thence southwestward through Summit and Lake Counties to Lead
ville, a total distance of 131.67 miles, together with the following 
branch lines connecting therewith; (b) all of its 3-rail branch line 
in Lake County extending from Leadville southeastward to Blind 
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472 INTERSTATE COMMERCE COMMISSION REPORTS

Tom mine, 2.44 miles; (c) all of its narrow-gage branch line in
Summit County extending from Dickey northward to Dillon and
thence eastward to Keystone, a total distance of 6.84 miles; (d) all of
its narrow-gage branch line in Summit County extending from
Kokomo northwestward to Wilfley's Mill, 1.1 miles; (e) all of its
narrow-gage branch line in Park County extending from Como
southward to Garos and thence northwestward through Fairplay

to Alma, a total distance of 31.67 miles; and (f) all of its narrow
gage branch line in Park County extending from Hill Top Junction
southwestward to Leavick, 11.33 miles. The aggregate length of
said line and branches is 185.05 miles, all in the State of Colorado.
The Colorado & Southern Railway Company, sometimes herein
after called the railway company, represented that the abandon
ment of the portion of the line between Waterton and Buffalo sought
by the city would prevent all through traffic between Denver and
points on the line west of the abandoned segment, which traffic is
the principal source of earnings from the operation of the line, and
would leave the western segment disconnected from applicant's
other lines. It therefore stated that it could consent to such aban
donment only on condition that it received authority to abandon
the remainder of the line west of Buffalo and its branches above
described. The railway company further alleged that because of
the mountainous character of the country it was not practicable to
relocate and rebuild the railroad around the proposed reservoirs,

and that on account of the decline of mining in the State the
public convenience and necessity no longer required the operation of
the railroad west of Waterton, as was evident from the diminishing

volume of traffic and the resulting deficits in operation.

The railway company intervened in Finance Docket No. 7092 and
the city intervened in Finance Docket No. 7132. Several counties,
associations, and commercial organizations intervened in both pro
ceedings in opposition to the proposed abandonment, and Park
County, Colo., filed an answer and protest against the proposed

abandonment in each proceeding. A joint hearing was held upon
both applications, at which the Public Utilities Commission of Colo
rado sat with our examiner and participated in the development of
the record. Briefs have been filed. The Colorado commission

recommends that the application of the railway company be denied.
The city presented testimony to the effect that the present reser
voirs were inadequate and that the only place where an additional
reservoir of sufficient size could be built was in Platte Canyon, now
occupied by the railway. At a point about midway between Water
ton and Buffalo and 29.4 miles from Denver, the North Fork and
the South Fork of the South Platte River join. Just below this

166 I. C. C.
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Tom mine, 2.44 miles; ( c) all of its narrow•gage branch line in 
Summit County extending from Dickey northward to Dillon and 
thence eastward to Keystone, a total distance of 6.84 miles; (d) all of 
its narrow-gage branch line in Summit County extending from 
Kokomo northwestward to Wilfley's Mill, 1.1 miles; (e) all of its 
narrow-gage branch line in Park County extending from Como 
southward to Garos and thence northwestward through Fairplay 
to Alma, a total distance of 31.67 miles; and (f) all of its narrow
gage branch line in Park County extending from Hill Top Junction 
southwestward to Leavick, 11.33 miles. The aggregate length of 
said line and branches is 185.05 miles, all in the State of Colorado. 

The Colorado & Southern Railway Company, sometimes herein
after called the railway company, represented that the abandon
ment of the portion of the line between \Vaterton and Buffalo sought 
by the city would prevent all through traffic between Denver and 
points on the line west of the abandoned segment, which traffic is 
the principal source of earnings from the operation of the line, and 
would leave the western segment disconnected from applicant's 
other lines. It therefore stated that it could consent to such aban
donment only on condition that it received authority t-0 abandon 
the remainder of the line west of Buffalo and its branches above 
described. The railway company further alleged that because of 
the mountainous character of the country it was not practicable to 
relocate and rebuild the railroad around the proposed reservoirs, 
and that on account of the decline of mining in the State the 
public convenience and necessity no longer required the operation of 
the railroad west of W aterton, as was evident from the diminishing 
volume of traffic and the resulting deficits in operation. 

The railway company intervened in Finance Docket No. 7092 and 
the city intervened in Finnnce Docket No. 7132. Several counties, 
associations, and commercial organizations intervened in both pro
ceedings in opposition to the proposed abandonment, and Park 
County, Colo., filed an answer and protest against the proposed 
abandonment in each proceeding. A joint hearing was held upon 
both applications, at which the Public Utilities Commission of Colo
rado sat with our examiner and participated in the development of 
the record. Briefs have been filed. The Colorado commission 
recommends that the application of the railway company be denied. 

The city presented testimony to the effect that the present reser
voirs were inadequate and that the only place where an additional 
reservoir of sufficient size could be ~uilt was in Platte Canyon, now 
occupied by the railway. At a point about midway between Water
ton and Buffalo and 29.4 miles from Denver, the North Fork and 
the South Fork of the South Platte River join. Just below this 
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COLORADO & SOUTHERN RY. CO. ABANDONIMENT 473

point it is proposed to erect a dam which will impound the waters
of both forks, forming the proposed large reservoir, to be known as
the Two Forks Reservoir, and providing a storage capacity stated in
the application as 335,000 acre-feet. Two smaller reservoirs, below,

are also contemplated. At the Two Forks dam the bottom of the
canyon is approximately 175 feet wide and the walls are from 500
to 700 feet high. The depth of the reservoir at the main dam will
probably be 360 feet, and the total length of railroad line to be inun
dated by the three reservoirs will be approximately 12 miles. An en
gineering reconnaissance for a relocated line, at least 20 feet above
the high-water level of the Two Forks Reservoir, indicates that such
a line would be 16.75 miles in length, would have a grade of 2 per

cent for 12 miles, and would entail heavy grading, high bridges,

16 tunnels, and many sharp curves. A preliminary and approxi
mate estimate of cost for this construction is $2,900,000. The line
in its projected new location would ascend to the same elevation as the
existing line, but would do this in 12 miles as compared with 19
miles of the present line. While the proposed grade would be con
tinuous, the grade of the present line is undulating, and averages
about 1.8 per cent between Thomas and Foxton. On the existing

line there are several sections having grades exceeding 2 per cent,
notably between mileposts 26 and 28.5, where the grades are from
2.14 per cent to 2.73 per cent. There would be no material differ
ence in permissible train loading or in transportation cost between
the present line and the line relocated as suggested.

Whether an additional water supply is needed for the city of Den
ver and its suburbs it is not our province to determine, and whether
the expenditure by the city of $2,900,000 on the railroad in connec
tion with such water supply is reasonable and proper we need not
consider. Assuming the power of this commission to permit or re
quire a railroad to change its line, in the interest of interstate com
merce, the facts before us in this case do not justify our granting
the application of the city of Denver to require the Colorado &
Southern Railway Company to change its line in order to afford
the city opportunity to construct a water system.

The main line of the Colorado & Southern Railway extends from
Wendover, Wyo., where connection is made with the Chicago, Bur
lington & Quincy Railroad, hereinafter called the Burlington, south
erly across the State of Colorado, to Sixela, N. Mex., connecting there
with the Fort Worth & Denver City Railway. The miles of road
operated by the railway company in Wyoming are about 144, in
Colorado about 808, and in New Mexico about 83, a total of approxi
mately 1,035 miles. The Denver-Leadville narrow-gage line, of
which the portion west of Waterton is covered by the application in
166 I.C. C.
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point it is proposed to erect a dam which will impound the waters 
of both forks, forming the proposed large reservoir, to be known ae 
the Two Forks Reservoir, and providing a storage capacity stated in 
the application as 835,000 acre-feet. Two smaller reservoirs, below, 
are also contemplated. At the Two Forks dam the bottom of the 
canyon is approximately 175 feet wide and the walls are from 500 
to 700 feet high. The depth of the reservoir at the main dam will 
probably be 860 feet, and the total length of railroad line to be inun
dated by the three reservoirs will be approximately 12 miles. An en
gineering reconnaissance for a relocated line, at least 20 feet abovt, 
the high-water level of the Two Forks Reservoir, indicates that such 
a line would be 16.75 miles in length, would have a grade of 2 per 
cent for 12 miles, and would entail heavy grading, high bridges, 
16 tunnels, and many sharp curves. A preliminary and approxi
mate estimate of cost for this construction is $2,900,000. The line 
in its projected new location would ascend to the same elevation as the 
existing line, but would do this in 12 miles as compared with 19 
miles of the present line. While the proposed grade would be con• 
tinuous, the grade of the present line is undulating, and averages 
about 1.8 per cent between Thomas and Foxton. On the existing 
line there are several sections having grades exceeding 2 per cent, 
notably between mileposts 26 and 28.5, where the grades are from 
2.14 per cent to 2.78 per cent. There would be no material differ
ence in permissible train loading or in transportation cost between 
the present line and the line relocated as suggested. 

Whether an additional water supply is needed for-the city of Den
ver and its suburbs it is not our province to determine, and whether 
the expenditure by the city of $2,900,000 on the railroad in connec
tion with such water supply is reasonable and proper we need not 
consider. Assuming the power of this commission to permit or re
quire a railroad to change its line, in the interest of interstate com
merce, the facts before us in this case do not justify our granting 
the application of the city of Denver to require the Colorado & 
Southern Railway Company to change its line in order t.o afford 
the eity opportunity to construct a water eyi:;tem. 

The main line of the Colorado & Southern Railway extends from 
\Vendover, Wyo., where connection is made with the Chicago, Bur
lington & Quincy Railroad, hereinafter called the Burlington, south
erly across the State of Colorado, to Sixela, N. Mex., connecting there 
with the Fort Worth & Denvor City Railway. The miles of road 
operated by the railway company in Wyoming are about 144, in 
Colorado about 808, and in New Mexico about 83, a total of approxi
mately 1,036 miles. The Denver-Leadville narrow-gage line, of 
which the portion west of Waterton is covered by the application in 
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Finance Docket No. 7132, enters the Platte Canyon at Waterton at
an elevation of 5,508 feet and from that point to Como, 68 miles west,

where the elevation is 9,795 feet, the country traversed is rugged and
mountainous with some timber, a few farms and large ranches, tracts
of mountain meadow, and abandoned mining territory. At Como
the main line runs northward, crossing the Continental Divide at
Boreas, elevation 11,493 feet, and continuing on through Brecken
ridge to Dickey, where it turns westward to Frisco and then runs
southward, again crossing the Continental Divide at Climax, eleva
tion 11,319 feet, and thence on 15 miles further south to Leadville.
The Como-Alma branch is in Park County, the best agricultural and
stock-raising section on the line. Alma is in a mining district and
Fairplay is the county seat of Park County. From Hill Top, a
little south of Fairplay, the Leavick branch runs to the southwest.
This branch was built to serve the Hill Top Mine and has not been
operated since 1923.
The line proposed to be abandoned was built between the years

1878 and 1884 by the Denver, South Park & Pacific Railroad Com
pany. The property of that company was acquired in 1889 by the
Denver, Leadville & Gunnison Railroad Company and operated as a
part of the Union Pacific system for several years. The Wilfley's
Mill branch was built in 1895 and the Leavick branch in 1896. Fol
lowing receivership of the Union Pacific, and separately, of the
Denver, Leadville & Gunnison, the property of the latter passed into
the hands of the Colorado & Southern, which was incorporated on
December 19, 1898. The total mileage of the Denver, Leadville &
Gunnison acquired by the Colorado & Southern was 336.56 miles,

the consideration being $2,084,000, face amount, of stock and bonds.
An apportionment of this amount assigns $1,145,830 to the mileage
now proposed to be abandoned. A valuation of $3,247,612.24 is
placed by the railway company on the property of which abandon
ment is sought, based upon our determination of value as of June 30,
1918, plus additions and betterments to 1928. For taxation purposes
in 1927 the portion of these lines in Park, Lake, and Summit Coun
ties was valued at $5,756,470. In 1928 the total valuation for tax
purposes of all classes of property in Park County was $8,923,880,
of which about 40 per cent was railroad property. There has been
some decline in property values in Park and Summit Counties in the
last 10 years.

The population of the country traversed by the Platte Canyon line
is small, there being only about 3,300 people in the tributary terri
tory, exclusive of the terminal cities, according to the estimates of the
railway company, although the protestants estimate it at about twice
that number. The Colorado Year Book for 1927 shows the popula
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Finance Docket No. 7132, enters the Platte Canyon at Waterton at 
an elevation of 5,508 feet and from that point to Como, 68 miles west, 
where the elevation is 9,795 feet, the country traversed is rugged and 
mountainous with some timber, a few farms and large ranches, tracts 
of mountain meadow, and abandoned mining territory. At Como 
the main line runs northward, crossing the Continental Divide at 
Boreas, elevation 11,493 feet, and continuing on through Brecken
ridge to Dickey, where it turns westward to Frisco and then runs 
southward, again crossing the Continental Divide at Climax, eleva
tion 11,319 feet, and thence on 15 miles further south to Leadville. 
The Como-Alma branch is in Park County, the be.st agricultural and 
stock-raising section on the line. Alma is in a mining district and 
Fairplay is the county seat of Park County. From Hill Top, a 
little south of Fairplay, the Leavick branch runs to the southwest. 
This branch was built to serve the Hill Top Mine and has not been 
operated since 1923. 

The line proposed to be abandoned W&'3 built between the years 
1878 and 1884 by the Denver, South Park & Pacific Railroad Com
pany. The property of that company was acquired in 1889 by the 
Denver, Leadville & Gunnison Railroad Company and operated as a 
part of the Union Pacific system for several years. The Wilfley's 
Mill branch was built in 1895 and the Leavick branch in 1896. Fol
lowing receivership of the Union Pacific, and separately, of the 
Denver, Leadville & Gunnison, the property of the latter passed into 
the hands of the Colorado & Southern, which was incorporated on 
December 19, 1898. The total mileage of the Denver, Leadville & 
Gunnison acquired by the Colorado & Southern we.CJ 836.66 miles, 
the consideration being $2,084,000, face a.mount, of stock and bonds. 
An apportionment of this amount assigns $1,145,830 to the mileage 
now proposed to be abandoned. A valuation of $3,247,612.24 is 
placed by the railway company on the property of which abandon
ment is sought, based upon our determination of value as of June 30, 
1918, plus additions and betterments to 1928. For taxation purposes 
in 1927 the portion of these lines in Park, Lake, and Summit Coun
ties was valued at $5,756,470. In 1928 the total valuation for tax 
purposes of all classes of property in Park County was $8,928,880, 
of which a.bout 40 per cent was railroad property. There has been 
some decline in property values in Pa.rk and Summit Countie.ci in the 
last 10 years. 

The population of the country traversed by the Platte Canyon line 
is small, there being only about 8,800 people in the tributary terri
tory, exclusive of the terminal cities, according to the estimates of the 
railway company, although the protestants estimate it at about twice 
tha.t number. The Colorado Year Book for 1927 shows the popula-
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tion of Park County as 1,977, of Summit County as 1,924, and of
Lake County, in which Leadville is situated, as 6,630. Some decline
in population since 1918 is shown. Protestant's witnesses place the
population of Summit and Park Counties somewhat higher, the
county assessor of Park County estimating that there were 1,650
voters in that county in 1928.
The largest towns or villages on the line are Buffalo 225 in
habitants, Baileys 205, Como 125, Fairplay 200, Alma 225, Brecken
ridge 900, Braddocks 125, Climax 815, and Leadville 3,275. Lead
ville, which is said to have had 12,455 inhabitants in 1900 and 40,000
in the early nineties, is also on a branch of the Denver & Rio Grande
Western Railroad, hereinafter called the Rio Grande, by which rail
road it is 275 miles from Denver, although by the Colorado & South
ern the distance is only about 151 miles. No other point on the line
sought to be abandoned is on any other railroad.
Another branch of the Colorado & Southern runs westward from
Denver, 20 or 25 miles north of the Platte Canyon line, although
intervening mountains make highway communication between points

on the two lines quite circuitous. The Midland Terminal Railway

runs westward from Colorado Springs some 30 miles south of the
easterly portion of the line to be abandoned, Divide on the Terminal
being a little over 30 miles south of Buffalo, although by highway
the distance is considerably greater. The Rio Grande runs west
ward from Pueblo and then northward through Buena Vista and
Leadville, Buena Vista being about 20 miles southwesterly from
Garos and about 30 miles from Como, although by highway it is
some 41 miles from the former and 51 miles from the latter point.
There are summer resorts on the line sought to be abandoned,
namely, Longview, Foxton, Critchlow, Fairplay, and other points.
Testimony of the proprietors of some of these resorts indicated that
this class of business in this section has been declining and that as
patrons of the resorts travel more generally by automobile they
bring little traffic to the railway. Some hotels built by the railroad
have been discontinued.

On the easterly part of the line the ice business is important. Ice
is hauled by rail to Denver from Crystal Lake and Maddox, re
spectively 43 and 58 miles from Denver, during one or two months
in winter. It constitutes the heaviest tonnage of any commodity
handled by this line, 22,535 tons having been handled in 1927, from
which the Colorado & Southern received a revenue of $27,751.75.
This is considered a profitable item of traffic, but its short period
is complained of by the railway company, whose computations show
that if the ice traffic of 1928 were spread over the entire year, it
would amount to only 3.8 carloads, or $65.77 a day, based on the
166 I.C. C.
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tion of Park County as 1,977, of Summit County as 1,924, and of 
Lake County, in which Leadville is situated, as 6,630. Some decline 
in population since 1918 is shown. Protestant's witnesses place the 
population of Summit and Park Counties somewhat higher, the 
county assessor of Park County estimating that there were 1,650 
vot.ers in that county in 1928. 

The largest towns or villages on the line are Buffalo 225 in
habitants, Baileys 205, Como 125, Fairplay 200, Alma 225, Brecken
ridge 900, Braddocks 125, Climax 315, and Leadville 3,275. Lead
ville, which is said to have had 12,455 inhabitants in 1900 and 40,000 
in the early nineties, is also on a branch of the Denver & Rio Grande 
Western Railroad, hereinafter called the Rio Grande, by which rail
road it is 275 miles from Denver, although by the Colorado & South
ern the distance is only about 151 miles. No other point on the line 
sought to be abandoned is on any other railroad. 

Another branch of the Colorado & Southern runs westward from 
Denver, 20 or 25 miles north of the Platte Canyon line, although 
intervening mountains make highway communication between points 
on the two lines quite circuitous. The Midland Terminal Railway 
runs westward from Colorado Springs some 80 miles south of the 
easterly portion of the line to be abandoned, Divide on the Terminal 
being a little over 80 miles south of Buffalo, although by highway 
the distance is considerably greater. The Rio Grande runs west
ward from Pueblo and then northward through Buena Vista and 
Leadville, Buena Vista being about 20 miles southwesterly from 
Garos and about 30 miles from Como, although by highway it is 
some 41 miles from the former and 51 miles from the latter point. 

There are summer resorts on the line sought to be abandoned, 
namely, Longview, Foxton, Critchlow, Fairplay, and other points. 
Testimony of the proprietors of some of these resorts indicated that 
this class of busines.g in this section has been declining and that as 
patrons of the resorts travel more generally by automobile they 
bring little traffic to the railway. Some hotels built by the railroad 
have been discontinued. 

On the easterly part of the line the ice business is important. Ice 
is hauled by rail to Denver from Crystal Lake and MaddO%, n
spectively 43 and 58 miles from Denver, during one or two months 
in winter. It constitutes the· heaviest tonnage of any commodity 
handled by this line, 22,635 tons having been handled in 1927, from 
which the Colorado & Southern received a revenue of $27,751.75. 
This is considered a profitable item of traffic, but its short period 
is complained of by the railway company, whose computations show 
that if the ice traffic of 1928 were spread over the entire year, it 
would amount to only 3.8 carloads, or $65.77 a day, based on the 
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freight rate applying before a reduction was allowed in the fall of
1928. The ice plant at Crystal Lake has an approximate value of
$40,000, and the storage houses, etc., in Denver, operated in connec
tion therewith an estimated value of $60,000. Nearly 300 carloads
of ice were shipped from Crystal Lake in 1928, and larger amounts
have been sent out in former years. The average number of men
employed is 40. On account of the purity of the ice, it is the man
ager's opinion that another location for his business could not be
found, and that the abandonment of the railroad would result in
serious loss to his company. A similar situation appears to confront
the ice plant at Maddox. This plant is valued at $56,000, and to
gether with the houses and equipment in Denver, at $200,000, all of
which would be lost, in the opinion of its owner, if the line were
abandoned. Between 120 and 130 men are employed at Maddox
during the cutting season, and total shipments have approximated
1,000 carloads annually for four years. The trucking of ice to Den
ver is not considered practicable by the ice men. Evidence was in
troduced to show the increasing use of electric refrigeration, and
the railway company contends that this will cause the gradual aban
donment of the natural ice business on the line. On the other hand,

the protestants fear that cutting off the ice supply at the points

mentioned may cause a shortage in Denver.
National forests constitute more than half of the land in Park
and Summit Counties. Forest products furnish considerable traffic
to the railroad. Between Waterton and Como, 88 miles from Den
ver, there is timber production, mostly in the form of mining timbers,
poles, and railroad ties. These are cut both in the National forests
and on private lands. A timber company operating near Jefferson,
81 miles from Denver, employs from 50 to 75 men in getting out
telephone poles. It shipped 189 carloads of poles and other material
in 1927 and 138 carloads in 1928. In 1929 it is expected to ship
300 to 400 carloads. A producer and buyer shipping mostly from
Baileys estimated that he would ship about 300 narrow-gage carloads
of railroad ties and about 200 carloads of mine props to various
points during 1929. Baileys, Grant, and Webster, respectively 55,
66, and 69 miles from Denver, have been the principal shipping
points for forest products. The Colorado & Southern has obtained
an average of 64,588 narrow-gage ties annually along the line since
1924. The National Creosoting & Lumber Company is building a
treating plant in Denver, which is improving the outlook for stand
ard-gage ties. This plant, when fully completed, will have a ca
pacity of 1,500,000 ties a year. The creosoting company has an
interest in several timber areas, and has set up a mill at Buffalo
for the manufacture of ties and lumber. In the six years 1923–1928
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:freight rate applying before a reduction was allowed in the fall of 
1928. The ice plant at Crystal Lake has an approximate value of 
$40,000, and the storage houses, etc., in Denver, operated in connec
tion therewith an estimated value of $60,000. Nearly 800 carloads 
of ice were shipped from Crystal Lake in 1928, and larger amount.I 
have been sent out in former years. The average number of men 
employed is 40. On account of the purity of the ice, it is the man
ager's opinion that another location for his business could not be 
found, and that the abandonment of the railroad would result m 
serious loss to his company. A similar situation appears to confront 
the ice plant at Maddox. This plant is valued at $56,000, and to
gether with the houses and equipment in Denver, at $200,000, all of 
which would be lost, in the opinion of its owner, if the line were 
abandoned. Between 120 and 130 men are employed at Maddox 
during the cutting season, and total shipments have approximated 
1,000 carloads annually for four years. The trucking of ice to Den
ver is not considered practicable by the ice men. Evidence was in
troduced to show the increasing use of electric refrigeration, and 
the railway company contends that this will cause the gradual aban• 
donment of the natural ice business on the line. On the other hand, 
the protestants fear that cutting off the ice supply at the points 
mentioned mny cause a shortage in Denver. 

National forests constitute more than half of the land in Park 
and Summit Counties. Forest products furnish considerable traffic 
to the railroad. Between W aterton and Como, 88 miles from Den
ver, there is timber production, mostly in the form of mining timbers, 
poles, and railroad ties. These are cut both in the National fo~ 
and on private lands. A timber company operating near Jefferson, 
81 miles from Denver, employs from 50 to 75 men in getting out 
telephone poles. It shipped 189 carloads of poles and other material 
in 1927 and 138 carloads in 1928. In 1929 it is expected to ship 
800 to 400 carloads. A producer and buyer shipping mostly from 
Baileys estimated that he would ship about 300 narrow-gage carloads 
of railroad ties and about 200 carloads of mine props to various 
points during 1929. Baileys, Grant, and "\\T ebster, respectively 55, 
66, and 69 miles from Denver, have been the principal shipping 
points for forest products. The Colorado & Southern has obtained 
an average of 64,588 narrow-gage ties annually &long the line since 
1924. The National Creosoting & Lumber Company is building a 
treating plant in Denver, which is improving the outlook for stand
ard-gage ties. This plant, when fully completed, will have a ca
pacity of 1,500,000 ties a year. The creosoting company has an 
interest in several timber areas, and has set up a mill at Buffalo 
for the manufacture of ties and lumber. In the six years 1928-1928 
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there were handled on the line 864 cars of lumber, 3,579 cars of logs,
props, and poles; 171 cars of ties, and 39 cars of other forest prod
ucts; total 4,657 cars, or an average of 776 cars per year. For these
six years, respectively, the carloads transported were 737, 535, 721,
859, 938, and 869. The total revenue to the railroad from forest
products in these years was $141,022, or $23,503.70 per year. Several
shippers testified that they expected to increase their shipments, but
little reliance is placed by the railway company upon increased
lumber production in this territory, the view taken being that only

a small part of the forests in Colorado is reached by this line, and
that all the timber needed can be obtained from other sections. At
tention is called to the small amount of revenue traffic in forest prod
ucts in the past, the average for the years 1923 to 1929 being only

2.1 carloads a day. It is estimated that there are nearly 700,000,000
board feet of standing timber in the Pike and Leadville National
Forests within 20 miles of the line to be abandoned. It is testified
that for the last five years the average annual cut from these forests
has been 3,200,000 board feet. The allowable cut from the Lead
ville National Forest is between 7,000,000 and 10,000,000 feet a
year, but in 1928 only between 1,000,000 and 2,000,000 feet were cut.
Another potential source of traffic on the South Platte line is
granite, of which an immense quantity exists near the proposed
reservoir site. A quarry is now in operation about 35 miles from
Denver and is so situated as to be unaffected by the proposed reser
voir. Its proprietor stated that the granite could be transported
only by rail, and that, having tried hauling by trucks, he could not
compete with quarries which had railroad facilities. It is testified
that there is a prospect of supplying 18,000 tons of this granite for
a proposed municipal building in Denver if this line be not aban
doned. Shipments from the quarry mentioned have, however, been
extremely light for several years. In 1924, 30 cars were shipped,
8 cars in 1925, 6 cars in 1926, 3 cars in 1927, and none in 1928.
The chief agricultural and stock-raising district on the Platte
Canyon line is in the northerly part of the section called the South
Park in the central part of Park County and includes a plateau
around Garos. In this area the number of sheep increased from
34,400 in 1924 to 59,800 in 1928. In the latter year 12,000 sheep
were brought into South Park for replacement. Approximately
46,000 sheep and 18,000 head of cattle, not including young stock in
either case, are wintered in Park County. A raiser of livestock in
that county testified that he shipped about 35,000 head of stock over
the line annually. Another witness stated that in 1928 there were
shipped from the county 33,500 lambs, 8,000 ewes, 40,200 pounds of
166 I. C. C.
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there were handled on the line 864 cars of lumber, 3,579 ca.rs of logs, 
props, and poles; 171 cars of ties, and 39 cars of other forest prod
ucts; total 4,657 cars, or an average of 776 cars per year. For these 
six years, respectively, the carloads transported were 737, 535, 721, 
859, 988, and 860. The total revenue to the railroad from forest 
products in these years was $141,022, or $23,503.70 per year. Several 
shippers testified that they expected to increase their shipments, but 
little reliance is placed by the railway company upon increased 
lumber production in this territory, the view taken being that only 
a small part of the forests in Colorado is reached by this line, and 
that all the timber needed can be obtained from other sections. At
tention is called to the small amount of revenue traffic in forest prod• 
ucts in the past, the average for the years 1023 to 1929 being only 
2.1 carloads a day. It is estimated that there are nearly 700,000,000 
board feet of standing timber in the Pike and Leadville National 
Forests within 20 miles of the line to be abandoned. It is testified 
that for the last five years the average annual cut from these forests 
has been 8,200,000 board feet. The allowable cut from the Lead
ville National Forest is between 7,000,000 and 10,000,000 feet a 
year, but in 1928 only between 1,000,000 and 2,000,000 feet were cut. 

Another potential source of traffic on the South Platte line is 
granite, of which an immense quantity exists near the proposed 
reservoir site. A quarry is now in operation about 35 miles from 
Denver and is so situated as to be unaffected by the proposed reser
voir. Its proprietor stated that the granite could be transported 
only by rail, and that, having tried hauling by trucks, he could not 
compet.e with quarries which had railroad facilities. It is testified 
that there is a prospect of supplying 18,000 tons of this granite for 
a proposed municipal building in Denver if this line be not aban
doned. Shipments from the quarry mentioned have, however, been 
extremely light for several years. In 1924, 80 cars were shipped, 
8 cars in 1925, 6 cars in 1926, 3 cars in 1927, and none in 1928. 

The chief agricultural and stock-raising district on the Platte 
Canyon line is in the northerly part of the section called the South 
Park in the central part of Park County and includes a plateau 
around Garos. In this area the number of sheep increased from 
84,400 in 1924 to 59,800 in 1928. In the latter year 12,000 sheep 
were brought into South Park for replacement. Approximately 
46,000 sheep and 18,000 head of cattle, not including young stock in 
either case, are wintered in Park County. A raiser of livestock in 
that county testified that he shipped about 85,000 head of stock over 
the line annually. Another witness stated that in 1928 there werfl 
shipped from the county 38,500 lambs, 8,000 ewes, 40,200 pounds of 
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wool, and 20,000 pelts. A livestock company owning 80,000 acres
of land south of Garos keeps 20,000 to 25,000 sheep and buys 4,000
annually for replacement. It is estimated that the investment in the
sheep industry in Park County in 1928 was $2,000,000 and that the
total value of the products was $433,000. Sheep are also extensively
grazed in the Leadville and Pike National Forests. From all sta
tions on the line 177 carloads of cattle were transported in 1927, of
which 28 carloads were shipped from Buffalo. The Denver stock
yards received during the five years 1924–1928 a yearly average of
291 carloads of cattle and 278 carloads of sheep from points on this
line, and forwarded from Denver over the line an average of 178
carloads of livestock a year.
The feasibility of trailing or driving sheep and cattle to other
railroads, namely the Rio Grande or the Midland Terminal, and the
trucking of lambs to market in Denver, were made the subject of ex
tended testimony both by the protestants and by the railway com
pany. Much livestock is brought to the Denver stockyards each
year by motor trucks and by driving over the highways, although
it was testified that there was practically no drive-in to the stock
yards from the territory served by the Platte Canyon line and that
few shipments from that territory are trucked in. The record shows
that in other parts of Colorado and in Wyoming the trucking of cat
tle, sheep, and wool is successfully carried on for long distances.
The railway company relies on these facts to support its argument
that there is no substantial reason why the stockmen of Park County
can not trail or haul their stock to the Rio Grande or the Midland
Terminal, although the largest ranch is 33 miles from Buena Vista
on the former road and 28 miles from Divide on the latter. Driving

stock on much traveled roads, however, is difficult.
The hay crop is also of some importance. In 1927 there were
shipped on the line 1,630 carloads of this commodity and the yearly
average for the years 1923–1928, inclusive, was 1,374 cars. The an
nual production of hay in Park County is stated as 26,500 tons and
the average annual shipment by rail is 10,120 tons. Much wild hay
is produced on the ranches, and the valuation of the hay lands in
Park County tributary to the railway was estimated at $1,308,550.
The value of the hay produced in Summit County in 1928 was
$208,283. A witness estimated the investment in cattle, sheep, and
hay, including the ranches, at about $4,000,000. As to the transpor

tation of hay, it was testified by ranchers that in the event the rail
road were discontinued no more hay would be marketed, as it could
not be handled by trucks, and that not enough livestock could be
raised to consume the surplus. Although the railway company

166 I.C. C.

UPRRIG-000312

478 INTERSTATE COMMERCE OOKKISSION BEPOB'l'S 

wool, and 20,000 pelts. A livestock company owning 80,000 acres 
of land south of Garos keeps 20,000 to 25,000 sheep and buys 4,000 
annually for replacement. It is estimated that the investment in the 
sheep industry in Park County in 1928 was $2,000,000 and that the 
total value of the products was $433,000. Sheep are also extensively 
grazed in the Leadville and Pike National Forests. From all sta
tions on the line 177 carloads of cattle were transported in 1927, of 
which 28 carloads were shipped from Buffalo. The Denver stock
yards received during the five years 1924--1928 a yea.rly average of 
291 carloads of cattle and 278 carloads of sheep from points on this 
line, and forwarded from Denver over the line an average of 178 
carloads of livestock a year. 

The feasibility of trailing or driving sheep and cattle to oths 
railroads, namely the Rio Grande or the Midland Terminal, and the 
trucking of lambs to market in Denver, were made the subject of ex
tended testimony both by the protestants and by the railway com
pany. Much livestock: is brought to the Denver stockyards each 
yea.r by motor trucks and by driving over the highways, although 
it was testified that there was practically no drive-in to the stock
yards from the territory served by the Platte Canyon line and that 
few shipments from that territory are trucked in. The record shows 
that in other parts of Colorado and in Wyoming the trucking of cat
tle, sheep, and wool is successfully carried on for long distances. 
The railway company relies on these facts to support its argument 
that there is no substantial reason why the stockmen of Park County 
can not trail or haul their stock to the Rio Grande or the Midland 
Terminal, although the largest ranch is 88 miles from Buena Vista 
on the former road and 28 miles from Divide on the latter. Driving 
stock on much traveled roads, however, is difficult. 

The hay crop is also of some importance. In 1927 there were 
shipped on the line 1,630 carloads of this commodity and the yearly 
average for the years 1923-1928, inclusive, was 1,874 cars. The an
nual production of hay in Park County is stated as 26,600 tons and 
the average annual shipment by rail is 10,120 tons. Much wild bn.y 
is produced on the ranches, and the valuation of the hay lands in 
Park County tributary to the railway was estimated at $1,308,550. 
The value of the hay produced in Summit County in 1928 was 
$208,283. A witness estimated the investment in cattle, sheep, and 
hay, including the ranches, at about $4,000,000. AB to the transpor
tation of hay, it was testified by ranchers that in the event the rail
road were discontinued no more hay would be marketed, as it could 
not be handled by trucks, and that not enough livestock could be 
raised to consume the surplus. Although the railway company 
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shows that on the entire line in question hay traffic has averaged

less than four carloads a day for six years, it appears that the aver
age annual revenue of this line therefrom is $39,614.69.
The industries hereinbefore described are probably of less impor
tance from a traffic standpoint, or in connection with a determina
tion of the need for rail transportation, than is the mining industry.
The railway company alleges that the business of metalliferous
mining, for which the line was built, has been almost wholly dis
continued in the tributary territory, and that the small amount of
ore and concentrates from Alma, Breckenridge, and Climax can be
trucked to Leadville and shipped over the Rio Grande. It is in the
general locality of these places that mining began some 50 years ago.
The production of gold, silver, copper, lead, and zinc in Lake County
began in 1878 and reached a peak in 1882–83, and again in 1916, but
in 1928 was only slightly greater than in 1878. In the State as a
whole mining was at its height about 1893. Several daily trains
were then needed to handle the ore. Kokomo and Robinson were

large towns and Leadville was an important city. Many smelters
were then in operation in the State; now there is but one at Lead
ville and one at Durango, neither operating at capacity. There has
been a marked let-up in mining activity all over the State. Between
1913 and 1926 there was a decrease of 52.57 per cent in the assessed
value of all mining property, as compared with a decrease of 3.84
per cent in other property. The corresponding declines in the coun
ties here principally considered were as follows: Park County, min
ing property 22.37 per cent, other property 1.21 per cent; Summit
County, mining property 48.94 per cent, other property 9.46 per
cent; Lake County, mining property 58.18 per cent, other property
46.49 per cent. The evidence shows some recent increase in mining
activity in Park County, there being now 17 or 18 active mining
operations in that county as compared with 5 or 6, two or three
years ago. None of these mines, however, are producing in much
volume except the London, hereinafter considered, and that only in
a moderate way.

-

This decline in mining has resulted in the abandonment of several
rail lines in central Colorado, including the Colorado Midland
through Lake George, Hartsel, Leadville, and Glenwood Springs;
lines of the Rio Grande Western, between Leadville and Dillon, be
tween Colorado Springs and Cripple Creek, and between Canon City

and Cripple Creek; and lines of the Colorado & Southern extending
southerly from Garos, through Buena Vista and St. Elmo to Quartz.
It is clear that a virtual exhaustion of the high-grade noncomplex
ores in Colorado has caused the present condition in mining. Leav
ing out of consideration for the present such special metals as
166 I.C. C.
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shows that on the entire line in question hay traffic has averaged 
less than four carloads a day for six years, it appears that the aver
age annual revenue of this line therefrom is $39,614.69. 

The industries hereinbefore described are probably of less impor
tance from a traffic standpoint, or in connection with a determina
tion of the need for rail transportation, than is the mining industry. 
The railway company alleges that the business of metalliferous 
mining, for which the line was built, has been almost wholly dis
continued in the tributary territory, and that the small amount of 
ore and concentrates from Alma, Breckenridge, and Climax can be 
trucked to Leadville and shipped over the Rio Grande. It is in the 
general locality of these places that mining began some 50 years ago. 
The production of gold, silver, copper, lead, and zinc in Lake County 
began in 1878 and reached a peak in 1882-83, and again in 1916, but 
in 1928 was only slightly greater than in 1878. In the State as a 
whole mining was at its height about 1893. Several daily trains 
were then needed to handle the ore. Kokomo and Robinson were 
large towns and Leadville was an important city. Many smelters 
were then in operation in the State; now there is but one at Lead
ville and one at Durango, neither operating at capacity. There has 
been a marked let-up in mining activity all over the State. Between 
1913 and 1926 there was a decrease of 52.57 per cent in the assessed 
value of all mining property, as compared with a decrease of 3.84 
per cent in other property. The corresponding declines in the coun
ties here principally considered were 88 follows: Park County, min
ing property 22.37 per cent, other property 1.21 per cent; Summit 
County, mining property 48.94 per cent, other property 9.46 per 
cent; Lake County, mining property 58.18 per cent, other property 
46.49 per cent. The evidence shows some recent increase in mining 
activity in Park County, there being now 17 or 18 active mining 
operations in that county 88 compared with 5 or 6, two or three 
years ago. None of these mines, however, are producing in much 
volume except the London, hereinafter considered, and that only in 
a modera.t.e way. 

This decline in mining has resulted in the abandonment of several 
rail lines in central Colorado, including the Colorado :Midland 
through Lake George. Hartse!, Leadville, and Glenwood Springs; 
lines of the Rio Grande Western, between Leadville and Dillon, be· 
tween Colorado Springs and Cripple Creek, and between Canon City 
and Cripple Creek; and lines of the Colorado & Southern extending 
southerly from Garos, through Buena Vista and St. Elmo to Quartz. 

It is clear that a virtual exhaustion of the high-grade noncomplex 
ores in Colorado has caused the present condition in mining. Leav
ing out of consideration for the present such special metals as 
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molybdenum and manganese, the ores now found are complex ores
commonly containing gold, silver, copper, lead, and zinc, and requir
ing a milling process of separation instead of the smelting process
formerly employed. Zinc can not be smelted by the ordinary blast
furnace method. In zinc smelting, lead can not be treated, and the
lead, gold, and silver are usually lost. In lead smelting, all zinc is
lost, and a penalty is imposed for a percentage exceeding 8 per cent
of zinc in the ore. In order to handle low-grade ores containing
zinc and lead, a separating process must now be employed before
smelting can be done.
This separating process by milling has been known for a long
time but has only been in actual operation for a few years. Pre
viously, more expensive treatment, described as jigging and tabling,

and as baking, were used. As now applied in Colorado, for the sepa
ration of lead and zinc, the milling process is called selective flota
tion. By this method, crude ore is ground and treated with oil and
certain chemicals which cause the mineral to float to the surface.
By a “ differential,” separate concentrates of copper, zinc, etc., can
be made in separate vats. While by this process of milling or selec
tive flotation lower-grade ores can be worked than could be used at

the old smelters, the milling plants and machinery are expensive, so
that much capital is required to work the mines.
The London Gold Mine Company, at Alma, has recently been
increasing its business. Payments made by it for wages, supplies,
etc., in 1928 were $182,180, while in 1924 they were $10,175. Ore
shipments in 1928 consisted of 101 carloads, having a value of
$210,206, as compared with 20 carloads having a value of $37,712
in the preceding year. After 12 years of development work, in
cluding the construction of a tunnel at a cost of about $500,000, the
outlook for 1929 is thought to be good. This mine, which was a
large producer 30 years ago, has a quartz sulphide ore containing
gold, lead, and silver, estimated to be worth about $85 a ton, or $80
a ton after smelter charges. The cost of production was not stated.
About 90 per cent of the ore is shipped to Leadville, and 10 per cent
to Colorado City. This is a case where the ore is of sufficiently
high grade to be treated in a lead smelter and not to require milling.

The mining company's engineer testified that they expected to reach
a production of 40 cars a month within a few months and that they
would be able to ship at that rate for 10 years if the railroad con
tinued to operate, but that if the railroad were abandoned, the mine
would either have to close or a mill would have to be built. The
mine is 91 miles by rail from Leadville, but the direct distance over
the mountains is only 6 or 8 miles. There is no direct highway,
although there was formerly a stage road over the mountains, which
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molybdenum and manganese, the ores now found are complex oree 
commonly containing gold, silver, copper, lead, and zinc, a.nd requir
ing a milling process of separation instead of the smelting process 
formerly employed. Zinc can not be smelted by the ordinary blast
furnace method. In zinc smelting, lead can not be treated, &nd the 
lead, gold, and silver are usu&lly lost. In lead smelting, all zinc is 
lost, and a penalty is imposed for a percentage exceeding 8 per cent 
of zinc in the ore. In order to handle low-grade ores containing 
zinc and lead, a separating process must now be employed before 
smelting can be done. 

This separating process by milling has been known for a long 
time but has only been in actual operation for a few years. Pre
viously, more expensive treatment, described as jigging and tabling, 
and as baking, were used. As now applied in Colorado, for the sepa
ration of lead and zinc, the milling process is called selective fl.ota
tion. By this method, crude ore is ground and treated with oil and 
certain chemicals which cause the mineral to fl.oat to the surface. 
By a "differential," separate concentrates of copper, zinc, etc., can 
be made in separate vats. While by this process of milling or selec
tive flotation lower-grade ores can be worked than could be used at 
the old smelters, the milling plants and machinery are expensive, so 
that much capital is required to work the mines. 

The London Gold Mine Company, at Alma, has recently been 
increasing its business. Payments made by it for wages, supplies, 
etc., in 1928 were $182,180, while in 1924 they were $10,175. Ore 
shipments in 1928 consisted of 101 carloads, having a value of 
$210,206, as compared with 20 carloads having a value of $37,712 
in the preceding year. After 12 years of development work, in
cluding the construction of a tunnel at a cost of about $500,000, the 
outlook for 1929 is thought· to be good. This mine, which was a 
large producer 30 years ago, ho.a a quartz sulphide ore containing 
gold, lead, and silver, estimated to be worth about $85 a ton, or $80 
a ton after smelter charges. The cost of production was not stated. 
About 00 per cent of the ore is shipped to Leadville, and 10 per cent 
to Colorado City. This is a case where the ore is of sufficiently 
high grade to be treated in a lead smelter and not to require milling. 
The mining company's engineer testified that they expected to reach 
a production of 40 cars a month within a few months &nd that they 
would be able to ship at that rate for 10 years if the railroad con
tinued to operate, but that if the railroad were abandoned, the mine 
would either have to close or a mill would have to be built. The 
mine is 91 miles by rail from Leadville, but the direct distance over 
the mountains is only 6 or 8 miles. There is no direct highway, 
although there was formerly a stage road over the mountains, which 
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could possibly be made usable for trucks by the mine owners or the
county. There is another gold mine at Alma apparently not now in
operation, the owners of which are considering the building of a
mill. A recent increase in general activity in the Alma region is
indicated by the testimony of a local witness that there were billed
out at Fairplay 750 carloads of freight in 1928 and only 208 carloads
in 1927.

At Tiger, near Breckenridge, in Summit County, a large expendi
ture has been made in development work on old properties of the
Royal Tiger and Cashier mines, which contain low-grade ores of
zinc, lead, copper, iron, and some gold and silver. The testimony

indicates that the ore found is sufficient to justify production on a
large scale, although shipments in recent years have been insignifi
cant. The president of the Royal Tiger Mines Company testified
that his company had expended $2,500,000 in the last 10 years, of
which over $2,000,000 was for the construction of from 15 to 17
miles of tunnels and other development work; that upwards of
13,000 assays had been made at an expense of nearly $300,000; that
some 30,000 tons of ore had been put through a testing plant at an
expense of nearly $300,000; that over $180,000 had been spent in the
installation and equipment of a plant for treating, under the method
of selective flotation, 300 to 350 tons of ore per day; that prepara
tions were being made to bring the tonnage up to 1,000 tons a day

and that the budget was arranged to obtain 2,500 tons a day by the
end of 1929. It was further testified that their development now
justified the installation of a plant of not less than 10,000 tons a
day capacity, with ore blocked out to keep it going 40 years,
and that the ore in the Royal Tiger mines is worth $30,000,000.

It is estimated that this ore has a gross value of $7 a ton and
upwards and the expense of mining, milling, transportation, and
overhead is figured at about $4 per ton, or only about half of what
it costs at the Wellington Mine next considered. From 100 tons of
ore are obtained about 3 tons of concentrates, so that with a pro
duction of 2,500 tons per day there would be about 75 tons of con
centrates for shipment. Thus far it has been all development work
and practically no shipments have been made. The president of
the company testified that he could not say that the shipments in the
last 10 years would amount to 10 cars. He indicated, however, that
shipments would begin soon and that the railroad would be indis
pensable. He thought that the movement of their concentrates by
truck would be entirely impracticable and said that he had given
some consideration to operating the line in case such operation were
forced upon them by the abandonment proposed.
45729°—31—Vol 166—31
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could possibly be made usable for trucks by the mine owners or the 
county. There is another gold mine at Alma apparently not now in 
operation, the owners of which are considering the building of a 
milL A recent increase in general activity in the Alma region is 
indicated by the testimony of a local witness that there were billed 
out n.t Fairplay 750 carloads of freight in 1928 and only 208 carloads 
in 1927. 

At Tiger, near Breckenridge, in Summit County, a large expendi
ture has been made in development work on old properties of the 
Royal Tiger and Cashier mines, which contain low-grade ores of 
zinc, lead, copper, iron, and some gold and silver. The testimony 
indicates that the ore found is sufficient to justify production on a 
large scale, although shipments in recent years have been insignifi
cant. The pre:;ident of the Royal Tiger Mines Company testified 
that his company had expended $2,500,000 in the last 10 years, of 
which over $2,000,000 was for the construction of from 15 to 17 
miles of tunnels and other development work; that upwards of 
18,000 assays had been made at an expense of nearly $300,000; that 
some 30,000 tons of ore had been put through a testing plant at an 
expense of nearly $300,000; that over $180,000 had been spent in the 
installation and equipment of a plant for treating, under the method 
of selective flotation, 300 to 350 tons of ore per day; that prepara
tions were being made to bring the tonnage up to 1,000 tons a day 
and that the budget was arranged to obtain 2,500 tons a day by the 
end of 1929. It was further testified that their development now 
justified the installation of a plant of not less than 10,000 tons a 
day capacity, with ore blocked out to keep it going 40 years, 
and that the ore in the Royal Tiger mines is worth $30,000,000. 

It is estimated that this ore has a grrn:;s value of $7 a ton and 
upwards and the expense of mining, milling, transportation, and 
overhead is fi~ured at about $4 per ton, or only about half of what 
it costs at the Wellington Mine next considered. From 100 tons of 
ore are obtained about 8 tons of concentrates, so that with a pro
duction of 2,500 tons per day there would be about 75 tons of con
centrates for shipment. Thus far it has been all development work 
and practically no shipments have been made. The president of 
the company testified that he could not say that the shipments in the 
last 10 years would amount to 10 cars. He indicated, however, that 
shipments would begin soon and that the railroad would be indis
pensable. He thought that the movement of their concentrates by 
truck would be entirely impracticable and said that he had given 
some consideration to operating the line in case such operation were 
forced upon them by the abandonment proposed. 
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Another mine near Breckenridge is the Wellington, containing
an ore from which lead and zinc concentrates are made. A flotation
separating plant was completed in July, 1927. About 120 men are
employed. The lead concentrates are sent to Leadville and the zinc
concentrates to Amarillo via the Colorado & Southern. Although

there has been some decline in the business of this company it appears
that nearly 300 carloads of freight were moved in 1928 and that the
railway company secured approximately $16,000 in revenue there
from. It was testified that they could not profitably work ores from
this mine worth less than $9 or $10 a ton. The Aco Mining Com
pany is also developing a milling ore at Breckenridge, but has not
yet started shipping.

The Utah Gold Mining Company, about 7 miles northwest of
Como, employs a small force and expects to erect a mill for treating
complex ores, but it offers no definite or dependable assurance of
furnishing any material rail traffic. The King Solomon mine, near
Frisco, and the Wilson mines, near Robinson and Kokomo, are not
operating. On the Wilfley's Mill spur are the Kimberly and Wil
fley's mines, which are being operated in an experimental way, but
no shipments have been made from the spur since 1927 and it is no
longer usable. At or near this branch are also the Free America and
Kokomo claims, said to be just starting operations, and two aban
doned mines. The Free America expects to ship from 300 to 500
tons a month.

Some shipments of concentrates from mines in Clear Creek and
Gilpin Counties, north of the line to be abandoned, are made by
that line to Leadville, 112 “dry” tons having been shipped from
Gilpin County and 1,687 “dry” tons from Clear Creek County in
1928. It is testified that there are good prospects of increased
shipments from these counties.
The smelter at Leadville is owned by the American Smelting &
Refining Company. It treats gold, silver, lead, and copper ores and
concentrates, other than zinc. It is the only smelter accessible to
the counties which have been mentioned in this report. In 1928,
5,927 “dry” tons of ore were shipped to it from Summit, Clark,
Gilpin, and Clear Creek Counties over the narrow-gage line now
sought to be abandoned. Considerable increase is looked for by
the manager of the smelter from the Alma and Breckenridge regions.
If this smelter should shut down, only the higher-grade ores could
profitably be sent to Salt Lake City or Durango. All lead smelters
have had a decrease in business since the selective process has been
adopted. The ores mostly remaining must be subjected to this proc
ess in order to separate the zinc before the smelters can handle them.
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Another mine near Breckenridge is the Wellington, cont,a.injng 
an ore from which lead and zinc concentrates are made. A flotation 
separating plant was completed in July, 1927. About 120 men are 
employed. The lead concentrates are sent to Leadville and the zinc 
concentrates to Amarillo via the Colorado & Southern. Although 
there has been some decline in the business of this company it appears 
that nearly 300 carloads of freight were moved in 1928 and that the 
railway company secured approximately $16,000 in revenue there
from. It was testified that they could not profitably work ores from 
this mine worth less than $9 or $10 a ton. The Aco Mining Com
pany is also developing a milling ore at Breckenridge, but has not 
yet started shipping. 

The Utah Gold Mining Compa.ny, about 7 miles northwest of 
Como, employs a small force and expects to erect a mill for treating 
complex ores, but it offers no defini~ or dependable assurance of 
furnishing any material rail traffic. The King Solomon mine, near 
Frisco, and the Wilson mines, near Robinson and Kokomo, are not 
operating. On the '\Vilfley's Mill spur are the Kimberly and Wil
fley's mines, which are being operated in an experimental way, but 
no shipments have been made from the spur since 1927 and it is no 
longer usable. At or near this branch are also the Free America and 
Kokomo claims, said to be just starting operations, and two aban
doned mines. The Free America expects to ship from 300 to 500 
tons a month. 

Some shipments of concentrates from mines in Clear Creek and 
Gilpin Counties, north of the line to be abandoned, are made by 
that line to Leadville, 112 "dry" tons having been shipped from 
Gilpin County and 1,687 " dry " tons from Clear Creek County in 
1928. It is testified that there are good prospects of increased 
shipments from these counties. 

The smelter at Leadville is owned by the American Smelting & 
Refining Company. It treats gold, silver, lead, and copper ores and 
concentrates, other than zinc. It is the only smelter accessible to 
the counties which have been mentioned in this report. In 1928, 
5,927 "dry" tons of ore were shipped to it from Summit, Clark, 
Gilpin, and Clear Creek Counties over the narrow-gage line now 
sought to be abandoned. Considerable increase is looked for by 
the manager of the smelter from the Alma and Breckenridge regions. 
If this smelter should shut down, only the higher-grade ores could 
profitably be sent to Salt Lake City or Dutango. All lead smelters 
have had a decrease in business since the selective process has been 
adopted. The ores mostly remaining must be subjected to this proc
e~ in order to separate the zinc before the smelters can handle them. 
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A committee, of which the State commissioner of mines was a
member, has been investigating the establishment of a reduction
plant at Denver for combining smelting with other processes in the
treatment of low-grade zinc ores. From local examinations and
reports an estimate of the probable tonnage of ore for such a plant
was made. This indicated the following amounts to be available
on a daily basis in the counties concerned in this case: Clear Creek
County 700 tons, Gilpin County 300 tons, Park County 500 tons,
Summit County 800 tons. The cost of the project, embracing a
smelting and concentrating plant, is estimated at $1,500,000 or
$2,000,000, and with an electrolytic plant in addition, $5,000,000 or
$6,000,000. Secrecy surrounds the negotiations to form a new com
pany for this enterprise, but the promoters have confidence that it
can be financed. It is intended to follow the methods employed at
the International Smelting & Refining Company's plant at Tooele,
Utah, where a mill separates the zinc in the ore. The lead concen
trates go to the lead smelters, the copper goes to the copper smelter,

and the zinc goes to an electrolytic plant for treatment.
The foregoing outline of mining conditions covers the production
of zinc, lead, and associated metals. In addition there is found, at
Climax, the rare metal molybdenum, used in steel alloys during

the World War and later to a constantly increasing extent in the
manufacture of automobile parts, bearings, rolls, mining machinery,
etc. The production of molybdenum steel increased from 7,500 tons
in 1921 to 400,000 tons in 1928, having exceeded that of other alloys,

such as chrome, nickel, and tungsten. It was testified that 95 per
cent of the world's supply of molybdenum is in the United States,

and that 85 per cent is at Climax. Average molybdenum steel is
composed of 5 pounds of molybdenum to 1 ton of steel. The Climax
Molybdenum Company, begun in 1916 because of a world shortage of
tungsten, operated for war purposes until the time of the armistice,
and then for several years expended over $100,000 a year experi
menting, and endeavoring to develop a peace-time market. Active
operation was resumed in 1924, and has increased rapidly, due in
large part to the adoption of this metal by the Timken Roller
Bearing Company. In 1928, 321,448 tons of crude ore were mined
and milled here, in comparison with 92,263 tons in 1925. A force
of 220 men is employed. Rail shipments in 1928, generally to
Galveston, Tex., for export and to Langeloth, Pa., comprised a total
of 124 carloads, upon which $44,924 was paid in freight charges,
and the inbound traffic of the mine consisted of 375 carloads. Its
president testified that the company had invested roughly $2,500,000
and had put $1,000,000 or $1,500,000 back into the property, so that

it
s

investment was really $3,500,000 o
r $4,000,000. The Climax mill

166 I.C. C.

UPRRIG-000317

COLORADO A SOUTHERN BY. 00. ABANDONMENT 483 

A committee, of which the State commissioner of mines was a 
member, has been investigating the establishment of a reduction 
plant at Denver for combining smelting with other processes in the 
treatment of low-grade zinc ores. From local examinations and 
reports an estimate of the probable tonnage of ore for such a plant 
was made. This indicated the following amounts to be available 
on a daily basis in the counties concerned in this case : Clear Creek 
County 700 tons, Gilpin County 300 tons, Park County 500 tons, 
Summit County 800 tons. The cost of the project, embracing a 
smelting and concentrating plant, is estimated at $1,500,000 or 
$2,000,000, and with an electrolytic plant in addition, $5,000,000 or 
$6,000,000. Secrecy surrounds the negotiations to form a new com
pany for this enterprise, but the promoters have confidence that it 
can be financed. It is intended to follow the methods employed at 
the International Smelting & Refining Company's plant at Tooele, 
Utah, where a mill separates the zinc in the ore. The lead concen
trates go to the lead smelters, the copper goes to the copper smelter, 
and the zinc goes to an electrolytic plant for treatment. 

The foregoing outline of mining conditions covers the production 
of zinc, lead, and associated metals. In addition there is found, at 
Climax, the rare metal molybdenum, used in eteel alloys during 
the World War and later to a constantly increasing extent in the 
manufacture of automobile parts, bearings, rolls, mining machinery, 
etc. The production of molybdenum steel increased from 7,500 tons 
in 1921 to 400,000 tons in 1928, having exceeded that of other alloys, 
such as chrome, nickel, and tungsten. It was testified that 95 per 
cent of the world's supply of molybdenum is in the United States, 
and that 86 per cent is at Climax. Average molybdenum steel is 
composed of 5 pounds of molybdenum to 1 ton of steel. The Climax 
Molybdenum Company, begun in 1916 because of a world shortage of 
tungsten, operated for war purposes until the time of the armistice, 
and then for several years expended over $100,000 a year experi
menting, and endeavoring to develop a peace-time market. Active 
operation was resumed in 1924, and has increased rapidly, due in 
large part to the adoption of this metal by the Timken Roller 
Bearing Company. In 1928, 821,448 tons of crude ore were mined 
and milled here, in comparison with 92,263 tons in 1925. A force 
of 220 men is employed. Rail shipments in 1928, generally to 
Galveston, Tex., for export and to Langeloth, Pa., comprised a total 
of 124 carloads, upon which $44,924 was paid in freight charges, 
and the inbound traffic of the mine consisted of 875 carlonds. Its 
president testified that the company had invested roughly $2,500,000 
and bad put $1,000,000 or $1,500,000 back into the property, so that 
its investment was really $3,500,000 or $4,000,000. The Climax mill 
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is at present treating over 1,000 tons of ore daily, and with the
enlarged plant which has been authorized, will treat 1,500 tons a
day. This is considered by no means of final maximum. Much
development work has been done and the last inventory of the com
pany's ore reserves, made January 1, 1929, and based upon nearly
12,000 feet of diamond-drill holes and 8 miles of underground
workings showed 20,158,000 tons. The limits of the deposit are
not known, but it is testified that on the tonnage blocked out,
now the mine is good for 40 years at the rate of half a million
tons a year.

The concentrates of molybdenum ore are so concentrated that only

about 1 ton is derived from 100 tons of ore. The shipments to and
by the company furnish the railroad about 500 carloads a year.

The applicant obtains only a short haul on considerable of this
traffic as the company’s coal, part of its lumber, and part of the
steel balls, of which it uses about 60 carloads a year in its operations,
come by the Rio Grande to Leadville.
The interest shown in this plant by the Timken Roller Bearing
Company, the Central Alloy Steel Corporation, and the United States
War Department, the widespread market which has been developed
throughout the country, and the showing of increased uses for this
alloy, all entitle the Climax enterprise to be regarded as important.

As to the stability of the business from an earning standpoint,
some inference may be drawn from the president's statement that
the production cost of the concentrates ready for shipment is about
$300 a ton and their value about $600 a ton. Some competition

from New Mexico, Norway, and Australia is admitted.
The molybdenum mine is located at the top of the Fremont Pass,

elevation 11,319 feet, where much trouble is encountered in highway
transportation because of snow. Although by highway it is only
18 miles or less to Leadville, and downhill, great difficulty is experi
enced in keeping the highway open. It was closed from November
14, 1927, to May 20, 1928. While it is said that the roads are pretty
good in summer, it is testified that the mine could not be operated
economically without rail transportation. In the development of
this mine, reliance has evidently been placed on the continuance of
railroad service. Rejecting suggestions that the highways be used,
that a tramway be built to Leadville, or that the portion of the rail
road between Climax and Leadville be taken over by them, the min
ing company's representatives desire that no change be made in
existing transportation conditions. They do not say, however, that
the company would go out of business if the railroad were abandoned.
A protest against the proposed abandonment of the railroad was
made in the form of a resolution by the Colorado Mining Associa
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is at present treating over 1,000 tons of ore daily, and with the 
enlarged plant which has been authorized, will treat 1,500 tons a 
day. This is considered by no means of final maximum. Much 
development work has been done and the last inventory of the com
pany's ore reserves, made January 1, 1929, and based upon nearly 
12,000 feet of diamond-drill holes and 8 miles of underground 
workings showed 20,158,000 tons. The limits of the deposit are 
not known, but it is testified that on the tonnage blocked out, 
now the mine is good for 40 years at the rate of half a million 
tons a year. 

The concentrates of molybdenum ore are so concentrated that only 
about 1 ton is derived from 100 tons of ore. The shipments to and 
by the company furnish the railroad about 500 carloads a year. 
The applicant obtains only a short haul on considerable of this 
traffic as the company's coal, part of its lumber, and part of tho 
steel balls, of which it uses about GO carloads a year in its operations, 
come by the Rio Grande to Leadville. 

The interest shown in this plant by the Timken Roller Bearing 
Company, the Central Alloy Steel Corporation, and the United States 
War Department, the widespread market which has been developed 
throughout the country, and the showing of increased uses for this 
alloy, all entitle the Climax enterprise to be regarded as important. 
As to the stability of the business from an earning standpoint, 
some inference may be drawn from the president's statement that 
the production cost of the concentrates ready for shipment is about 
$300 a ton and their value about $600 a ton. Some competition 
from New Mexico, Norway, and Australia is admitted. 

The molybdenum mine is located at the top of the Fremont Pu.ss, 
elevation 11,319 feet, where much trouble is encountered in highway 
trunsportation becnuse of snow. Although by highway it is only 
18 miles or less to Leadville, and downhill, great difficulty is experi
enced in keeping the highway open. It was closed from November 
14, 1927, to May 20, 1928. While it is said that the roads are pretty 
good in summer, it is testified that the mine could not be operated 
economically without rail transportation. In the development of 
this mine, reliance has evidently been placed on the continuance of 
railroad service. Rejecting suggestions that the highways be used, 
that a tramway be built to Leadville, or that the portion of the rail
road between Climax and Leadville be taken over by them, the min
ing company's representatives desire that no change be made in 
existing transportation conditions. They do not say, however, that 
the company would go out of business if the railroad were abandoned. 

A protest against the proposed abandonment of the railroad was 
made in the form of a resolution by the Colorado Mining Associa-
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tion and the Colorado Chapter of the American Mining Congress,

which are working for the proposed Denver plant. It may be con
ceded that such a plant would, if installed, have a beneficial effect
on the traffic possibilities of the line in question, but the large
amount of money required for its construction is by no means
assured. The railway company treats the project as a remote possi
bility, and claims generally that the oil flotation process offers no
solution of the railroad problem. It shows that while the value of
gold, silver, copper, lead, and zinc produced in Summit and Park
Counties increased from $372,000 in 1872 to $2,988,363 in 1881,

declined to $642,083 in 1885 and increased to $2,104,153 in 1915 it
declined to $761,790 in 1925, since which year it has been $680,427
in 1926, $588,387 in 1927, and $675,442 in 1928. It is also shown that
whereas under former systems of mining ores were bulky and fur
nished much tonnage to the railroads they are now so concentrated
that the tonnage is much less, the concentration being so great in
the case of molybdenum that only about 20 pounds of concentrates
are obtained from a ton of ore.

The Platte Canyon line is difficult and expensive to operate on
account of heavy grades, excessive curvatures, and unfavorable cli
matic conditions. On the 163 miles of line between Waterton and
Leadville, including the Como-Alma branch, there are 1,092 curves
totaling 61.3 miles in length and making 101 complete circles. The
sharp curves vary from 20° to 32°. The steep grades are from 2.03
to 4.2 per cent eastbound and from 2.38 to 4.49 per cent westbound.
An average of 2.58 locomotives is required per train to haul an
average of 369 gross tons over Kenosha hill; an average of 1.7
engines per train of 194 gross tons is required over the Boreas hill;
and 1.5 locomotives are able to haul but 238 gross tons up the grade

at Climax. The rail in service is chiefly 52 pounds to the yard, but
some of it is as light as 35 and some as heavy as 60 pounds. Low
temperatures are common in winter. The snowfall in recent years

has been as heavy as 114 inches during a winter. The delays and
expense caused by storms, snow slides, and washings were shown to
be considerable.

Every effort has apparently been made to keep the cost of opera

tion low. On the 185 miles proposed to be abandoned, only 23 to
25 sectionmen and one roadmaster are regularly employed, and there
are agents at only eight stations. Two freight trains a week are
operated in each direction between Denver and Leadville and two
corresponding trains are run between Como and Alma. Passenger

service is operated daily, except Sunday, with additional trains in
summer between Waterton and Grant to accommodate fishermen.

The Public Utilities Commission of Colorado has refused applica
166 I. C. C.
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tion and the Colorado Chapter of the American Mining Congress, 
which are working for the proposed Denver plant. It may be con
ceded that such a plant would, if installed, have a beneficial effect 
on the traffic possibilities of the line in question, but the large 
amount of money required for its construction is by no means 
~ured. The railway company treats the project as a remote possi
bility, and claims generally that the oil flotation process offers no 
solution of the railroad problem. It shows that while the value of 
gold, silver, copper, lead, and zinc produced in Summit and Park 
Counties increased from $372,GOO in 1872 to $2,988,363 in 1881, 
declined to $642,083 in 1885 and increased to $2,104,153 in 1915 it 
declined to $761,790 in 1923, since which year it has been $680,427 
in 1926, $588,387 in 1927, and $675,442 in 1928. It is also shown that 
whereas under former systems of mining ores were bulky and fur
nished much tonnage to the railroncls they are now so concentrated 
that the tonnage is much less, the concentration being so great in 
the case of molybdenum that only about 20 pounds of concentrates 
are obtained from a ton of ore. 

The Platte Canyon line is difficult and expensive to operate on 
account of heavy grades, excessive curvatures, and unfavorable cli
matic conditions. On the 163 miles of line between Waterton and 
Leadville, including the Como-Alma branch, there are 1,092 curves 
totaling 61.3 miles in length and making 101 complete circles. The 
sharp curves vary from 20° to 32°. The steep grades are from 2.03 
to 4.2 per cent eastbound and from 2.38 to 4.49 per cent westbound. 
An average of 2.58 locomotives is required per train to haul an 
average of 369 gross tons over Kenosha hill; an average of 1.7 
engines per train of 194 gross tons is required over the Boreas hill; 
and 1.5 locomotives are able to haul but 238 gross tons up the grade 
at Climax. The rail in service is chiefly 52 pounds to the yard, but 
some of it is as light as 35 and some as heavy as 60 pounds. Low 
temperatures are common in winter. The snowfall in recent years 
has been as heavy as 114 inches during a winter. The delays and 
expense caused by storms, snow slides, and washings were shown to 
be considerable. 

Every effort has apparently been made to keep the cost of opera
tion low. On the 185 miles proposed to be abandoned, only 23 to 
25 sectionmen and one roadmaster are regularly employed, and there 
are agents at only eight stations. Two freight trains a week are 
operated in each direction between Denver and Leadville and two 
corresponding trains are run between Como and Alma. Passenger 
service is operated daily, except Sunday, with additional trains in 
summer between W aterton and Grant to accommodate fishermen. 
The Public Utilities Commission of Colorado has refused applica-
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tions to further reduce service. The equipment in service consists
of 7 passenger locomotives, 14 freight locomotives, 32 passenger
train cars, and 731 freight-train cars. This is little more than half
the amount of equipment used in 1900. The locomotives are old and
some of them are stated to be in very poor condition. Protestants
attribute the high cost of operation of the line largely to poor equip
ment.

In the years 1923 to 1927 the principal commodities handled on the
Denver to Leadville line and branches were the following:

1923 1924 1925 1926 1927

Tons Toms Tong Tong Tong
Cattle----------------------------------------------- 3,467 2,667 2,931 2,782 3, 199
Sheep------------------------ --- 2, 176 2,673 3.360 3, 119 2,946
Coal-------------------------- 9, 256 9,327 9, 293 9,975 9,099
Clay, gravel, and stone- 7,032 8,709 12,800 13,045 8,869
Hay------------------------------------------------- 8, 167 10,257 9,205 7,621 10,980

31,340 27,521 25,942 28,765 22, 535
2, 112 1,393 2,092 2, 179 2,674
8, 664 5,605 7,453 9,389 10,441

TeS------------------------------------------------- 25, 159 11,819 15,247 16, 181 13,825
Sugar beets 2,293 3, 669 6,098 7,456

Total (all commodities)------------------------ 109,165 95, 244 100,971 108,738 102,430

The total tonnage handled on the line to be abandoned, that is
,

excluding the section Denver to Waterton, is stated a
s 95,014 tons

in 1923, 78,895 tons in 1924, 80,958 tons in 1925, 86,058 tons in 1926,
and 71,009 tons in 1927.
The record shows that the ore transported over the Platte Canyon
line consisted o

f

895 carloads in 1923, 480 carloads in 1924, 631 car
loads in 1925, 639 carloads in 1926, 548 carloads in 1927, and 472
carloads in 1928. Protestants claim in brief that the tonnage for
1928 was considerably more than above stated. The number o

f pas
sengers carried o

n the line, Denver to Leadville, decreased from
34,366 in 1923 to 24,114 in 1927 and the revenue from passenger
traffic decreased from $85,994 to $52,560 in the same time. The pas
senger revenue allocated to the line from Waterton to Leadville
declined from $62,763 in 1923 to $39,936 in 1927.
For the 18 years 1910 to 1927, inclusive, the operating revenues o

f

the line covered by the railway company's application averaged

about $330,000 a year, the operating expenses about $490,000, the
operating deficit about $167,000, and the operating deficit after
taxes about $240,000 a year. The operating revenues decreased from
$444,813 in 1920 to $266,859 in 1927. The operating expenses for
those years respectively were $800,713 and $463,650. For the eight
years 1920 to 1927, inclusive, the operating deficits are shown a

s

$1,811,833, o
r $226,479 per year, and the operating deficits after taxes

a
s $2,713,361, o
r $339,170 a year.
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tions to further reduce service. The equipment in service ~nsists 
of 7 passenger locomotives, 14 freight locomotives, 32 passenger
train cars, and 731 freight-train cars. This is little more than half 
the amount of equipment used in 1900. The locomotives are old and 
some of them are stated to be in very poor condition. Protestants 
attribute the high cost of operation of the line largely to poor equip
ment. 

In the years 1928 to 1927 the principal commodities handled on the 
Denver to Leadville line and branches were the following: 

Cattle •••••••••••••.•••••••••.•.•••••••••••.••••••••. 
Sheep ••••••••••••••..•.•...•.•.•••••.• •••••••••••••• 
Cool. •.•••••••••••..•...•••••••••••••••••••.••••••••• 
Clay, gravel, and stone •••••••••••••••••••••••••••••. 
Hay·········-·········· ........................... . 
Ice._ -•••••••••••••••••••••.•••••.•.•••...•••••••.••• 
Lumber_ ........................................... . 
Logs, props, and poles .............................. . 
0 res •••••••••••••••••••• -•• -•• - - • - •••• -- -• • • - • • • • -•· • 
Bua:ar beet.a ......................................... . 

Total (all commodities) ....................... . 

Tom 
3,467 
2,176 
9,256 
7,032 
8,167 

31,340 
2,112 
8, 66.f 

26,159 
2,293 

109,166 

Tott, 
2,667 
2,673 
G,327 
8,709 

10,257 
27,621 

1,393 
6,605 

11,8111 
----------

115,2« 

1925 11128 11127 

Ton, Tou Tou 
2,931 2,782 8,190 
8,300 8,119 2.IHe 
9,293 9,976 11,0IMI 

12,600 18,00 8,88U 
11,205 7,621 10, 118() 

26, 9(2 28, i65 2'Z,535 
2,092 2,179 2,67-t 
7,453 9,~ 10,"1 

16,247 1ft, 181 18,826 
3,661) ft, 098 7,451 

100,971 108,738 102,GO 

The '.otal tonnage handled on the line to be abandoned, that is, 
excluding the section Denver to Waterton, is stated as 95,014 tons 
in 1923, 78,895 tons in 1924, 80,958 tons in 1925, 86,058 tons in 1926, 
and 71,009 tons in 1927. 

The record shows that the ore transported over the Platte Canyon 
line consisted of 895 carloads in 1923, 480 carloads in 1924, 631 car
loads in 1925, 639 carloads in 1926, 548 carloads in 1927, and 472 
carloads in 1928. Protestants claim in brief that the tonnage for 
1928 was considerably more than above stated. The number of pas• 
sengers carried on the line, Denver to Leadville, decreased from 
34,366 in 1923 to 24,114 in 1927 and the revenue from passenger 
traffic decreased from $85,994 to $52,560 in the same time. The pas• 
senger revenue allocated to the line from Waterton to Leadville 
declined from $62,763 in 1923 to $39,936 in 1927. 

For the 18 years 1910 to 1927, inclusive, the operating revenues of 
the line covered by the railway company's application averaged 
about $330,000 a year, the operating expenses about $490,000, the 
operating deficit about $167,000, and the operating deficit after 
taxes about $240,000 a year. The operating revenues decreased from 
$444,813 in 1920 to $266,859 in 1927. The operating expenses for 
those years respectively were $800,713 and $463,650. For the eight 
years 1920 to 1927, inclusive, the operating deficits are shown as 
$1,811,833, or $226,479 per year, and the operating deficits after taxes 
as $2,713,361, or $339,170 a year. 
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The operating ratio on this line is high on account of the character
of the road and of the country traversed, as hereinbefore shown,
and the light traffic. This light traffic is forcibly shown by the fact
of record that the average revenue ton-miles per mile of road oper

ated on this line were only 31,357, while on the remainder of the
Colorado & Southern lines they were 1,106,812; that is

,

the traffic
density on this line is only about 3 per cent o

f

that on other parts

o
f

the system. Maintenance-of-way cost is 51.3 per cent o
f oper

ating revenues as against 28.78 per cent on the Colorado & Southern

a
s
a whole. The wages o
f enginemen and trainmen in the freight

service are high on account o
f

mountain differentials and much
overtime.

The income account o
f

the Colorado & Southern for 1927, the last
full year for which statistics are given, shows net railway operating
income o

f $1,214,511, and the record shows that $1,610,000 was paid

in dividends. The railway company was able to pay its fixed charges
and these dividends because the amount o

f

its nonoperating income
for that year, exclusive o

f

hire o
f equipment and joint-facility rents

receivable, was $5,723,346. The operation o
f

the line proposed to be

abandoned, however, was a serious burden upon interstate commerce.
Protestants assert that as the line a

t

the time o
f

its acquisition

owned terminal rights and facilities in Denver which are now o
f

great value, it is unfair to the line and the industries and people
along the line to give separate consideration to the line from Water
ton to Leadville to the exclusion o

f

those terminal rights and facil
ities. We are not impressed by this argument. The fact that part

o
f
a line acquired in the past is profitable should not foreclose the

abandonment o
f

another part acquired at the same time which is
unprofitable and a burden upon interstate commerce.
The deficits mentioned, which officers o

f

the railway company say
have aggregated enough in the last nine years to rebuild the road,

were sustained in spite o
f

the fact, shown by the record, that the
freight rates are higher on this mountain railroad than on roads o

f

lower elevation, the average revenue per ton-mile between Denver
and Leadville being $0.03495, while o

n the remainder o
f

the Colo
rado & Southern system it was $0.01134, and the average passenger
fare being about 6 cents a mile a

s against 3.5 cents o
n other parts

of the system. Some of the protestants state that they would rather
pay higher rates than have the railroad abandoned. It appears
doubtful, however, that the traffic would bear higher rates. Denver
shippers want the Platte Canyon line retained in service because

it gives them competitive rates to Leadville. If the line is to com
pete with the Rio Grande it certainly can not raise rates much. It

also appears, as above noted, that the Climax Molybdenum Company
166 I. C. C.
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The operating ratio on this line is high on account of the character 
of the road and of the country traversed, as hereinbefore shown, 
and the light traffic. Thia light traffic is forcibly shown by the fact 
of record that the average revenue ton-miles per mile of road oper
ated on this line were only 31,357, while on the remainder of the 
Colorado & Southern lines they were 1,106,812 ; that is, the traffic 
density on this line is only about 3 per cent of that on other partl 
of the system. Maintenance-of-way cost is 51.3 per cent of oper
ating revenues as against 28.78 per cent on the Colorado & Southern 
as & whole. The wages of enginemen and trainmen in the freight 
service are high on account of mountain differentials and much 
overtime. 

The income account of the Colorado & Southern for 1927, the last 
full year for which statistics are given, shows net railway operating 
income of $1,214,511, and the record shows that $1,610,000 was paid 
in dividends. The railway company was able to pay its fixed charges 
and these dividends because the amount of its nonoperating income 
for that year, exclusive of hire of equipment and joint-facility rents 
receivable, was $5,723,346. The operation of the line proposed to be 
abandoned, however, was a serious burden upon interstate commerce. 

Protestant.a assert that as the line at the time of its acquisition 
owned t.erminal rights and facilities in Denver which are now of 
great value, it is unfair to the line and the industries and people 
along the line to give separate consideration to the line from Water
ton to ~adville to the exclusion of those terminal rights and facil
ities. We are not impressed by this argument. The fact that part 
of a line acquired in the past is profitable should not foreclose the 
abandonment of another part acquired at the same time which is 
unprofitable and a burden upon int.erstate commerce. 

The deficits mentioned, which officers of the railway company say 
have aggregat.ed enough in the last nine years to rebuild the road, 
were sustained in spite of the fact, shown by the record, that the 
freight rates are higher on this mountain railroad than on roads of 
lower elevation, the average revenue per ton-mile between Denver 
and ~adville being $0.03496, while on the remainder of the Colo
rado & Southern syst.em it was $0.01134, and the average passenger 
fare being about 6 cents a mile as against 3.6 cents on other parts 
of the system. Some of the protestants state that they would rather 
pay higher rates than have the railroad abandoned. It appears 
doubtful, however, that the traffic would bear higher rates. Denver 
shippers want the Platte Canyon line retained in service because 
it gives them competitive rates to Leadville. If the line is to com
pete with the Rio Grande it certainly can not raise rat.es much. It 
also appears, as above noted, that the Climax Molybdenum Company 
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has been bringing in carloads of steel balls used in its mill opera
tions and other supplies over the Rio Grande because it could not
get a satisfactory rate over the Platte Canyon line.
Protestants criticize the statements of operating revenue and ex
penses of the Platte Canyon line submitted by the applicant, because
they are figured on a mileage basis instead of on the basis of the
rates fixed for different parts of through hauls. To illustrate this
point they say that the total rate on zinc concentrates from Brecken
ridge to Amarillo, Tex., is made up as follows: $2.80 Breckenridge to
Denver, 110 miles; $2.50 Denver to Amarillo, 465 miles. This line,
they say, actually earns $2.80 of the total charge, but is credited
with only 91.23 cents on a mileage basis. As 6,572 tons of zinc
concentrates were shipped from the Wellington mine at Brecken
ridge in 1927, the total charge for which was $34,832, the line to be
abandonded should, they say, have been credited with $18,402 of
this amount but on a track-mile basis would be credited with only
$5,996. The method employed by the railway company, however,

involves a comparatively small amount of allocation of revenues,
as most of the traffic is local. It appears that of the total freight
and passenger revenue shown for the line west of Denver for 1923,
only 8.26 per cent is prorated on a mileage basis, and for 1927 only
7.59 per cent. The remainder was local traffic.
Other objections raised by protestants to the applicant's analysis

of the income and expenses of the line were in regard to apportion
ment of the general expenses of the system, to allocation of the cost
of operating the Denver terminals, to an alleged excessive amount
charged to this line for superintendence, and to the inclusion of
taxes, which it is claimed would not be saved. Of $577.332 charged
as operating expenses to the line in 1927 the sum of $78,612 repre:
sents an apportionment of system expenses, and of this amount about
$52,407 is assigned to the line west of Waterton. Protestants con
tend, but do not satisfactorily show, that none of this would be
saved by abandonment. Again, $27,707 of the operating expenses
represent a portion of the applicant's cost of operating Denver
terminals. Protestants claim that this apportionment, made on a
car-mileage basis, should have been made on the basis of the number
of cars handled. It was shown by the railway company, however,
that an apportionment on a cars-handled basis would have produced

a larger sum.

An important question raised in connection with the company's
showing of loss on the line proposed to be abandoned was in the
matter of taxes. This line is charged with taxes approximating
$112,000 a year from 1920 to 1926, and with $125,649 in 1927. A
member of the Colorado Tax Commission testified for the prot
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has been bringing in carloads of steel balls used in its mill opera
tions and other supplies over the Rio Grande because it could not 
get a satisfactory rate o,,er the Platte Canyon line. 

Protestants criticize the statements of operating revenue and ex
penses of the Platte Canyon line submitted by the applicant, because 
they are figured on a mileage basis instead of on the basis of the 
rates fixed for different parts of through hauls. To illustrate this 
point they say that the total rate on zinc concentrates from Brecken
ridge to Amarillo, Tex., is mnde up as follows: $::!.80 Breckenridge to 
Denver, 110 miles; $2.50 Denver to Amarillo, 465 miles. This line, 
they say, actually earns $2.80 of the total charge, but is credited 
with only 91.23 cents on a mileage basis. As 6,572 tons of zinc 
concentrates were shipped from the '\Vellington mine at Brecken
ridge in 1927, the total charge for which was $:34,832, the line to be 
abandonded should, they say, have been credited with $18,402 of 
this amount but on a track-mile basis would be credited with only 
$5,996. The method employed by the railway company, however, 
involves a comparatively small amount of allocation of revenues, 
as most of the traffic is local. It appears that of the total freight 
and passenger revenue shown for the line west of Denver for 1923, 
only 8.26 per cent is prorated on a mileage basis, and for 1927 only 
7.59 per cent. The remainder was local traffic. 

Other objections raised by protestants to the applicant's analysis 
of the income and expenses of the line were in r<'gard to apportion
ment of the general expenses of tho system, to allocation of the cost 
of operating the Denver terminals, to an alleged excessive amount 
charg-<'d to this line for superintendence, and to the inclusion of 
taxes, which it is claimed would not be saved. Of $577,332 charged 
as operating expenses to the line in 1!)27 the sum of $78,612 repre
sents an apportionment of system expenses, and of this amount about 
$52,407 is assigned to the line west of ,Yaterton. Protestants con
tend, but do not satisfactorily show, that none of this woulrl be 
saved by abandonment. Again, $27,707 of the operating expensc-s 
represent a portion of the applicant's cost of operating DenvC'r 
terminals. Profostants claim that this apportionment, made on n 
car-mileage basis, should have been made on the basis of the number 
of cars handled. It was shown by the railway company, howe"·cr, 
that an apportionment on a cars-handled basis would have produced 
a larger sum. 

An important question raised in connection with the company's 
showing of loss on the line proposed to be abandoned was in the 
matter of taxes. This line is charged with taxes approximating 
$112,000 a year from 1920 to 1!}26, and with $125,649 in 1927. A 
member of the Colorado Tax Commission testified for the prot-
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estants that, if the method used by that commission in levying
railroad taxes in the past were followed, the Colorado & Southern
would save nothing by this abandonment, that its taxes would prob
ably be increased thereby, because the value of the company's
physical property is determined by the capitalization of its earnings

at a certain rate per cent—7 per cent in 1928—and if its earnings
were increased by the abandonment of a line which is operated at a
loss an increased value would be given to the company's physical
property, notwithstanding the abandonment of part of it

.

The
chairman o

f

that commission, however, testified that it could not be

told in advance what the assessment would be and that if 185 miles

o
f

railroad were abandoned the Colorado percentage o
f

the whole
system would b

e

decreased accordingly, and that would b
e
a factor

tending to reduce the taxes; that he had never known a case where
the junking and elimination o

f

railroad trackage did not tend toward
the decrease in the assessed valuation o

f

the railroad. We are not
impressed b

y

the argument that the abandonment by the applicant

o
f

185 miles o
f railroad, about 23 per cent of its mileage in the State

and nearly 1
8 per cent o
f

its total mileage, would not tend toward a

reduction in its taxes.

The protestants also claim that if the feeder value of this line to

the Burlington, the proprietary line o
f

the Colorado & Southern,
were ascertained and added to the income credited to the line the
alleged deficits would b

e wiped out. A definite measure of feeder
value to the Burlington is not directly provided b

y

the record.
However, from the exhibits showing individual shipments from
December, 1927, to November, 1928, it appears that the Burlington
participated in handling many such shipments, mostly o

f

small ton
nage. The amount o

f

this traffic clearly shown to have been over
Burlington lines during this period was about 3,125,000 ton-miles,

with a
n

additional 788,000 ton-miles indicated b
y

shipments for
warded from o

r

destined to points suggestive o
f Burlington routing

in part. If the average 1928 revenue o
f

the Burlington o
f

$0.00982 per ton-mile b
e applied to these figures, the Burlington

might be said to have received somewhere between $30,687 and
$38,431 from traffic o

f

the Colorado & Southern line west o
f

Denver

in the period stated. The expense to the Burlington o
f handling

this traffic is not of record.

Protestants assert that a great saving could b
e made by the rail

way company in operating the line in question b
y securing new and
heavier motive power. The opinion was expressed that three o
f

the engines now used o
n

the line are only 6
5

to 7
0 per cent efficient
and the others only 2

0

to 25 per cent. It was thought that eight
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estants that, if the method used by that commission in levying 
railroad taxe,s in the past were followed, the Colorado & Southern 
would save nothing by this abandonment, that its taxe,s would prob
ably be increased thereby, because the value of the company's 
physical property is determined by the capitalization of its earnings 
at a certain rate per cent-7 per cent in 1928-and if its earnings 
were increased by the abandonment of a line which is operated at a 
loss an increased value would be given to the company's physical 
property, notwithstanding the abandonment of part of it. The 
chairman of that commission, however, te..-,tified that it could not be 
told in advance what the assessment would be and that if 185 miles 
of railroad were abandoned the Colorado percentage of the whole 
system would be decreased accordingly, and that would be a factor 
tending to reduce the taxes; that he had never known a. case where 
the junking and elimination of railroad trackage did not tend toward 
the 9-ecrease in the assessed valuation of the railroad. We are not 
impressed by the argument that the abandonment by the applicant 
of lBlS miles of railroad, about 23 per cent of its mileage in the State 
and nearly 18 per cent of its total mileage, would not tend toward a 
reduction in its taxes. 

The protestants also claim that if the feeder value of this line to 
the Burlington, the proprietary line of the Colorado & Southern, 
were ascertained and ndded to the income credited to the line the 
alleged deficits would be wiped out. A definite measure of feeder 
value to the Burlington is not directly provided by the record. 
However, from the exhibits showing individual shipments from 
December, 1927, to November, 1928, it appears that the Burlington 
participated in handling many such shipments, mostly of small ton
nage. The amount of this traffic clearly shown to ha~e been over 
Burlington lines during this period was about 3,125,000 ton-miles, 
with an additional 788,000 ton-miles indicated by shipments for
warded from or destined to points suggestive of Burlington routing 
in part. If the average 1928 revenue of the Burlington of 
$0.00982 per ton-mile be applied to these figures, the Burlington 
might be said to have received somewhere between $30,687 and 
$38,431 from traffic of the Colorn<lo & Southern line west of Denver 
in the period stated. The expense to the Burlington of handling 
this traffic is not of record. 

Protestants assert that a great saving could be made by the rail
way company in operating the line in question by securing new and 
heavier motive power. The opinion was expressed that thr~ of 
the engines now used on the line are only 65 to 70 per cent efficient 
and the others only 20 to 25 per cent. It was thought that eight 
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new locomotives would be sufficient for the line and that they would
cost about $50,000 each. Materially heavier engines, however, would
require the rebuilding of the road with heavier rails, all of which
would involve greatly increased expenses. The railway company
does not consider these expenses advisable in view of the industrial
conditions shown by the record.
If the abandonment sought is permitted, the Colorado & South
ern offers to donate the line to be abandoned, or any part or parts
thereof, to such local interests or communities as may desire to con
tinue operation. It also offers to donate for that purpose such of the
locomotives and other rolling stock used on the line as may be
necessary for its continued operation. It further states in its brief
that assurance has been given by the trustee of the refunding and
extension mortgage that arrangements will be made for a release
of the line from this mortgage in case we authorize the abandonment
and the company's offer to other interests is accepted. It is stated
that the only other mortgage on the line is now being paid off. To
the objection of protestants that the line to be abandoned is of little
value without the segment from Waterton to Denver, giving it access
to the latter city and opportunities for connection with the rail
roads at that point, counsel for the Colorado & Southern stated at
the argument that the railway company was perfectly willing to
have us condition any certificate granting the abandonment requested
“upon the Colorado & Southern not only donating this line which
it seeks to abandon but transferring to the railroad company or
person who takes it the line from Waterton up to South Park Junc
tion in the corporate limits of Denver, including the so-called Mor
rison branch and the so-called Silica branch.” South Park Junction

is the end of the narrow gage, where it meets the broad-gage line of
railroad. It is about 2 miles from the passenger station in Denver.
The territory and interests served by the Platte Canyon line would
not be left without transportation facilities by the abandonment
proposed. The record shows that there are good highways in the
region in question connecting the principal towns on the line and
connecting the territory served by the line with points to the north
and to the south, although they have some heavy mountain grades.

Automobiles and motor busses have already taken from the line a
large part of its passenger traffic and will, it is believed, care for
the rest of that traffic in a satisfactory manner. Motor companies

are also prepared to establish lines of motor trucks in the territory

concerned and the railway company offers to donate the roadbed
of its line for highway purposes, if it is not used as a railway, and
thus provide a highway of easy grades. It is doubtless somewhat
easier to keep the railroad open in winter with steam locomotives
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new locomotives would be sufficient for the line and that they would 
cost about $60,000 each. Materially heavier engines, however, would 
require the rebuilding of the road with heavier rails, all of which 
would involve greatly increased expenses. The railway company 
does not consider these expenses advisable in view of the industrial 
conditions shown by the record. 

If the abandonment sought is permitted, the Colorado & South
ern offers to donate the line to be abandoned, or any part or parts 
thereof, to such local interests or communities as may desire to con
tinue operation. It also offers to donate for that purpose such of the 
locomotives and other rolling stock used on the line as may be 
necessary for its continued operation. It further states in it.s brief 
that assurance has been given by the trustee of the refunding and 
extension mortgage that arrangement.s will be made for a release 
of the line from this mortgage in case we authorize the abandonment 
and the company's off er to other interests is accepted. It is ~ted 
that the only other mortgage on the line is now being paid off. To 
the objection of protestants that the line to be abandoned is of little 
value without the segment from Waterton to Denver, giving it access 
to the latter city and opportunities for connection with the rail
roads at that point, counsel for the Colorado & Southem stated at 
the argument that the railway company was perfectly willing to 
have us condition any certificate granting the abandonment requested 
" upon the Colorado & Southern not only donating this line which 
it seeks to abandon but transferring to the railroad company or 
person who takes it the line from Waterton up to South Park Junc
tion in the corporate limits of Denver, including the so-called Mor
rison branch and the so-called Silica branch." South Park Junction 
is the end of the narrow gage, where it meet.s the broad-gage line of 
railroad. It is about 2 miles from the passenger station in Denver. 

The territory and interests served by the Platte Canyon line would 
not be left without transportation facilities by the abandonment 
proposed. The record shows that there are good highways in the 
region in question connecting the principal towns on the line and 
connecting the territory served by the line with points to the north 
and to the south, although they have some heavy mountain grades. 
Automobiles and motor bu~ have already taken from the line a 
large part of its passenger traffic and will, it is believed, care for 
the rest of that traffic in a satisfactory manner. Motor companies 
are also prepared to establish lines of motor trucks in the territory 
concerned and the railway company offers to donate the roadbed 
of its line for highway purposes, if it is not used as a railway, and 
thus provide a highway of easy grades. It is doubtless somewhat 
easier to keep the railroad open in winter with steam locomotives 
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and rotary plows than it is to keep the highways open, but repre
sentatives of motor companies testified that their motor lines were
kept in operation all winter with few interruptions to traffic. A
motor transport company, operating busses and trucks carrying all
kinds of freight proposes to apply to the State commission for per
mission to enter this transportation field if the railroad is aban
doned, and its president thinks that service can be provided during

90 per cent of the year. In the easterly part of the territory
motor trucks would perhaps handle most of the traffic in a satisfac
tory manner. Livestock, as above shown, is in many cases trans
ported long distances by trucks. Lumber and ice can be economi
cally hauled by trucks for short distances. The ice traffic would
probably be injured, but long-distance transportation of ice is stead
ily decreasing due to the increased use of manufactured ice and to
electric refrigeration. Lumber transportation would also doubtless
be affected, but the tonnage furnished by this industry is relatively

small. Hay perhaps can not be advantageously hauled long dis
tance by truck, but more of it probably could be used to advantage
on the farms and ranches by increasing the holdings of livestock.
Long hauls of granite by truck are also probably impracticable,
but the granite quarries have furnished little traffic in the last few
years and they seem not to be at a prohibitive distance from Water
ton and that part of the line which will be continued in operation.
While the mining industry seems to need the railroad more than
any other, the mines are mostly on the westerly part of the line
and their products largely move to Leadville. Only three mines
are at present producing tonnage in considerable volume, the Lon
don mine at Alma, the Wellington mine at Breckenridge, and the
Molybdenum mine at Climax. As to the London mine, in case of
the abandonment of the railroad, if it were found to be impracti
cable to transport the ores by truck over the mountain and no one
were willing to operate the railroad, it might be necessary for the
company to build a mill, as its engineer suggests. As for the mines
at Breckenridge, Frisco, and other points in Summit County and at
Climax in Lake County, the operation of the railroad between
Breckenridge and Leadville would take care of this traffic, and it
would seem that if those mining interests are badly in need of the
railroad they might find a way to operate it in view of the railway
company's offer to donate the railroad and equipment. In behalf
of the Royal Tiger mine, which, while not presently producing

much tonnage for the railroad, has, as we have seen, been making
expensive improvements, it was indicated, as above noted, that the
management has given some consideration to the operation of the
railroad in case of its abandonment by the railroad company.
166 I.C. C.

UPRRIG-000325

OOLORAIJO cl SOUTHERN BY. 00. ABANDONMENT 491 

and rotary plows than it is to keep the highways open, but repre
sentatives of motor companies testified that their motor lines were 
kept in operation all winter with few interruptions to traffic. A 
motor tr&Il8port company, operating busses and trucks carrying all 
kinds of freight proposes to apply to the State commission for per
mission to enter this transportation field if the railroad is aban
doned, and its president thinks that service can be provided during 
90 per cent of the year. In the easterly part of the territory 
motor trucks would perhapa handle most of the traffic in a satisfac
tory manner. Livestock, as above shown, is in many cases trans
ported long distances by trucks. Lumber and ice can be economi
cally hauled by trucks for short distances. The ice traffic would 
probably be injured, but long-distance transportation of ice is stead
ily decreasing due to the increased use of manufactured ice and to 
electric refrigeration. Lumber transportation would also doubtless 
be affected, but the tonnage furnished by this industry is relatively 
small . Hay perhaps can not be advantageously hauled long dis
tance by truck, but more of it probably could be used to advantage 
on the farms and ranches by increasing the holdings of livestock. 
Long hauls of granite by truck are also probably impracticable, 
but the granite quarries have furnished little traffic in the last few 
years and they seem not to be at a prohibitive distance from Water
ton and that part of the line which will be continued in operation. 

While the mining industry seems to need the railroad more than 
any other, the mines are mostly on the westerly part of the line 
and their products largely move to Leadville. Only three mines 
are at present producing tonnage in considerable volume, the Lon
don mine at Alma, the Wellington mine at Breckenridge, and the 
Molybdenum mine at Climax. As to the London mine, in case of 
the abandonment of the railroad, if it were found to be impracti
cable to transport the ores by truck over the mountain and no one 
were willing to operate the railroad, it might be necessary for the 
company to build a mill, as its engineer suggests. As for the mines 
at Breckenridge, Frisco, and other points in Summit County and at 
Climax in Lake County, the operation of the railroad between 
Breckenridge and Leadville would take care of this traffic, and it 
would seem that if those mining interests are badly in need of the 
railroad they might find a way to operate it in view of the railway 
company's off er to donate the railroad and equipment. In behalf 
of the Royal Tiger mine, which, while not presently producing 
much tonnage for the railroad, has, as we have seen, been making 
expensive improvements, it was indicated, as above noted, that the 
management has given some consideration to the operation of the 
railroad in case of its abandonment by the railroad company. 
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The record before us, so far as it relates to existing operations,
would justify the issuance of the certificate sought. It shows con
tinuing losses in large amounts for many years from the operation
of the line in question. Operations at the cost of so serious a burden
upon interstate commerce can not be expected to be continued indefi
nitely. We must, however, consider the needs of the communities
and interests served and their showing as to future prospects of
traffic for the railroad. Although, as indicated herein, the testimony

as to those prospects is conflicting, we are sufficiently impressed with
the representations of the protestants to afford an opportunity to
test their predictions. Accordingly, we will deny the application
without prejudice to its renewal by the applicant after the expiration
of 36 months from the date hereof if it can show that the situation
has not materially improved.

In the meantime, possible economies in operation, such as might
be effected by reducing passenger service, changing freight schedules,
and perhaps improvement of equipment, should be developed. It is
also possible that the cooperation of the State through reduction in
taxes can be secured. The public served by the road should realize
that the continuation of the service is dependent primarily on the
traffic furnished. If the people desire to retain the service of the
railroad they will no doubt appreciate the necessity of providing it
with sufficient traffic to enable it to live.

The application of the city, in Finance Docket No. 7092, for a
certificate that public convenience and necessity permit the abandon
ment by the Colorado & Southern Railway Company of that portion

of its Platte Canyon line extending from Waterton to Buffalo, on
condition that the city build a relocated line in its place, as stated
in its amended application and in this report, will be denied.

LEwis, Commissioner, concurring:

It is desirable that the character of the finding herein made be
emphasized. The carrier, the State, and the territory served are all
given a probationary period in which to make a united effort to save
these lines of railroad. So far as the carrier is concerned, it is
desirable that it look to what the nearby Uintah has successfully
done under more adverse operating grades and curves, and in a more
sparsely settled country yielding less tonnage, largely by changes in
motive power which have reduced operating costs.
The State of Colorado asks that the railroad be saved. Other
States, confronted with probable loss of railroads, have contributed
successfully to their preservation by lessening or removing tax bur
dens for a rehabilitation period. Instances that come to mind are
Indiana, in the case of the Chicago, Attica & Southern Railroad;
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The record before us, so far as it relates to existing operations, 
would justify the issuance of the certificate sought. It shows con
tinuing losses in large amounts for many years from the operation 
of the line in question. Operations at the cost of so serious a burden 
upon interstate commerce can not be expected to be continued indefi
nitely. We must, however, consider the needs of the communities 
and interrsts servecl and their showing as to future prospects of 
traffic for the railroad. Although, as imlicated herein, the testimony 
as to those prospects is conflicting, we are sufficiently impressed with 
the representations of the protestants to afford an opportunity to 
test their predictions. Accordingly, we will deny the application 
without prejudice to its renewal by the applicant after the expiration 
of 36 months from the date hereof if it can show that the situation 
has not materially improverl. 

In the meantime, possible economies in operation, such as might 
be effected by reducing passenger service, changing freight schedules, 
and perhaps improvement of equipment, should be developed. It is 
also possible that the cooperation of the State through reduction in 
taxes can be secured. The public served by the road should realize 
that the continuation of the service is dependent primarily on the 
traffic furnished. If the people desir~ to retain the service of the 
railroad they will no doubt appreciate the necessity of providing it 
with sufficient traffic to enable it to live. 

The application of the city, in Finance Docket No. 7092, for a 
certificate that public convenience and necessity permit the abandon
ment by the Colorado & Southern Railway Company of that portion 
of its Platte Canyon line extending from Waterton to Buffalo, on 
condition that the city build a relocated line in its place, as stated 
in its amended application and in this report, will be denied. 

LEw1s, Oomnnissioner, concurring: 
It is desirable that the character of the finding herein made be 

emphasized. The carrier, the State, and the territory served are all 
given a probationary period in which to make a united effort to save 
these lines of railroad. So far as the carrier is concerned, it is 
desirable that it look to what the nearby Uintah has successfully 
done under more adverse operating grades and cur-ves, and in o. more 
sparsely settled country yielding less tonnage, largely by changes in 
motive power which have reduced operating costs. 

The State of Colorado asks that the railroad be saved. Other 
States, confronted with probable loss of railroads, have contributed 
successfully to their preservation by lessening or removing tax bur
dens for a rehabilitation period. Instances that come to mind are 
Indiana, in the case of the Chicago, Attica & Southern Railroad; 
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Michigan, in the case of the Manistee & Northeastern Railway
Company, and probably roads in it

s

cut-over lumber section; and, in

the notable case o
f

the Kansas City, Mexico & Orient Railway, the
relief extended down to counties and townships. Section 15a (18) o

f

the interstate commerce law provides that any carrier, o
r corporation

organized to construct and operate a railroad, proposing to undertake
the construction and operation o

f
a new line o
f

railroad may b
e

relieved o
f recapture o
f

excess earnings. It would seem logical that

if the Federal Government is willing to lessen taxation o
n newly

constructed lines in order to fill out an adequate system o
f trans

portation, other political units may justify lessening o
f

tax burdens
for the purpose o

f saving established and needed lines. Such political
divisions are faced with the fact that abandonment not only reduces
taxable railroad property but depresses the sections served and lessens
the ability o

f property to continue to pay taxes.
As for the localities and country served b

y

the carrier, there are
many precedents for organization to route traffic and in various ways

to improve the carrier's position and to cooperate with it
.

This has
not only been done successfully b

y

communities o
r

sections served

b
y
a weakened carrier whose future operation was threatened, but

also has been done by States interesting themselves in the future
welfare and strengthening the position o

f

the carriers that serve

them. Voluntary action b
y

the New England States in cooperating

to place their railroads on a satisfactory basis is a notable example.

The declaration o
f Congress is that there be maintained a
n adequate

system o
f transportation and this requires in this instance the bona

fide cooperation o
f

all interests in an attempt to continue the existence
and operation o

f

this railroad across central Colorado.

LEE, Commissioner, concurring in part:

I concur in dismissing the complaint of the city of Denver and

in refusing the railroad company permission to abandon that portion

o
f

its railroad under consideration herein. However, I doubt the
wisdom o

f fixing a definite time within which traffic must be increased
to avert an order of abandonment.

The majority express the opinion that during this test period
“It is possible that the cooperation of the State through reduction

in taxes can be secured.” This commission has no jurisdiction over
the taxation o
f

railroads by a State. Furthermore, it can not be

presumed that the State o
f

Colorado does not fairly and equitably
assess and collect taxes on all the taxable property within the
State. In my judgment, it is improper for this commission to suggest

to the responsible officers o
f

the State that this railroad b
e relieved

o
f any o
f
it
s

fair share o
f

the tax burden.
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Michigan, in the case of the Manistee & Northeastern Railway 
Company, and probably roads in its cut-over lumber section; and, in 
the notable case of the Kansas City, Mexico & Orient Railway, the 
relief extended down to counties and townships. Section 15a {18) of 
the interstate commerce law provides that any carrier, or corporation 
organized to construct and operate a railroad, proposing to undertake 
the construction and operation of a new line of railroad may be 
relieved of recapture of excess earnings. It would seem logical that 
if the Federal Government is willing to lessen taxation on newly 
constructed lines in order to fill out an adequate system of trans
portation, other political units may justify lessening of tax burdens 
for the purpose of saving established and needed lines. Such political 
divisions are faced with the fact that abandonment not only reduces 
taxable railroad property but depresses the sections served and lessens 
the ability of property to continue to pay taxes. 

As for the localities and country served by the carrier, there are 
many precedents for organization to route traffic and in various ways 
to improve the carrier's position and to cooperate with it. This has 
not only been done successfully by communities or sections served 
by a weakened carrier whose future operation was threatened, but 
also has been done by States interesting themselves in the future 
welfare and strengthening the position of the carriers that serve 
them. Voluntary action by the New England States in cooperating 
to place their railroads on a satisfactory basis is a notable example. 

The declaration of Congress is that there be maintained an adequate 
system of transportation and this requires in this instance the bona 
fide cooperation of all interests in an attempt to continue the existence 
a.nd operation of this railroad across central Colorado. 

Lu, Of>mmissioner, concurring in part: 
I concur in dismissing the complaint of the city of Denver and 

in refusing the railroad company permission to abandon that portion 
of its railroad under consideration herein. However, I doubt the 
wisdom of fixing a definite time within which traffic must be increased 
to avert an order of abandonment. 

The majority ~xpress the opinion that during this test period 
" It is possible that the cooperation of the State through reduction 
in taxes can be secured." This commission has no jurisdiction over 
the taxation of railroads by a State. Furthermore, it can not be 
presumed that the State of Colorado does not fairly and equitably 
assess and collect taxes on all the taxable property within the 
State. In my judgment, it is improper for this commission to suggest 
to the responsible officers of the State that this railroad be relieved 
of any of its fair share of the tax burden. 
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ORDER

Entered June 2, 1930

A hearing and investigation of the matters and things involved in
these proceedings having been had, and the commission having, on
the date hereof, made and filed its report containing its findings of
fact and conclusions thereon, which report is hereby referred to
and made a part hereof:
It is ordered, That the application of the Colorado & Southern
Railway Company in Finance Docket No. 7182 for a certificate that
the present and future public convenience and necessity permit the
abandonment of its narrow-gage line of railway and connecting
branches in Douglas, Jefferson, Park, Summit, and Lake Counties,
Colo., be, and it is hereby, denied without prejudice.
It is further ordered, That the application of the city and county
of Denver, Colo., by its board of water commissioners, in Finance
Docket No. 7092, for a certificate that public convenience and neces
sity permit the abandonment by the Colorado & Southern Railway
Company of that portion of its Platte Canyon line extending from
Waterton to Buffalo, in Jefferson and Douglas Counties, Colo., de
scribed in the application in Docket No. 7092 and in this report, be,
and it is hereby, denied.
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Entered June B, 1930 

A hearing and investigation of the matters and things involved in 
these proceedings having been had, and the commission having, on 
the date hereof, made and filed its report containing its findings of 
fact and conclusions thereon, which report is hereby referred to 
and made a part hereof: 

It i, ordered, That the application of the Colorado & Southern 
Railway Company in Finance Docket No. 7182 for a certificate that 
the present and future public convenience and necessity permit the 
abandonment of its narrow-gage line of railway and connecting 
branches in Douglas, Jefferson, Park, Summit, and Lake Counties, 
Colo., be, and it is hereby, denied without prejudice. 

It i8 furth61" ordered, That the application of the city and county 
of Denver, Colo., by its board of water commissioners, in Finance 
Docket No. 7092, for a certificate that public convenience and neces
sity permit the abandonment by the Colorado & Southern Railway 
Company of that portion of its Platte Canyon line extending from 
Waterton to Buffalo, in Jefferson and Douglas Counties, Colo., de
scribed in the application in Docket No. 7092 and in this report, be, 
and it is hereby, denied. 
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FINANCE DOCKET No. 7132 

COLORADO & SOUTHERN RAILWAY COMPANY 
ABANDONMENT 

,Sub1nitted July 24, 1936. Decided October 12, 1936 

Certificate issued permitting abandonment by the Colorado & Southern Railway 
Company of a narrow-gage line of railroad, and certain branch lines con
necting therewith, in Douglas, Jefferson, Park, Summit, and Lake Counties, 
Colo. Condition prescribed. Previous report, 166 I. C. c: 470. 

Bruce Scott, John Q. Dier, John L. Rice, Walter McFarland, and 
Henry 0. Hal,l for applicant. 

Paul P. Prosser, Richard E. Oonour, Robert S. Palmer, Robert L. 
Gee, Carl A. Kaiser, Quentin D. Bonner, Wilbur F. Denious, Dayton 
Denious, Arthur Ponsford, Joseph D. Pender, D. 0. Stone, Fred L. 
Emerson, Arthur J. Lovell, and J. A. Farquharson for protestants. 

Victor A. Miller for himself and trustees 0£ railroad company. 
Barney L. Whatley and Cecil R. Ditsch for interveners. 
Charles J. Hotchkiss for manufacturers' bureau. 

REPORT OF THE COMMISSION ON F"CRTHER HEARING 

BY THE COMMISSION: 

Exceptions were filed to the report proposed by the examiner and 
the case was argued orally. 

By report and order dated June 2, 1930, in the above-entitled pro
ceeding, 166 I. C. C. 470, we denied the application of the Colorado & 
Southern Railway Company for a certificate of public convenience 
and necessity permitting abandonment of (1) that part of its Denver
Leadville narrow-gage line extending southwesterly and westerly 
from vVaterton, through Jefferson and Douglas Counties, to Como, 
Park County, thence northwesterly to Dickey, Summit County, and 
thence southwesterly, through Summit and Lake Counties, to Lead
ville, a total distance of 131.67 miles; and (2) branch lines connecting 
with its Denver-Leadville narrow-gage line, described as follows: 
(a) All its 3-rail branch line in Lake County, extending southeasterly 
from Leadville to Blind Tom mine, 2.44 miles; (b) all its narrow
gage branch line in Summit County, extending northerly from Dickey 
to Dillon and thence easterly to Keystone, a total distance of 6.84 
miles; (c) all its narrow-gage branch line in Summit County, extend
ing northwesterly from Kokomo to Wilfl.ey's Mill, 1.1 miles; (d) all 

217 I. C. 0. 



UPRRIG-000330

COLORADO & S. RY. CO. ABANDONMENT 367 

its narrow-gage branch line in Park County, extending southerly 
from Como to Garos and thence northwesterly through Fairplay to 
Alma, a total distance of 31.67 miles; and ( e) all its narrow-gage 
branch line in Park County, extending southwesterly from Hill Top 
Junction to Leavick, 11.33 miles. These lines have an aggregate 
length of 185.05 miles and are all located in the State of Colorado. 

In that report are set forth pertinent facts concerning the history 
and physical characteristics of the lines in question, a description of 
the tributary territory, the industries served, the nature and volume 
of traffic handled during the 5-year period 1923-27, and the financial 
results of operation. In our conclusions we said: 

The record before us, so far as it relates to existing operations, would justify 
the issuance of the certificate sought. It shows continuing losses in large 
amounts for many years from the operation of the line in question. Operations 
at the cost of so serious a burden upon interstate commerce cannot be expected 
to be continued indefinitely. We must, however, consider the needs of the 
communities and interests served and their showing as to future prospects of 
traffic for the railroad. Although, as indicated herein, the testimony as to those 
prospects is conflicting, we are sufficiently impressed with the representations 
of the protestants to afford an opportunity to test their predictions. Accord
ingly, we will deny the application without prejudice to its renewel by the 
applicant after the expiration of 36 months from the date hereof if it can show 
that the situation has not materially improved. 

In the meantime, possible economies in operation, such as might be effected 
by reducing passenger service, changing freight schedules, and perhaps im
provement of equipment, should be developed. It is also possible that the 
cooperation of the State through reduction in taxes can be secured. The pub
lic served by the road should realize that the continuation of the service is 
dependent primarily on the traffic furnished. If the people desire to retain 
the service of the railroad they will no doubt appreciate the necessity of 
providing it with sufficient traffic to enable it to live. 

The Colorado & Southern Railway Company offered to donate the 
above-described lines, or any portion thereof, to any local interests 
or communities that might wish to operate them, together with such 
rolling stock used thereon as might be necessary for continued oper
ation, and to allow the operator entry into Denver. Pursuant to 
that offer, two corporations were formed and each filed an application 
with us for authority to acquire and operate the lines in question. 
The applications were denied. Denver I. & S. Ry. Co. Acqui8ition: 
193 I. C. C. 707, decided November 29, 1933. 

On August 16, 1935, the Colorado & Southern Railway Company 
filed a petition seeking (a) to reopen the case, ( b) to amend its 
application in the previous proceeding by excluding therefrom its 
request for permission to abandon the western portion of its Denver
Leadville line between Leadville and Climax, 14.83 miles, and (c) 
to renew the application as amended. The aggregate length of the 
lines now sought to be abandoned is 170.22 miles. The offer to do-
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nate the lines and rolling stock, above mentioned, is now withdrawn. 
The petition was granted and a further hearing was held at which 
the attorney general and the assistant attorney general of Colorado 
entered appearances in opposition to the applicant's proposal on 
behalf of the protestants, the State of Colorado, and the Public 
Utilities Commission of that State. The proposed abandonment also 
is opposed by various local authorities, business interests, and munici
palities in the territory tributary to the line. 

All points mentioned herein are in the State of Colorado unless 
otherwise designated. 

The applicant's main line extends southerly from a connection with 
the Chicago, Burlington & Quincy Railroad at Wendover, Wyo., 
through Denver, Colorado Springs, and Pueblo, to a connection with 
the Fort Worth & Denver City Railway at Sixela, N. Mex. The 
Denver-Leadville narrow-gage line, of which the portion between 
Waterton and Climax, including branches, is herein sought to be 
abandoned, traverses a rugged, mountainous territory, sparsely pop
ulated. The principal stations on the line westerly from Water
ton to Climax, in their order, are South Platte, Buffalo, Pine Grove, 
Baileys, Maddox, Shawnee, Grant, Kenosha, Jefferson, Como, Breck
enridge, Dickey, and Kokomo. Other stations, served by branch 
lines, are Dillon, Garos, Fairplay, and Alma. The record indicates 
that the population of some of these communities has increased in 
recent years. The largest has less than 1,500 inhabitants. 

For many years, the chief support of the line came from the min
ing industries, for the benefit of which it was originally built. The 
eastern section of the territory served by the line produces feldspar 
from deposits located chiefly around South Platte. The western sec
tion is principally devoted to gold mining. The mining regions are 
located around Kokomo, Breckenridge, Montezuma, Alma, and Fair
play. A large molybdenum mine is located at or near Climax, and 
the retention of the western portion of the line between Leadville 
and Climax is for the purpose of providing continued rail transporta
tion service to that mine, the owner of which offers no objection to 
the proposed abandonment. There is a smelter at Leadville which 
treats ores and concentrates containing gold, silver, lead, copper, etc., 
which is the only smelter accessible to the mining regions served by 
the line. A reduction mill of limited capacity, known as the Golden 
Cycle, is located at Colorado City. The Leadville smelter receives 
about 75 percent of the ore and concentrates from Alma, the principal 
mining district, and the Golden Cycle mill receives the remainder. 

Gilpin and Clear Creek Counties, north of the territory imme
diately tributary to the line, have a number of small gold mines 
served by another narrow-gage branch of the applicant extending 
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westerly from Denver. These mines are located in what is known 
as the Clear Creek mining district. Most of their output is shipped 
over the last-mentioned branch to Denver and thence to Leadville 
over the Denver-Leadville line. If the latter were abandoned, rail 
transportation between the district and Leadville would involve a 
joint-line movement via the applicant's line to Pueblo and thence 
over the Denver & Rio Grande "\Vestern Railroad to Leadville. The 
route would be much longer but there is nothing in the record to 
indicate that freight rates would be materially increased. 

The mines in the Montezuma district are located about 6 miles from 
the Keystone branch of the Denver-Leadville line. They have com
paratively little traffic to offer the applicant. Much of the produc
tion from the mines in the Kokomo district is trucked to Leadville, 
19 miles, but one of the principal mine operators in that district thinks 
the railroad is essential to the successful operation of the mines in 
that district. There are large deposits of silver, lead, and zinc in the 
western section of the territory tributary to the Denver-Leadville line,, 
but those minerals have not been mined to any great extent for many 
years. Other interests affected by the proposed abandonment are 
certain individuals or corporations engaged in the business of raising 
sheep, cattle, and hay in Park and Summit Counties, and in cutting 
ice from lakes near Maddox and Crystal Lake, on the easterly sec
tion of the line, for shipment to storage houses in Denver during the 
winter months. 

On behalf of the applicant it is contended that (a) the predic
tions of the protestants in the previous proceeding as to increased 
traffic have failed to materialize; (b) traffic as a whole has materially 
decreased, largely owing to the general use of motortrucks; ( c) there 
is no possibility that traffic will increase in the future; ( d) despite all 
possible economies effected in maintenance and operation of the line, 
large deficits have recurred year after year, which the applicant is 
unable to bear; ( e) the income of the applicant has been insufficient 
to pay its operating expenses and fixed charges since 1931; (f) the 
physical condition of the line is such that large sums for repairs and 
rehabilitation must be expended if operation be continued; (g) the 
installation of new and heavier equipment, suggested by the protest
ants as a means of more efficient and economical operation, would 
incur an unwarranted expenditure and necessitate strengthening the 
line to accommodate such equipment; and ( h) the public has not sup
ported the line in accordance with the suggestions in our previous 
report. 

One of the principal questions is whether the line sought to be 
abandoned has made the improved showing predicted by the prot
estants and considered possible by us in the previous proceeding. 
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For purposes of comparison it will be necessary to repeat certain 
figures pertaining to traffic, revenues, expenses, etc., contained in 
the original report. During the years 1923-27, inclusive, the com
modities handled over the Denver-Leadville line and branches con
sisted of cattle, sheep, coal, clay, gravel, stone, hay, ice, lumber, forest 
products, ores, and sugar beets. Tons handled were as follows: 1923, 
109,165; 1924, 95,244; 1925, 100,971; 1926, 108,738; and 1927, 102,430. 
The applicant now shows that the freight traffic handled over the 
same line and branches during the years 1928-34, inclusive, which 
consisted of practically the same commodities, stated in tons, was 
as follows: 1928, 94,786; 1929, 93,834; 1930, 87,525; 1931, 69,756; 
1932, 87,288; 1933, 60,595; and 1934, 70,915. The total freight traffic 
handled during the latter period averaged 80,671 tons a year com
pared with 103,310 tons a year handled during the five preceding 
years. The average annual tonnage of the above-mentioned com
modities, stated for the 1923-27 period and 1928-34 period, respec
tively, was as follows: Cattle 3,009, 2,024; sheep 2,855, 1,838; coal 
9,390, 7,457; clay, gravel, and stone 10,091, 5,231; hay 9,246, 5,519; 
ice 27,221, 17,004; lumber 2,090, 1,974; forest products 8,310, 4,554; 
ores 16,446, 19,748; sugar beets 4,757, 5,730; other commodities, in
cluding less-than-carload freight, 9,895, 9,592. 

In 1934, the Denver-Leadville line and branches had 35,260 ton
miles of revenue freight for each mile operated, and the remaining 
lines of the applicant's system had 507,058 ton-miles. The number 
of passengers handled over the line and branches decreased from 
34,366 in 1923 to 24,114 in 1927, and from 17,273 in 1928 to 5,658 in 
1934. During the first eight months of 1935, 8,396 passengers were 
handled. 

The previous report shows that during a period of 18 years, 1910 
to 1927, inclusive, the average annual results of operation of the line 
and branches were as follows: Railway operating revenues $330,000, 
railway operating expenses $490,000, and railway operating deficit, 
after allowance for taxes, about $240,000. The operating revenues 
decreased from $444,813 in 1920 to $266,859 in 1927. Operating ex
pe!lses for those years respectively were $800,713 and $463,650. For 
the eight years, 1920 to 1927, inclusive, the operating deficits aver
aged $226,479 a year, or $339,170 a year after allowance for taxes. 

Income accounts submitted by the applicant in the present record 
show the average annual results of operation for the 7-year period 
1928 to 1934, inclusive, as follows: Railway operating revenues 
$256,807, railway operating expenses $326,957, taxes $104,151, and net 
railway operating income deficit $174,301. Railway operating reve
nues decreased from $321,051 in 1928 to $223,202 in 1931. They 
amounted to $263,956 in 1932, $185,141 in 1933, and $222,971 in 1934. 
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Railway operating expenses decreased from $438,114 in 1928 to 
$235,227 in 1933. They amounted to $295,171 in 1934. Net railway 
operating income deficits for the years 1928 to 1934, inclusive, are 
shown as follows: 1928, $236,354; 1929, $193,045; 1930, $224,309; 
1931, $176,031; 1932, $91,623; 1933, $138,140; and 1934, $160,605. 

The figures above shown pertain to the results of operation of the 
portion of the Denver-Leadville line and branches sought to be aban
doned in this proceeding. Deficits from operation of the entire line 
and branches, including the portions to be retained between Denver 
and Waterton and between Leadville and Climax were as follows: 
1928, $312,174; 1929, $260,372; 1930, $289,288; 1931, $244,238; 1932, 
$151,153; 1933, $175,609; and 1934, $196,597. In support of its 
alleged inability to bear the losses sustained from operation of the 
portion of the Denver-Leadville line and branches herein sought to 
be abandoned, the applicant shows that its system as a whole was 
operated at a loss of $1,269,824 in 1932; $943,389 in 1933; and $854,137 
in 1934. However, owing to a dividend of $1,840,000 received by the 
applicant from the Fort Worth & Denver City Railway Company,_ 
together with interest received from other lines in Texas owned by 
the applicant, its net income from all sources was $992,241 during the 
first eight months of 1935. 

Revenues and expenses were directly assigned to the Denver
Leadville line and branches, or allocated thereto, by the methods 
stated in the previous report, except that on through business in
volving a haul over the Denver-Leadville line and over other lines 
of the applicant, the total revenues were divided on a so-called rate 
prorate, determined by using as factors the local rate on traffic from 
points of origin on the Denver-Leadville line to Denver and the 
local rate from Denver to points of destination on other lines of the 
applicant, or vice versa. The local rate applicable on the Denver
Leadville line and those applicable on other lines of the applicant 
were added together and the amount allocated to the Denver-Lead
ville line was in the proportion that its local rate bore to the sum 
of the two rates. This method of allocation is said to be more favor
able to the line and branches proposed to be abandoned than the 
mileage-prorate basis. 

The applicant's engineers estimate that there is about $85,000 of 
deferred maintenance on the line between Waterton and Climax, 
116.84 miles, and the branch between Como and Alma, 31.67 miles 
or an average of about $570 a mile. This estimate includes $13,844 
for bridges. Two engineers employed by the protestants made an 
inspection of the line. One of them estimated the deferred mainte~ 
nance at $60,006, excluding bridges, and the cost of future mainte
nance at $77,914 a year. The other estimated deferred mainte-
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nance at $58,425, excluding bridges, and the cost of future mainte~ 
nance at $76,790 a year. Their reports were rendered separately. 

Testimony for the applicant is that the narrow-gage equipment. 
used on the line and branches has been well maintained. However, 
the locomotives are old and not as efficient as modern locomotives 
which cost less to maintain and operate. Certain economies in opera
tion have been effected. On March 1, 1931, passenger service between 
Denver and Leadville was reduced from daily to triweekly. Freight 
ser,ice, rendered tv,ice weekly, remains unchanged. Extra trains 
are operated when necessary, chiefly to handle seasonal movements 
of ice and livestock. Maintenance costs have been reduced by the 
.adoption of a ne,v system of track supervision. Five agent-teleg
raphers have been eliminated. At the present time there are station 
agents only at Pine Grove, Como, and Breckenridge. The stations at 
Alma and Fairplay have custodians. The savings in wages effected 
by the changes above stated, amount to $17,938 a year. The actual 
amount of other savings is not stated. A witness for the applicant 
testified that continued operation of the line would involve additional 
expenses owing to the full restoration of the basic wage scale, higher 
cost of coal and materials, taxes for employees' compensation, a pos
sible increase in local taxes, and the expense necessary to cover de• 
ferred maintenance within the next three years. The net salvagfl 
value of the line and branches sought to be abandoned is estimated 
at $220,330, including $64,919 for locomotives and cars. 
'kl'axes on the Waterton-Leadville line and branches, including the 

segment to be retained between Leadville and Climax, decreased from 
an average of $115,502 a year during the 3-year period 1925-27 to an 
average of $93,465 a year during the 3-year period 1932--34, or about 
19 percent. The decrease, however, did not follow as a result of our 
suggestion in the previous report. It resulted from a general reduc
tion in valuation of property in Colorado, including railroad prop
erty, during the period of depression. On brief, the protestants state 
that it would be improper and probably illegal to assess the line in 
question at less than similar lines operated by other railroad com
panies in the State. There is considerable discussion in the record 
as to what extent the taxes, now amounting to about 40 percent of 
the revenues, would be affected by the proposed abandonment. The 
applicant is of opinion that abandonment of the line would result 
in a saving of the taxes levied thereon. The protestants, on the other 
hand, endeavor to show that the taxes on the applicant's railroad 
property in Colorado would be increased, rather than decreased, if 
the line were abandoned, owing to the method :followed by the Colo
rado Tax Commission in arriving at the vnlue of railroad property 
for taxation purposes in that State. The tax commission, having 
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authority to use its judgment in such matters, usually determines the 
value of railroad property in the State by a combination of two 
methods, known as the "stock and bond method" and the "net earn
ings capitalized method." The average yearly market value of the 
applicant's stock and bonds is obtained for a period of five years 
preceding the year of assessment, from which is deducted the average 
yearly value of the applicant's miscellaneous investments in property 
situated in other States. The result is a so-called net stock and 
bond value, of which 74.87 percent is taken as the Colorado propor
tion. The latter is representative of the proportion of the applicant's 
entire main-line mileage within Colorado and is subject to slight 
variations each year. There is then obtained another valuation, 
based upon the average yearly net earnings of the applicant's entire 
system over the same 5-year period, capitalized at 7 percent, from 
which the Colorado proportion is determined by applying the per
centage above indicated. The results of the two valuations are then 
averaged. From this average is deducted the value of the applicant's 
property locally assessed in Colorado, and the result is the "net Colo
rado proportion of system ,alue," which is allocated to the several 
counties traversed by the applicant's main line in the State in pro
portion to its length within each county. The valuation per mile 
is the same throughout the State but the mill levy varies in each 
county. 

It is apparent that the Colorado Tax Commission could prevent 
any decrease in the applicant's taxes, or probably could increase such 
taxes, by use of the methods above indicated. However, the chair
man of that commission testified that it is not bound to follow such 
methods, and that there are many instances in which they cannot 
be followed. Whether abandonment of the line in question will 
result in the saving of taxes anticipated by the applicant, rests 
entirely with the Colorado Tax Commission. 

The loss in traffic in recent years was due m some measure to the 
general economic depression, which commenced late in 1929, but there 
is much evidence that the plight of the applicant's line is largely 
attributable to the general use of motor vehicles as a means of trans
portation in preference to the railroad. A witness for the applicant 
who has made an investigation of highway traffic in the tributary 
territory, testified that trucks are now handling about half the traffic 
originating in that territory, including 50 percent of the ore and 
from 66 to 75 percent of the hay; and that trucks bring in about 50 
percent of the coal and gasoline, and about 80 percent of the mer
chandise. The number of trucks registered in the five counties 
traversed by the line increased from 206 in 1929 to 721 in 1935. 
Most of them have a carrying capacity of from 4 to 7 tons. There 
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are four common-carrier truck lines authorized to carry freight of 
specified classes in those counties, but the carriers are not permitted 
to operate on a regular schedule and they must charge at least 20 
percent more for service than carriers operating regularly. There 
are 23 contract carriers and 32 commercial carriers holding permits 
to operate motor vehicles in the territory served by the line, but the 
commercial carriers are permitted to haul nothing but their own com
modities. Seven applications are pending with the State commis
sion for permission to operate truck lines between Denver and points 
on the line and branches sought to be abandoned. These points 
include Grant, Jefferson, Como, Fairplay, Alma, Breckenridge, and 
Dillon. Some of the applicants would operate to Leadville. A 
common-carrier bus line, carrying passengers, baggage, and express, 
recently has been permitted to operate in competition with the ap
plicant's line between Denver and Alma. The State commission 
withheld the granting of such permission for several months await
ing a report from the applicant as to the steps it proposed to take 
to install suitable equipment and convenient passenger service on 
its line between those points. The applicant appears to have 
ignored the State commission's request for the report. Testimony 
for the State commission is that its policy for several years has 
been to protect the applicant's railroad from motortruck competi
tion as much as possible; that it has aided the applicant in effecting 
economies in operation, such as curtailment of passenger service, 
closing of certain stations, etc. ; and that it has consistently refused 
to issue certificates permitting motor carriers to operate in compe
tition with the railroad sought to be abandoned. The applicant 
does not deny that the State commission has endeavored to do all 
it could do to facilitate continued operation of the line but that 
commission appears to have been unable to prevent the steady trend 
toward motor transportation by the industries, and the people gen
erally, throughout the tributary territory. The protestants o:(fer 
much testimony tending to show that the handling of certain com
modities by motortruck, chiefly livestock, would be injurious, and that 
trucks as a means of transportation, are uneconomical, unsatisfac
tory, inadequate, and unreliable, especially during the winter season 
when the highways are obstructed by snow. 

In order to meet truck competition, the applicant has made sub
stantial reductions in freight rates on petroleum from Denver to 
Baileys, ice from Maddox to Denver, hay from various points on the 
line to Denver, ores from Alma to Leadville and Colorado City, and 
various other commodities between Denver, Leadville, Climax, Dillon, 
Alma, and Fairplay. 

In recent years, the mines in the so-called Alma-Fairplay district 
have greatly increased their production, owing to the increase in 
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the price of gold that took place in 1933. Practically all of the 
mines have mills to concentrate the crude ore to about one-tenth of its 
original weight, thus facilitating transportation by rail or truck to 
the Leadville smelter at a much lower cost. Prior to 1932, only crude 
ore was shipped from Alma to Leadville, but in 1934 over 81 percent 
of it was concentrated. The number of tons of crude and concen
trated ores received at the Leadville smelter from Alma for the years 
shown, has been divided between rail and truck movement as follows: 
1932, rail 21,891, truck 38; 1933, rail 5,388, truck 49; 1934, rail 11,075, 
truck 5,639; and for the first 10 months of 1934, rail 7,721, truck 7,247. 
Much of this ore was shipped from the mines of the London Gold 
Mine Company, hereinafter called the London mine, the largest 
producer in the Alma-Fairplay district. Alma is about 11 miles 
directly east of Leadville, but the rail and highway distance around 
the intervening mountains between those points is from 90 to 100 

· miles. 
Testimony for the applicant is that in 1932, the London mine paid 

a rail rate of $6 a ton on many shipments of ore to the Leadville 
smelter, in addition to $1.50 a ton for hauling the ore by truck from 
the mines to the railroad. The manager of the London mine then 
undertook to have the rail rates reduced. While the applicant's offi
cers were endeavoring to find out what rates the London mine wanted: 
the latter entered into a 3-year contract with a trucking concern to 
have all its ores or concentrates trucked directly from the mine to 
the Leadville smelter for $4.75 a ton. Another mining company, the 
Fairplay Gold Mines, Incorporated, later obtained a rate scale from 
the applicant ranging from $1.60 to $3 a ton. It now ships its ore 
or concentrates almost exclusively by rail, for the alleged reason that 
it is safer than by truck. Its production in 1934 amounted to 146 
carloads. Almost all the mines, except the London mine, are now 
shipping by rail when there is enough ore to make a carload. Testi
mony for the protestants, as stated in the previous report, was to the 
effect that if the railroad were abandoned the London mine would 
have either to close down or build a mill to concentrate its ore. The 
mill has since been built and all other mines of any importance now 
have such mills. 

The Tiger and Wellington mines, near Breckenridge in Summit 
County, mentioned in the previous report, have been rather disap
pointing. The total number of carloads of ore and concentrates 
shipped from all stations on the line in Summit County during the 
period 1927-34 was as follows: 1927, 345; 1928, 131; 1929, 183; 1930, 
8; 1931, 2; 1932, none; 1933, 9; and 1934, 53. 

Most of the livestock handled over the line is shipped from Garos, 
but other shipping points include Jefferson, Dillon, Buffalo, and 

217 I. C. C. 



UPRRIG-000339

376 INTERSTATE COl\Il\IERCE COl\Il\IISSION REPORTS 

Grant. The total rail shipments of cattle and sheep, averaged an
nually for 3-year periods, was as follows: 1923-25, 5,758 tons; 1926--
28, 5,924 tons; 1929-31, 3,779 tons; and 1932-34, 3,322 tons. The 
number of sheep in Park County, the most important livestock ter
ritory tributary to the line, decreased from 59,800 in 1928 to 46,061 
in 1935. The number of cattle in the county increased from 1\,581 
in 1930 to 22,512 in 1935. Much of the livestock area in Park County 
is owned or controlled by three concerns, having headquarters 8 
miles south of Garos, a station on the applicant's Como-Alma branch. 
In event of abandonment of the branch, the nearest shipping point 
would be Buena Vista, on the Denver & Rio Grande Western Rail
road (D. & R. G. W.), and Divide, on the Midland Terminal Rail
way, each about 35 miles away. Nearly all the business of these 
concerns is handled over the applicant's line. The gist of the testi
mony of all witnesses for the livestock interests is that if the line 
were abandoned the livestock would have to be trucked or driven to 
the markets, or to shipping points on other lines of railroad, entail
ing many difficulties and much additional expense. Their transpor
tation problems are practically the same as those stated in the 
previous report. Ranchmen who own or lease most of the land in 
Park County have signed an agreement between themselves to ship 
at least 90 percent of their hay and livestock over the applicant's 
railroad during the next four years on condition, that the present 
freight rates are not increased. The record shows that the movement 
of livestock by truck is not uncommon throughout the tributary ter
ritory, but it is clear that rail transportation is far more advanta
geous, especially for the large shippers. 

The evidence seems conclusive that the greater part of the hay is 
now shipped by truck from the tributary territory to Denver mar
kets. The testimony of the protestants is that it was necessary to 
ship some of the hay by truck because the buyers insisted that 
delivery be made at their place of business rather than at the 
railroad station, and that the applicant could probably regain much 
of the lost hay traffic by making truck delivery at the buyer's door. 

Details of the ice business conducted by the Maddox Ice Company 
at Maddox, on the eastern section of the line, about 50 miles from 
Denver, are described in the previous report. The business is sea
sonal, lasting only during one or two months of the winter. Normal 
shipments amount to about 1,000 carloads a year, but, owing to mild 
winters, only about half that amount was shipped during 1934 and 
1935. The capacity of the narrow-gage cars is from 17 to 18 tons 
each. The owner of the business testified that if the line were aban
doned his business would require 150 ten-ton trucks to take its place 
during the shipping season, that his business would be ruined, and 
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that it would cost him $200,000 to get back in the ice business in 
Denver. The number of 10-ton trucks, above stated, making one 
trip a day, would transport the witness's normal yearly supply of 
18,000 tons in 12 days. If the shipping season lasts one or two 
months, as previously indicated, that number of trucks would not be 
necessary. 

Testimony for the protestants is that the timber available for cut
ting in the territory tributary to the line has increased considerably 
during recent years. However, the record shows that the total num
ber of tons of forest products handled over the line decreased from 
14,637 in 1929 to 4,404 in 1934. A witness operating a sawmill located 
10 miles from Breckenridge testified that his shipments over the line 
decreased from 70 carloads in 1930 to 12 carloads in 1934. Another 
witness in the timber business near Keystone shipped 28 carloads 
in 1934. 

The Western Feldspar Milling Company owns or controls large 
deposits of feldspar at a number of places in Colorado, including 
several deposits located near South Platte, Buffalo, and Baileys, 9, 19, 
and 34 miles, respectively, from Waterton, the eastern terminus of the. 
line sought to be abandoned. Feldspar is a mineral product which, 
after processing, is used in manufacturing glass, pottery, porcelain, 
etc. The company has a plant on the applicant's line in Denver for 
processing crude feldspar from its deposits throughout the State. 
The only deposits being worked at the present time are those located 
on the applicant's line near South Platte, and at Canon City on tlm 
D. & R. G. W. It is said that there are "tremendous bodies" of feld
spar at Canon City. It is estimated that there are 300,000 tons at 
South Platte and 35,000 tons at Baileys. Another feldspar deposit, 
located on an unpatented mining claim near South Platte, is owned 
by an individual who has a contract to supply the feldspar company 
with 120 carloads by August 15, 1936. He shipped 15 or 20 carloads 
in 1935. The total amount of feldspar shipped from South Platte 
was 79 carloads in 1934 and 324 carloads between April 1 and Novem 
ber 25, 1935. The haul from the mines at South Platte to the rail 
shipping point is about 4 miles. All the feldspar, worth about $2.75 
a ton loaded on cars, is milled in transit at Denver and shipped to 
various industries throughout the country. The feldspar company, 
desiring continued operation of the line to Baileys, or at least to South 
Platte, has offered to guarantee the applicant 8,000 tons a year from 
the latter point and believes that it would ship from 10,000 to 12,000 
tons a year. Its president testified that abandonment of rail facilities 
would end the feldspar business at South Platte, because trucking to 
Denver would cost too much and the milling-in-transit rates would be 
lost. A witness engaged in public traffic service testified that the 
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feldspar moves in and out of Denver over the applicant's lines and 
that the latter is paid a transit charge of 50 cents a ton, which is 
refunded when the traffic moves out of the transit point. The rate 
from South Platte to Denver, including the transit charge, is $1.50 a 
ton. The witness estimates that the applicant's gross revenues on the 
324 carloads of feldspar shipped from South Platte to Denver, pre
viously mentioned, amounted to $11,720, in addition to system reve
nues amounting to $2,895. He states that there is no direct highway 
leading from Baileys or South Platte to Denver. Although the dis
tance by rail from South Platte to Denver is 29 miles, the highway 
between those points follows an irregular course through the moun
tains, a distance of 60 miles. In event of abandonment of the line, 
the applicant's right-of-way could be utilized for highway purposes. 
The record indicates that most of the feldspar along the applicant's 
line is mined on a royalty basis of 25 cents a ton and that much of the 
land is leased for mining purposes on that basis. It is not shown that 
the feldspar interests have any substantial investment in that land. 
It is apparent that there is plenty of feldspar available from holdings 
of the feldspar company located at Canon City and other places. 

The general decline in traffic and the losses from operation of the 
line sought to be abandoned, hereinbefore set forth, are not seriously 
disputed by the protestants, but they blame the applicant for its 
alleged indifference to the causes precipitating the present plight of 
the line. They attribute the distressed condition of the line largely 
to the depression and the action of railroad officers in persisting in 
the continued use of "antiquated equipment" as a means of combat
ting modern truck competition. Among other matters of criticism 
dealt with in their brief, the protestants argue that the applicant has 
made no bona fide effort to effect such operating economies as were 
contemplated in our previous report, that the economies effected were 
mere gestures on the part of the applicant to mislead us, and that 
excessive rates, poor, slow, and inadequate service, and the general 
neglect of the ordinary principles of good railroading will not meet 
truck competition, or even retain existing business. 

The condition of the applicant's motive power used on the line is 
substantially the same as at the time of the previous hearing in this 
case. The 17 locomotives, built between 1884 and 1898, have been 
maintained in good serviceable condition and their tractive power is 
unimpaired. Owing to heavy grades, trains are generally hauled by 
from two to four locomotives. Eight so-called typical trains operated 
between Como and Leadville in 1935, averaged 2.25 locomotives, 11 
cars, 304 tons of freight, and 11.65 hours for the 65-mile run. In 
1934, there were 2.83 freight-locomotive miles to each freight-train 
mile. The slow movement of trains. from 4 to 10 miles an hour, 
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necessitates the payment of overtime wages to trainmen and engine
rnen, in sorne cases amounting to over 50 percent of the amount paid 
for straight tirne. The protestants corn.plain that substantial amounts 
expended for overtime wages of additional engine crews, fuel main
tenance of equipment, etc., could be saved if the applicant would 
acquire new types of locomotives and change its method of operation. 
They have gone to considerable length to show that the line could be 
operated successfully if the applicant would imitate the management 
of the Uintah Railway or the R. G. S. (Rio Grande Southern Rail
road). Both these lines, said to be successfully operated, are narrow
gage and traverse mountainous territories under conditions com
parable to the applicant's line. Under the suggested plan, the 
protestants would have the applicant purchase heavier locomotives, 
preferably of the Mallet type used on the Uintah, for the movement of 
its freight trains. Passengers and less-than-carload freight would 
be handled by motor cars such as are used on the R. G. S. A com
parison made by a witness for the protestants, an engineer of the 
State commission, shows that Mallet locomotives have more speed 
and handle loads on parity with two of applicant's heavy locomo
tives, or three of its light locomotives. The witness has made a 
detailed survey of the operations of the Uintah and is of opinion 
that the use of Mallet locomotives on the applicant's line between 
Como ana Leadville, 63 miles, would save at least ha!£ of all freight
train expense, including maintenance of equipment. He estimates 
that it would cost about $60,000 to improve the track and roadbed 
for the accommodation of such locomotives between these points, but 
states that rehabilitation of the remainder of the line between Como 
and Denver would cost much more. 

The use of motorcars for passenger and less-than-carload freight 
services is advocated by the protestants, largely on the strength of 
the testimony of Victor A. Miller, who operates the R. G. S. under 
receivership. The protestants rely on Miller's testimony, although 
he expressed the opinion that the applicant's line could not be suc
cessfully operated as a part of a trunk-line system by using the same 
methods employed by him in the operation of the R. G. S. The 
latter uses gasoline-propelled motor vehicles to transport passengers, 
mail, express, and less-than-carload freight. These vehicles are 
second-hand 7-passenger automobiles, spread in the body to the width 
of a narrow-gage car, with the chassis remodeled to fit on two 
4-wheel trucks, to the rear of which are joined light metal vans sup
ported by a third truck. The entire vehicle is 44 feet long, weighs 
14,800 pounds, carries 10 passengers and 10 tons of commodities, 
and is operated by one man. It is much faster than a steam locomo
tive and the average cost of operation is said to be 14 cents a mile. 
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The R. G. S. operates trains by steam motive power only as the 
freight-traffic needs require. 

An engineer for the applicant, admitting that the so-called motor
ized operation on the R. G. S. has given good results, testified that 
the success of the latter has been materially aided by a generous 
mail contract and by a favorable arrangement with the D. & R. G. W. 
for car supply at a low cost. He further testified that the R. G. S. 
pays no taxes and is not bound by standard labor contracts, and that 
the applicant's labor contracts would not permit the operation of 
such vehicles without putting on a conductor and motorman. Rather 
than attempt motorized service, the witness thinks it would be better 
to provide a mixed service on freight trains if the lines were strength
ened to permit faster freight movement. He states that the full 
economy of using heavier locomotives could not be obtained without 
using them over the whole line, including the Como-Alma branch. 
Some of the applicant's officers, a:fter having made a survey of the 
operations of the Uintah, conclude that no better type o:f locomo
tive could be chosen for operation between Denver and Leadville 
than the Mallet, i:f new and heavier motive power were to be used. 
'l'o meet the demand :for improved freight service suggested by the 
protestants, it would be necessary for the applicant to purchase at 
least five Mallet locomotives, at a cost of $282,500. Some o:f the pres
ent locomotives would be retained for helper service. The cost of 
strengthening the line to accommodate such motive power would be 
$597,664, making a total investment o:f $880,164, not including the 
cost of overcoming the present deferred maintenance. The change 
would save $48,450 a year in wages, fuel, and locomotive mainte
nance, but expenses for maintenance of way and structures would 
be increased about $12,000 a year. The net saving would be $36,450. 
Interest at the rate o:f 5 percent a year on the total investment, above 
mentioned, would be $44,008. The difference between the net saving 
that would be effected and the interest on the total investment would 
represent a loss of $7,558 a year, without any allowance :for loco
motive depreciation. 

Although the applicant's passenger service was reduced in an en
deavor to effect economy in operation, as suggested by us in our 
former report, counsel for the protestants contend, on oral argument, 
that the present "dirty, uncomfortable, and slow" operation o:f pas
senger trains has practically destroyed the passenger, express, and 
less-than-carload business; that motortrucks are absolutely necessary 
to transport such traffic as long as the applicant renders poor service; 
and that, i:f the applicant expects to compete with motortrucks, it 
must render better service. It is also argued that i:f busses can be 
operated on highways they can be operated on rails, and that the 
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applicant should try that method of operation as a solution of its 
passenger-traffic problem. However, counsel states that the motor
bus now operated in competition with the railroad between Denver 
and Alma carries only four or five passengers a day. 

Admitting that the method of taxation is unfair to the narrow-gage 
line in some respects, and without any suggestion that the Colorado 
Tax Commission endeavor to correct such unfairness, counsel for the 
protestants points out that the applicant might avoid the payment in 
full of such taxes if it "wanted to take the initiative" by refusing 
to pay any taxes whatever on the narrow-gage line and let the 
counties, upon which rest the responsibility of collection, sue the 
applicant for the taxes and thereafter "settle the judgment for what
ever they can." 

Argument on behalf of the brotherhoods of locomotive firemen, 
enginemen, and conductors, is to the effect that the line should be 
retained for the reasons stated by the protestants and for the further 
reason that its abandonment would result in the dismissal of a num
ber of train and engine crews, having no seniority rights on other 
lines of the applicant's system. However unfortunate this situation 
may be, our power to impose conditions in cases arising under section 
1 (18) of the Interstate Commerce Act does not extend to matters 
involving the disposition of labor. Chicago G. W.R. Oo. Trackage, 
207 I. C. C. 315. 

The application in the previous proceeding was denied in order to 
determine whether or not it was possible for the line to make an 
improved showing during a test period of three years. Nearly six 
years have now elapsed, and the anticipated improvement has failed 
to materialize. It has been clearly demonstrated that the line cannot 
be operated successfully with its present equipment. The record is 
not convincing that success could be achieved if the applicant would 
discard its old equipment, in whole or in part, and replace it with new 
and heavier locomotives, motorcars, etc., as suggested by the protes
tants. The initial cost. of heavier equipment and the cost to strengthen 
the line for its use would be excessive in view of the traffic possibilities 
of the territory served. ,vhether the new methods of operation sug
gested by the protestants would result in the elimination of truck com
petition to any great extent is a matter of conjecture. The under
taking would be largely experimental and, if it proves unsuccessful, 
the sums expended ,vould be an economic waste. The record clearly 
shows that neither the present nor prospective volume of traffic on the 
line is sufficient to warrant its retention and that continued main
tenance and operation thereof Yrnuld impose an undue burden upon 
the applicant and upon interstate commerce. 
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We find that the present and future public convenience and neces
sity permit abandonment by the Colorado & Southern Railway Com
pany of its narrow-gage line of railroad and branches in Douglas, 
Jefferson, Park, Summit, and Lake Counties, Colo., described in the 
amended application. Our certificate will be issued with the provi
sions that it shall take effect and be in force from and after 60 days 
from the date thereof, and that within that period the applicant shall 
sell said line of railroad, or any portion thereof, to any person, firm, 
or corporation desiring to purchase the same for continued operation, 
at a price representing the fair net salvage value thereof. Nothing 
contained herein shall be construed as authorizing any purchaser to 
operate the line, or any portion thereof, in interstate commerce, with
out first securing a certificate therefor under section 1 (18) of the 
Interstate Commerce Act. 

EASTMAN, Commissioner, concurring in pa.rt: 
I approve the report, except that I would provide that the cer

tificate permitting abandonment shall not take effect until six months 
shall have elapsed, and I would not stipulate conditions as to what 
shall be done by applicant within that period. My reason for so 
voting is a conviction that only in this way can the real issue as to 
the future of this line of railroad be precipitated. 

In the time which has intervened since our prior action in this 
case, it appears that the communities and industries served have not 
done their part to maintain the service of the ~oad and that the same 
may be said of the State of Colorado and of applicant itself. The 
record which has been made is not creditable to any of the parties 
concerned. I am not persuaded that it is impossible to keep the 
road alive without undue burden on applicant, but do not believe 
that it can be done without some measure of financial help from 
those whom the road serves or the State or both. 

The road needs new equipment and a new management policy. 
Possibly a sale at scrap value or thereabouts to a new operator is the 
way out. Possibly the result desired can be secured through co
operation of all the vitally interested parties, including the em
ployees. In six months the necessary arrangements could be made, 
if they are at all practicable. If they should prove impracticable, 
that would in itself be convincing evidence that the road should be 
abandoned. 

PORTER, Commissioner, concurring in part: 
With the portion of the report permitting the abandonment of the 

line, I am in accord. As to the construction of section 1, paragraphs 
217 I. C. C. 



UPRRIG-000346

COLORADO & S. RY. CO. ABANDONMENT 383 

18 and 20, and our power to protect the employees directly affected by 
the abandonment, I am in disagreement. I am unable to escape the 
thought that paragraph 20 confers upon us ample power to protect 
the employees from serious loss. It provides, "The commission shall 
have power to issue such certificate as prayed for * * * and 
may attach to the issuance of the certificate such terms and condi
tio~s as in its judgment the public convenience and necessity may 
require." Under the circumstances developed in this case and under 
the foregoing provision of the law, I believe we have the authority 
to attach reasonable conditions looking to the protection of employees 
directly affected by the abandonment, and I think we should do so. 

SPLAWN, Commissioner, dissenting: 
The railroad sought to be abandoned was built in 1879. A con

siderable area in the State of Colorado depends solely upon it for 
railroad service which at certain seasons is the only service avail
able. The report finds that public convenience and necessity require 
the abandonment of that railroad and then suggests that public con
venience and necessity might justify continued operation by some 
other company. 

The provisions of section 1 (18) and (19) of the Interstate Com
merce Act dealing with abandonment of railroad lines must be read 
in connection with section 5 dealing with combinations and consoli
dation of carriers. Section 5 was enacted to authorize and encourage 
consolidation of railroads into a limited number of systems and had 
for its purpose, as a necessary and indispensable part of the plant 
the allocation of weak lines, such as the applicant here, to systems 
strong enough to include them. If no such purpose had been mani
f~sted, weak carriers would be left out of consolidation plans and as 
a result of stronger competition might be forced in time to dis
continue operations. But the statute provided that there could be 
no abandonment unless and until the Commission determined that 
public convenience and necessity no longer required the service. In 
determining that question the Commission, among other things, might 
consider the relation of the road sought to be abandoned to stronger 
systems in the same territory. The railroad in the instant case is 
already a part of the Colorado and Southern Railway which in turn 
is part of the Burlington lines. We must view the applicant, there
fore, not merely as an isolated property dependent solely upon its 
own resources but as an integral part of a large and substantial rail- · 
road system. 

The physical property sought to be abandoned serves a large area. 
There were transported over it an average of 80,671 tons of freight 
annually in the period 1928-34, inclusive. Average annual operating 
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revenue in the same period was $256,807, and the annual railway 
operating expenses were, it is stated, $326,957, thus indicating an 
annual deficit in operating revenues of $70,150. Five of the years 
included in the above period were years of economic depression. 
With betterment in economic conditions now manifest, the income of 
applicant should gradually increase and ,vith careful management, 
improvements in service, and operating economies the operating ex
penses should not increase in proportion. w·ith the present physical 
units of the property applicant has been :furnishing and can continue 
to :furnish necessary rail transportation. There is reason to believe 
that the operating revenues will increase and that with careful ad
ministration there will be enough to meet operating costs. It is only 
when the tax feature is considered that the financial problem becomes 
difficult. Public convenience and necessity, however, clearly require 
the preservation of the physi.cal property of this road and its con
tinued operation. vVe should be guided principally by those factors, 
the only ones we are required by law to consider. vVe are concerned 
only with the physical property, and the necessity in the public in
terest of its continued operation. '\Ve should make our findings 
accordingly regardless of the effect of the tax burden or other finan
cial burden other than railway operating expenses. 

In the period, 1928 to 1934, the average annual tax burden was 
$104,151, and the railway operating revenue was $256,807. Thus 
taxes took over 40 percent of the operating revenues. There has 
been some reduction in taxes so that during the 3-year period 1932-34 
the average was somewhat less but the percentage relation of the taxes 
to operating revenue remains very high. The duty of determining 
whether such a tax burden should continue rests with the taxing 
authorities and not with us. The effect of that burden, however, has 
no bearing upon the questions of public convenience and necessity for 
the preservation of the physical property and for the performance 
of rail service over it. 

I think that upon the record made in this case we should find that 
the present and future public convenience and necessity do not permit 
of the abandonment sought. 

I am authorized to state that COMMISSIONERS ArrcHISON and Mc
MAN AMY concur in this expression. 

Col\nussrnNER CAsKIE did not participate in the disposition of this 
case. 
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THE BACKGROUND AND TECHNIQUES OF 
EQUITY AND BANKRUPTCY RAILROAD 

REORGANIZATIONS-A SURVEY 

The complete story of the financial travail of American railroads gnd of the legal 
devices and business expedients resorted to in an attempt to resolve their difficulties
is a history which is all too long to all,ow presentation in any but the most general 
way within the limits of a short article. The high-spots,.however, can ~ t.ouchcd 
upon. 

The financial problems which faced the railroads of this country in the period of 
th~r infancy,1 that is to say, in the era preceding r850, we.re comparatively simple 
and easy of solution. During this time: financing was usually accomplished by the 
sale of capital stock, rarely by the corporate mortgage. Under-estimation of the cost 
of the project was the chief source of financial difficulty. When funds ran out, the 
entrepreneurs put up or raised roo;e money, issued additional stock, and carried the 
construction to completion. It was with the advent of the corporate mortgage in 
railroad financing in the era following 1850 that the law and technique of corporate 
reorganization in the United States had. its real beginning. 

In this period the mortgage was used with an increasingly lavish hand. The result 
was that railroad financial troubles andl the railroad mortgage became indissolubly 
associated as the Siamese twins. I t was: thought that railroad revenues would con
stantly increase with the devdopment <>f the country, and that therefore rdativcly 
heavy fixed charges could be sustained. In many cases, however, revenues did not 
show the anticipated increase and the top-heavy mortgage set-up and inadequate 
revenues forced many carriers to ddaull on their mortgages. Financial misfortun~ 
of. this type were especially prevalent iin the times of severe economic :;rringency 
when there was an inevitable shrinkag;c in railroad revenues. A:; a result of such 
ddaults the property securing the mo~gage could be sold at foreclosure; or where 
the mortgage so provided, it might be taken over and operated by the mortgage 
trustee for the benefit of the ~JOndholders. But in the period between 1850 and the 

• 13s., 1924, University of Oregon; LL.B., 1927,. Yale Univcr•ity. Member of the California and Oregan 
B:,.n. Ptof=r of Law, W:isl,ington Univccir:y School of Law. Consulta.llt to the Fcdcr.u Coordin.>tor of 
T=portation in the dr.2fting of the- 1935 amendments 10 Sectlon 77 of the Bam:rupt.ey Att. AuthOO' 
(with uolie Craven) of The 1935 Amtnrfmmts of :he RPi/roaJ BanJtrupuy ✓,!cl (1936) 49 HA&v. L. REv. 
1254, and Qf olhcr articles in ks;:il periodicals, 

1 For 2 brief trc:atmcnt of the early history of railro~d fuwicing, sec Di:wiwo, FrnANCJ.AL PouCT o> 
Calu>oJ<Ano,11 {3d ed., 19.34) bk. VI, e. UT. 
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p:inic of 1873, i::esort to either of these alternatives was not frequent, Usually a settle
ment \1/as arranged between the debtor and the security-holders under which over
due interest was funded. This c,ourse of action was dictated largely by technical 
deficiencies in, and one-sided pro-visions of, railroad mortgages then in use.:i The 
funding expedient, of course, afforded merely temporary relief and made the under
lying financial situation of the debtor all the more critical, because no permanent 
adjustments between income and outgo had been effected. The day of reckoning 
was merely postponed. Later insolvencies were almost invariably the consequence. 

The foundation for the modem equity reorganization technique was laid in the 
period following 1850.8 This teclonique, as it was ultimutely developed, involved 
foreclosure and sale of the insolvent carrier's property to a new company formed to 
take it over. The equity receivers!l:iip was an essential ingredient of this process. It 
may be explained that _an equity r,eceiver is a disinterested perwn who, according to 
the usual definition, has been appoiinted by a court to hold or manage property which 
is subject to a pending suit until the rights to the property have been judicially deter• 
mi~ed!· While the property rem~1ins in the control of the receiver, it cannot, save 
in unusual circumstances, he affected by other courts or persons. 

After it became established that receivers might be appointed to take over the 
operation of railroads, resort to the, use of the receivership was most common in con
nection with forec1osure proceedin,gs instituted on behalf of the holders of defaulted 
railroad bonds.15 From the bondholders' point of view, the appointment of a receiver 
in connection with such proceedfogs had the advwtage of taking the mortgaged 
property from the possession of the debtor's management and permitting revenues 
of the property to be applied oi11 their obligations pending sale or foreclosure. 
Although the mortgage foreclosurn receivership was useful in some situations, it by 
no means solved the bondholders' J?roblems. This type of receivership extended only 
to the property subject to the mo.rtgage, which frequently was only a part of the 
debtor's system. Since a railroad tnust be operated as a unit, this limitation greatly 
reduced the utility of the foreclosw:e receivership. Where the railroad bad a complex 
aggregate of mortgages, legal machinery was needed which would extend the re• 
ceivcrship to the el).tire system of the debtor and permit its centralized operation 
pending the development of a plan. of reorganization. Not only the bondholders but 
also the railroad management felt this need. But it was not until 1884 that the well
known Wabash receivership pointed the way to such a possibility. 

By 1884, when the Wabash reorganization was instituted, it had become well 
established that an equity receiver 1tI1ight be appointed, subject to certain limitations, 
in connection with pending litigation against a railroad, where the application wat 
made on behalf of the debtor's creditors or stockholders.8 Defying precedent, the 

• Ctowdl, Railway Reicivmhip in the U'nild States {1898) 7 -YALR REv. 319, 326. 
1 2 Ct..uu<. RE= (2d ed., 1929) I~ 49. • i Ct.Arut, op. cit. supra note 3, ~t 15. 
• Prior ta 1850, it was llOt cle.tt tb:i.t re<:eivcrs could be appointed to ti.kc over railroad or..ratioo, (cl. 

a.t 1249. 
• 'I"his requirement of pecding litigation w:1.1 met, for example, where forcclo,wc of n defaulted mort• 

gage- was sought. Forcclo, urc a>ruti,utcd a 1;,cnding suit brouglit by corporate aeditors agal!1sl the debtor. 
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Wabash Company itself filed a bill in equity, which had no connection with any 
pending suit, in which it requested the appointment of a receiver for its entire 
property.7 The object of the bill was 1to place the Wabash properties in the lap of 
the court until a reorganization could be accomplished. The bill alleged, among 
other things, that the petitioner was insolvent and that unless a receiver was ap. 
pointed, suits would be brought against it and its properties disintegrated, with great 
resulting loss to creditors, stockholders:, and the general public. The bill was sus
tained and influenced reorganization :profoundly, but certain doubts which were 
cast upon its soundness, and the fact that the procedure there followed lacked a well
formulated basis for effecting the reorg-,1nization once the receivership bad been com
menced, led to an ultimate departure from this tecbniquc.8 The reorganization 
technique, as it was finally evolved following the Wabash case, was transformed 
from one in which the company itself formally instituted receivership proceedings 
in its own name to one in which a friCJo.dly creditor of the company was induced to 
commence the receivership proceeding;;, ostensibly for himself but actually at the 
instigation of the debtor. 

lnnitution- of Equity &organization &cdversh:"ps undt:r the Mo_dern Techniqu~ 

After a debtor's management had r,e:iched the decision that reorganization was 
necessary, attorneys for the company drew up all necessary legal papers in great 
secrecy, in order to prevent creditors from anticipating the receivership and subject
ing important property to their claims or from instituting unfriendly receivership 
proceedings in the state courts.10 Then ~t friendly creditor of the company was sought 
who was willing to file a petition requesting the appointment of a receiver for the 
debtor. In order that statutes governing; the institution of suits in the federal courts 
might be complied with; it was necessary for him to reside in a state other than that 
of the incorporation of the debtor, and to have a claim exceeding $3,000.U The 
federal courts have: been preferred for ra.ilroad reorganizations for the reason, among 
others, that the systems of the insolvent carriers frequently extend into several states, 
and if the state courts were used, separate receivership proceedings would have to 
be commenced in each state in which the railroad's properties lay. While it is also 
true that separate proceedings, called ~mcillary proceedings, must be Instituted in 
each federal judicial district through which ~e debtor's system l1l1lS, the intimacy 
existing between the various federal di:strict courts is much greater than between 
state courts, and the federal courts of the 3:11cillary proceedings usually allow the 

~ For :1 more dcttllcd di.cussioa of the ra:d,rcnhip b:ickground of the Walt.wi reotganizatfon, see 
ciwnbcrlala, Ncw-Faihionet/ Reuivenhip (1896) lD HAltv. L. hv. l39. 

• See :Byrne, T}u: ForedoIUTe of R4,1road Mortg·agu;,. the United Suz1u Court1 ia Soi,m- UcAL Pa.uu 
OP Colll'OltAT& °FJNANCINO, Rl;Ol\CANIZATION ANI> R,~m:11,AT!ON (1917) 77, 86 et seq. 

• A gcncr:ilucd d=iption of the C<J.Uity rcorg:lllWtion process is here •ct forth. lodividual -vwtlons 
from =uin ;i.spcel5 of the pr= nuy be found!. For a more detailed and tcch.nic:tl discussion of the 
m:mact of Ln.,tituting r.ulroad receivership proc:ccding1, = id. :a 77 ct teq. 

10 Although the past te.osc L< used ia d=ibing the cqulty reorganization rccdvcrship, this proaxlu.te • 
m:o.y still be used, but it !us been largely supcr,afed by the new 5tatuto?y ln.nkruptcy reorg2llization. 
See p. 38◄, ,"n/rl4 11 36 STAT. 1091 (19n). 
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coun in which the primary proc,eedings have been instituted to control tl1e operation 
of the entire railroad system. 

The receiversh1p proceedings were instituted through filing a petition for appoint
ment of a receiver in the federal district court of the district in which the carrier's 
chief operating offices and a m;aterial part of its line were located.12 Similar bill~ 
were simultaneously filed, as was noted above, in all other district courts in which 
the debtor had important properties. The bills alleged, among other things, that the 
defendan.t was indebted to the plaintiff and was insolvent; that there were other 
creditors whose debts had matured and which the company was unable to pay; and 
that it wou1d be dismembered through attachment and execution if a receiver was 
not appointed and its assets administered. The allegations of these bills were ad
mitted by the debtor who joine:d in the prayer for the appointment of a receiver, 
Courts of the ancillary proceedings usually appointed as their receivers the same 
individuals named as receivers by the coun of the primary proceedings. It was cus
tomary for the court to name two or more receivers, one of whom was usually an 
officer of the debtor experienced with its operations. · 

Shortly after the receivership proceedings were instituted, the mortgage trustees 
under defaulted mortgages obtained the court's permission to commence foreclosure 
proceedings. The foreclosure bill, in connection with which a receiver of the mort
gaged property was requested, 1,vas filed with the receivership court sitting' in the 
district within which the property was located. The receivership was extended to 
the mortgage foreclosure suit by court order, and the persons named as receivers in 
the original receivership bill were usually named receivers in the foreclosure pro
ceedings. 

When the foregoing steps ha1d been taken, the reorganization proceedings may 
be ~aid to have been completely launched. The long•range objective thereof, namely, 
the foreclosure of the debtor's property and sale to the new company, would usually, 
however, be several long and w,::ary years away. In the meantime, a plan of reor
ganization had to be devised a.o1d adequate support obtained for fr. The so-called 
protective or reorganization committee system performed this function. 

Thr: Protective Commitue Systr:m in Equity R.eorganization 

Since railroad properties are so extensive and valuable that outside bidders are 
almost unknown at thcir foreclo,sure, the investors in the old company were com
pelled to get together and acquire the property themselves if they hoped to salvage 
any portion of their original inv~;tment. This they almost invariably did by farming 
a new company co take over the properties. And if the new company was to be 
financially sound, it was necessary that its .fixed charges should be materially lower 
than those of its predecessor. TI1e situation, therefore, required investors of the old 
company to accept obligations ol: the new having a lesser face amount or reduced 
interest, or perhaps to take all or some portion of their claims against the former in 
stock or other contingent securiti:es of the new company. Other classes of creditors 

,. Farmers' loaJl & Trurt Co. v. Nonbcrn Pacific R. Co., 7~ Fd. 26 (1896). 
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and stockholders, if they were permitted to participate in the rcorganizatiou at ;ill, 
were required to make similar sacrifices. The complicated adjustments incident t.o 

such a .re-shuffiing of corporate interests obviously could not be worked out on a 
town meeting basis, even if it had. been possible to bring together at one place thou
sands of scattered creditor and equity interests. The protective committee system 
was designed to permit the accomplishment of these re-adjustments. 

Protective committees were ~;elf~onstituted groups, formed to represent the 
various creditor and stock interests of the insolvent carrier. Usually each creditor or 
equity class had its separate committee. The common-stock committee was' likely to 
be sponsored and dominated by the management of the debtor; bondholder com
mittees by the investment bankers originally selling the issues to the public.18 Rival 
committees, backed by diverse interests, frequently put in ao appearance. Creditors 
and stockholders were solicited by their respective committees to deposit their securi 
ties with the committees pursuant to the terms of what js known as a deposit agree
ment, This agreement conferred broad powers on the committees and authorized 
them, among other things, to take all necessary steps to · protect the depositors in 
connection with the reorganizati5>n proceedings and in the furtherance and develop
ment of a plan of reorganizationt.14 The plan of reorganization was, at least in 
theory, the result 0£ prolonged negiotiations carried on. among the various co~tt-:cs. 
No mathematical basis existed for the determination of what interests particular 
classes of creditors or stockholders; of the insolvent debtor should have in the reor
ganized company. The treatment accorded individual classes depended on such 
factors as the strength of their claims, the ability of the committees represcoting 
them, and the integrity with which their interests were protected. 

A key problem facing protective committees was that of raising sufli.cient money 
to make reorganization· possible. These funds were usually provided through. the 
adoption of a reorganization plan calling for the sale of new first-mortgage bonds 
to a banking syndicate and by levying a so-called "assessment" on the junior equity 
or creditor interests of the old oompany. Under the assessment plan the junior 
interests were permitted to obtain ~,ecurities in the new company only upon paym.ent 
of a designated amount of money.· Because of the uncertainty involved in the raising 
of needed money in this way, the reorganization_ plaos almost invariably provided 
for an undenvriting of the proposed sale of securities to the junior interests. 

After a plan of reorganization was agreed upon by the committees -dominating 
the reorganization, their depositorn were notified that a copy of the proposed plan 
had been lodged at a designated place where it might be examined by them. Those 
who were dissatisfied were permitted to withdraw their securities upon payment of 
their pro-rated share of the committee expenses. Provision was usually made that 

11 D:EmNc, op. cit. ,upra note 1, at 1104. 
11 For a mqre detailed description of deposit ag-r=c.nts and rdatcd problems, sec Cravath, Th~ Iaor• 

ganiz<!11'1;n of Corporat,'on1 in So><E L:i,c;~ P.w.sa <IF CoRt>OM'l'E F1:,,~Ncmc, 'R.EoacANIZhTion ANO llEcuu· 
TlOli (1917) 153,162 cl ,eq, 
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failure of a depositor to withdraw- his securities within a stipulated period constituted 
an ac~cptance of the proposed plan. 

Foreclosure and Sale of t!ie Property and Consummation of the Plan 

After the dominating protective committees had decided that their plan had the 
support necessary to roak~ a reorganization possible, a decree of foreclosure of the 
debtor's property was sought 1n connection with the foreclosure proceedings a hear
ing was held in which the court set a price known as the upset price below which it 
would not permit the property to be sold. This price was set in ordet to prevent 
creditors and stockholders supporting the reorganization plan from acquiring the 
property at an unconscionably low figure. This was a frank recognition of the fact 
that in most cases involving large railroad properties the latter group was the only 
possible purcbaser.111 

At the sale on foreclosure the property was bid in by representatives of creditors 
and stockholders of the old company, known as the purchase committee, and there• 
after it was transferred to a new corporation which had been formed to take it over. 
After 1.920 it was necessary for the new company to receive the Interstate Commerce 
Commission's approval of the securities it proposed to issue.1G Securities in the new 
company were then delivered to those participating in the reorganization plan on the 
basis therein provided. Those refusing t<? acquiesce in the reorganization plan were 
paid in cash their pro rata share, if any, of the price for which the property was sold 
on foreclosure. 

The transfer of the railroad properties to the new company terminated the reor
ganization proceedings for most practical purposes, and if no doctrines of reorganiza
tion law had been violated, the new company took the property of the old, free of 
all the latter's debts which were junior to the foreclosed mortgages. The reorganized 
company started its life subject only to the undisturbed mortgages of the old com• 
pany and to the obligations which it assumed under the reorganization plan. 

The Doctrine of Northern Pacific Railway v. Boyd 

The Boyd17 case established, or at least made dear, an important limitation on 
the rights of stockholders to participate in reorganizations. Prior to this case, it had 
been assumed that if mongaged railroad property was foreclosed and sold for less 
than the amount of the mortgage, purchasing bondholders were' privileged to deal 
with the _acquired property as they saw fit. This notion, however, received a rude 
jolt in the Boyd case. In this case the Northern Pacific Railroad had been reor
ganized through the foreclosure and sale of its property to the Northern Pacific Rail-

,. The ad\'a.otage in fuvor of those supporting the plan having om-whelming ~upport is easily per• 
cdved. If a corner lot. having a $5,000 mortgage thc.rcon, i, sold on foreclosure !or $3,000 , .:id it bid 
in by the mortg:,gcc, the latter is cJJtitlcd 10 credit the amount of the debt on the price wbieh be ~d 
for the property. Hence, he merely has to put up enough money io ,uch circumst:1nca to pay the expenses 
of_ foreclosure sale. S'imilady a purchase commince representing 95% of the boodholdcu arc c:lltitlcd to 
a credit of !IS% of the sale pric,, of the property which !hey :ire purclwing. Tho .holders of the remain• 
ing 5% of the =ritia would have only a s% credit. This Jorge dilfcrcnti.al can usu.Uy be coun\cd 
upon to prevent the minorities from clfcaivdy bidding at foreclosure &a!ei. 

'" ◄l Sn,T. 494 (1920). n :228 U. S. 482 (1913), 
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way Company. The bondholders' reorganization plan provided that stockholders of 
the o1d company might obtain an interest in the new by making a specified cash 
payment. No provision was made for participation in the plan for general unsecured 
creditors of the old company. Ten years after the reorganization had been completed. 
Boyd, an unsecured and unpaid creditor of the old company, brought suit against 
the reorganized company. He asserted that since no provision had been made for 
his claim, the transfer of the assets of the old company was fraudulent, and that 
consequently the transferee company was liable for the debt of its predecessor. The 
claim of .Boyd was sustained, and a decree was entered making his claim a lien on 
the property of the reorganized company. The rationale of the decision was that 
bondholders, who might have purchased the property for themselves alone, could 
not permit stockholders to obtain an interest in the new company pursuant to an 
arrangement made before the sale, without also giving every creditor of the old the 
privilege of participating in the reorganization on a fair and equitable basis. The 
Boyd decision was variously described as the demon incarnate and as a perpetual 
spectre across the path of corporate reorganization. A profi:mnd fear existed that the 
Supreme Court's requirement of a fair and equitable plan of reorganization was 
such a vague and llllccrtain guide that those creditors who had not become parties 
to the reorganization would be able to contest the fairness of. the reorganization 
many years after it had been consummated and to hold the new company liable for 
the debts of its predecessor where the judgment returned was that the reorganization 
plan was unfair as to them. Such a possibility was obviously a serious threat to the 
efficacy of the reorganization process, as the estimate of the fairness of the plan years 
after the event would all too likely be influenced by hindsight rather than foresight 

Steps were immediately taken, .however, to plug the reorganization ho1e which 
had been revealed by the Boyd case.18 The expedient adopted was to have the fair
ness of the reorganization plan litigated in the foreclosure prOC'eedings. This was 
done by inserting in the decree of foreclosure a provision that the sale would not be 
confirmed by the court unless, after hearing, it was satisfied that a fair and timely 
offer of participation had been made to all creditors of the old company. Provision 
was also made for notifying creditors of the terms of the decree, of the filing of the 
reorganization plan, and of the hearing to be held thereon. The result of the new· 
procedure was that all creditors of the old company, whether or not they were parties 
to the reorganization proceedings, became bound by the terms of the plan upon 
confirmation of the sale of the properties. In the words of one writer, the doctrine of 
the Boyd case became reasonably domesticated. • 

Cn"sidsm of the Equity R.eorganization Process 

Dissatisfaction with various aspects of the equity reorganization scheme mounted 
with the years. The cumulative effect of a wasteful system of ancillary proceedings, 
the necessity for the essentially ritualistic sale on foreclo_sure of the insolvent's 

,. Sec Swaine, Reoreani~a1io11 of Corporations: Crrttin D,vdopm,nts of the I.mt Duat1, m SoME l.u:A.L 
l'>!AsE• OP Co!IPORATli Fn,,u,crNc, R.tol\GANIZATION AND REGULATION {1931} 133, 142 "' uq. 
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property, the fees exacted by tl1e numerous protective committees, reorganization 
managers, mortgage trustees, receivers, :ind their- counsel, contributed to make reor
ganization costs exorbitant, if not scandalous.19 Reorganizations were dominated 
all 100 frequently by investment banking interests who, through their influence 
over protective committees, were enabled to shape reorganization plans to their own 
cnds.!l0 Protective committees, assuming to represent various classes of security
holders, 'often had interests which conflicted with those of their depositors.21 Too 
frequently reorganizations were financially unsound.22 Fixed charges often were 
not adequately reduced,23 and it was not uncommon for a reorganized company"to 
emerge from reorganization with a larger total capitalization than that of its pred
ecessor.24 Nor did the authority of the ICC over the issuance of securities result in 
material improvement of the fin:incial structures of the reorganized companies. The 
Commission's control was brought to bear so late in the proceedings that it usually 
gave its reluctant approval to unsound capital structures in order to avoid the costs 
of prolonged rcccivership.2G Reorganization plans, too, were frequently unfair. The 
judges were too busy carefully to Cl(amine the plans proposed,2e and they, like the 
lCC, were brought into the proceedings at the very end of the process, at a time 
when they were reluctant to upset the result of years of labor. 

The rumbl.iogs of discontent over the equity system reached a climax in the last 
days of the Hoover regime, when a dangerously large number of railroads were 
either already in recdvership or on the verge. Congress then enacted under its 
federal bankruptcy power a comprehensive system of statutory reorganization for the 
railroads of the country. · 

THE SrA'Itrl'oll.Y SCHE.Mll 

Institution of Proceedings and Control-of the Properties 
The new reorganization statute, known as Section 77 of the Bankruptcy Act,:T 

provided that interstate railroads which were insolvent or unable to meet their debts 
as they matured, might be reorganized in the federal bankruptcy courts.28 The 
rehabilitation proceedings could be instituted through fil.iog a petition requesting 
reorganization in a federal bankruptcy court by the carrier itself, or, where approval 
of the ICC was .first obtained, by creditors having 5°/4 of its total outstanding in
debtedness (§77a). · On approval of the petition the debtor might be left in possession 
of its property~ or one or more trUste.es nught be appointed to take over its operation 

n Sec testimony of Commimoner ]0$<ph B. Eartman, H,arinzr bcfort: Commilkt on tn; T11tliciary 011 

,H. R. 6429, 741h Cong., m Scss. (l935) 14. 
,. REPORT TO SECUl\lTI£$ AND Excltl, .. '<C.E COMMISSIO!l ON THE STUDY I\Nl> l1<V.£SnCAno1< DP '111& 

Wost:K., AcnvmES, PEllSONNEL Ah'D Fu1<rn0Ns o; P11oncnVE A:>D luoRCANJU.TION Co1,1M11nu (1937) 
863 a r,q. 

u REPORT To SECTJRlTIE.S ""o ExcMANCE CoMMJSStON, s11pra note 20, al 863 t:t s,q, 
u MOULTOt, <I al., Tm AMEI\JCAN Tl\AN$PORTATIO!i l'IIOJUM (1933) 321, 
u 3.A 5NAllFMAll, 'lxe JNTDUTATE. CoMMUC!S CoMMUStOH (1935) .584, 
,. DEWINc, op. di. n,pra note 1, •~ 1159. 
n MoULTON a al., op. di. rupra note :u, at 350, 356. 
"Frank, Som,: :&aliltir: R:/lectionr 011 Some AJp«u oJ Corpora1r R,org(111il!atio11 (1933) 19 VA. L. 

Rilv, $4l, 565. H 47 STAT, 1474 (1933), 
"The statute did not abolish the equity t=ivcnhip, See 577k. 
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(§77c). The provision allowing the debtor to continue in possession where no trus
tee was appointed was an innovation in reorganization practice. It was based on the 
theory that fuiancial misfortunes occasioning reorganization may be due neither to 
inefficiency nor to culpability of the debtor's management, and that in such circum
stances the properties should be left in the hands of those familiar with its operation. 
Where trustees were appointed, however, they were to be selected from a panel of 
standing trustees, designated in advance by the ICC (§nc). 

Once the initiatory proceedings received the court's blessing,211 the debtor or 
trustees, as the case might be, were vested with title to the property and authority to 
operate the business, subject, however, to the control of the judge and of the ICC, 
as provided in the Interstate Commerce Act (§77c). The reorganization. court was 
likewise vested with exclusive jurisdiction over all of the property of the debtor, even 
though portions might lie in other judicial districts (§77a), thereby eliminating the 
necessity for expensive and relatively inefficient ancillary proceedings characteristic 
of the equity reorganization process. Appropriate provisions also operated to stay 
creditor actions affecting the debtor's property (§771). Creditors and stockholder$ 
were required to file their claims (§77c(5)) and the judge was ordered to classify 
them for voting on the reorganization plan later to be formulated (§77c(5)) • . 

Procditre for Formulation of Reorganization Plans 

The basic objective of the new statute was to provide machinery which would 
avoid the undue delay and inordinate costs of the equity reorganization process and 
at the same time assure the development 0£ !air, equitable, and financially sound 
reorganization plans by means of administrative and judicial safeguards which were 
lacking or inadequate in the equity reorganization process. The ICC was required 
to hold public hear~gs after due notice, at which creditors or stockholders were 
entitled to be heard_ on proposed reorganization plans (§77c(9)) before they could 
be finally asked to accept any reorganization. plan (§77d). At these hearings the 
debtor was directed to present its proposed plan, and trustees of the debtor and 
persons representing not less than 10% in amount of the claims of any class of 
creditors might likewise propo_se reorganization plans (§77d). Following a hearing 
on proposed plans, the Commission was directed to render a report recommending a 
plan of reorganization which might differ from any plan which had been submitted 
to it (§77d). No plan might become effective without the prior approval of the 
Commission (§77d, e, f), nor could one be approved by the Commission or the court 
unless it was equitable, did not discriminate unfairly in favor of any class of creditors 
or stockholders, was financially feasible, and in the public interest (§77d, _f, g). The 
influence of the principle of equity reorganizations, that the reorganization plan shall 
be fair and equitable, is to be clearly discerned in these provisions.~0 

"'The judge was required to approve the pctition if he was satisfied that it 1= filal in good faith 
wd ccmplicd with. the tcchrucal rcquiremcnl3 of the Aa:.. 57,-a. 

•• The words "fair :tnd equitable" ;is usc,:I .in the statute :are words of art which have acquired a £xd 
meaning through judicial ioterprctation in the field of equity rcceivcs:sliip reorganization. Cf. ~ •• 
Los Angdes Lumba- Co., 308 U. S. 106, us (1939). 
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Provisions Relating 10 Creditor and Stockholder Acceptance of Reorganization Plans 

A great practical difficulty of the equity reorganization process lay in the necessity 
of having available sufficient cash to pay ·reorganization expenses, provide new 
capital, and satisfy the claims of th,: unpredictable number of creditors who might 
refuse to participate in the rcorganization.31 Accordingly it was felt that the rear• 
ganization process should be democratized, so that creditor and stockholder minorities 
would be bound by majority decisic,n. Section 77 therefore provided that a plan of 
securities readjustment which was :approved by the ICC, confirmed by the court, 
and accepted by a two-thirds majority in amount of any class of creditors or stock• 
holders, should become binding upon the remainder of the class (§77e, g, h). 

Congress recognized, however, th:it it was unlikely that the acquiescence of a 
majority of alJ classes of creditors and stockholders could be obtained in all situations. 
Obstructionist tactics on tbe part of dissenting classes, not to mention the bona .fide 
dissent of investors who would foel that they were being unjustly dealt with, 
appeared inevitable. In order to prc::vent dissenting classes of either stockholders or 
creditors from blocking reorganization unless their demands were met-demands 
which might easily become extorticmatc:-steam-roller provisions were included in 
the statute which made their acquiesce.nee unnecessary in certain circumstances 
(§77e). The consent of any class or dasses of creditors or stockholders was dispensed 
with where (1) a plan of reorganization provided for the payment in cash, at tho 
claimant's option, either of the value of his claim or the value of the securjties 
allocated under the plan to his inter,est in the old company, or (2) where provision 
was made in the reorganization plan for a sale of the debtor's property to the rear• 
ganized company at a pi:ice not les:s than that to be fi.\:ed by the ICC, called the 
upset price (§77g, e). Where teorgamization was based on sale at an upset price, non
acquiesci.Dg classes of creditors and stockholders were entitled to cash payment of 
such proportion of the sale price as was allocable to their interests.82 Shareholder 
acquiescence was likewise dispensed with under the steam-roller provisions wh(!{e h 

, was established that tbeir equity in ihe enterprlsc: was gone (§77g, e).88 And bond
holder acceptance was made unnecc:ssary where the reorganization plan provided 
for a sale of the: debtor's property su:bject to their liens (§77g). 

Proceedings for Confimuztion and Consmnmation of Reorganization Plans 

A plan of reorganization which was approved by the Interstate Commerce Com
mission and accepted by the requisite: majorities of creditors and stockholders, unless 
that consent was made unnecessary, was required to be certified to the court by the 

"Sec Swaine, Corporate &~rgani::ation umfu rhc Fcai:ra! Bankruptcy Powtr (1933) 19 VA.. L. Iuiv. 
317, 30.6. 

"The upset-price provision, it might be II oted, was borrowed from the equity reoq;aniz.atioo process 
where it was habitually set w low :is to have ~be cl!ect of driviog dissatisfied minoritie5 into tcorgaoiz:itioo 
plans. Weiner, ConPimng Functi011s of the Vpm Prfrc in a Corporak Juorg,mi~ation (1927) ,7 Cor... 
L. REY. 13:z, i37, n. o.8. 

u Tbcir corucnt could :ilia be dispensed with where !heir interests were 001 to be adversely ,alfcctcd 
by the plan, or where by authoriu:d corpor.11<: action the plan bad been accepted by their company and 
they were bolllld by lb ::iccq,WICG. S77e. 
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Commission, together with the latter•s report of the procccdi11gs (§nf). After such 
certificatioo, the judge held public hearings on the approved plan, at which time he 
considered the stockholders' and creditors' objections, and confirmed the plan if it 
complied with the requirements of the Act (§77g). The provisions for the court 
hearings were undoubtedly introduced to minimize the chance of a successful chal
lenge of the statute's validity on constitutional grounds. It is to be doubted, though, 
that the draftsmen of the Act expected that the judges would, except possibly on 
.rare occasions, concern themselves with a detailed examination of reorganization 
plans theretofore approved, and perhaps formulated, by the ICC after the full 
hearings required by the Act.H 

A plan of reorganization which was confirmed by the court was maae hinaing 
on the debtor and on all of its creditors arid stockholders (§77h). The property of 
the insolvent was the{eaftcr transferred to the reorganized company which received 
it free from all obligations of the old enterprise, save as otherwise provided in the 
reorganization plan (nj). The costly and essentially ritualistic sale on foreclosure 
was eliminated through a provision permitting the debtor's property to be retained 
by it or transferred to another corporation without foreclosure (§nj). 

The Proteaivi: Committee and the New Legislatiot, 
Under the new legislation the protective committee system was shorn of a 0011-

sidcrable amount of the power which it possessed in the equity reorganization. Court 
and administrative controls over tb~ formulation of reorganization plans were intro
duced at a suf!iciently early.stage of the reorganization process to make their existence 
effective (§§77d, e; £). Then, too, ~e committee system was weakened by the ref
erendum set-up of the statute. The ICC was required to refer its recommended plan 
directly to stockholders and creditors (§77d).85 If securities had been deposited with 
a protective committee before the Commission's recommended pJ:II\ was announced, 
the committee apparently was permitted to vote on deposited securities only in the 
event it was authorized to do so by a new authority executed after promulgation of 
the plan (§77e).86 This provision, in the opinion of the writer, was introduced to 
prevent voting power from falling into the hands of protective committees through 
sheer inertia on the part of depositors, and because it was undoubtedly thought that 
the prestige of plans recommended by the ICC would be sufficient to influence in_.: 
vestors to accept them even though they should be opposed by such committees. 
The ni:w legislation, however, made no attempt to regulate the protective committee 
system with respect to possible unfair solicitation practices, the use of one-sided 
deposit agreements, and its failure to provide disinterested depositor reprcsentation.u 

14 Thu view is supported by the fact that court cousidcr.ition of the plan w:is not brought to bar 
until mer there had becnr a submission to creditor :md ,tock interests. S;;d, .f. 

11 It might also, if it saw fit, submit any other plan which had h= filed in the procccdingi. 577d. 
., For :1 contrary point of view, see Roger; and Groom, Rrorganis:ation of J?,i:1road Corpor(Jlio,u ,inier 

Sution 77 of the Ban~rup~ Ad (1933} 33 Cot.. L REv. 571, 610. 
· •• The Sca,rllicz Act of 1933 (~8 STAT. 7-i) applied to cerlificates of deposit issued by ptotcCllll: com• 

mia=- It did not, though, :ittcmpt to .n,gulate the turns of such ~gr=ents or the personnel oE the 
oommittetS. Committ= wuc, however, mmpclled to discl= impon:mt infol'!n2tion, such :11 their ~ 
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Mi.rce/laneout Provisioru 
Limitations of space prevent more than a brief reference to some miscellaneous 

provisioi,s for reorganization control which were introduced by the new legislation. 
Expenses to be paid from the estate of the debtor, including compensation to trustees 
and their counsel, to reorganization committees, managers, and other creditor and 
stockholder r<'presentatives, were required to be fixed by the court within maximum 
limits prescribed by the Ice· (§77c(8)). It was thought that these limitations did 
not prevent protective comroittees from making private arrangements with their 
depositors concerning their remuneration and expenses.38 Claims for personal injury 
to employees were made preferred claims_, outranking even first mortgages (§77s). 
Judges and m:mes were prohibited from recognizing "yellow dog'' contracts (§77p), 
from promoting company unions (§77P) or, with certain restrictions, from changing 
employees' wages or worki_ng conditions (§770). 

Tm AMENDMENTS 011 1935 

General Schroie of the Amended Act 

The experience with Section 77 indicated the desirability of further reorganization 
reform and in 1935 the Federal Coordinator of Transportation recommended a com
prehensive revision of the Act. In the same year, after extensive hearings, Congress 
enacted the proposed legislation in gencr.11 accordance with the Coordinator's recom-
mendations. . 

Although the original Act was overhauled from stern to stern-S<:arcely a sentence 
of the original Act remaining unchanged-its underlying conception was retained. 
Proceedings under the new Act may be instituted by a carrier in the same way and 
are subject to the same conditions (§77a). Creditors, however, may now institute 
proceeduigs without the prior approval of the ICC (§77a).89 The appointment of 
trustees for the debtor is required under the amended Act (§77c);•0 the trustees 
to be selected, not from a panel as before, but by the judges subject to the approval 
of the Commission.41 The Commission retains its key position with_ respect to the 
formulation of and veto over reorganization plans (§77d) and control over reor
ganization expenses (§77c(12)). In order to e.-:pcdite reorganizations where that is 

· desirable, the debtor is directed to present a proposed reorganization plan within six 
m~nths after the approval of the reorganizaLon petition (§77d).4:.? Permission to file 

af!iliation.s, !he circumstances •un-onndmg their organization, etc. See SEC, Forni D-1. They coo!d, 
however, obtain an exemption under the Securities Act, S3(a)(2), by obtaining Court approval 0£ the tctnu 
of thdr deposit agreement in advance of solicitation, Under tbe Scruritie< Exchange Act of 1934 (48 
5-rAT. 8Bl) i:ommittecs were required to file -a listing application in conformance with that Act, if their 
ccrtiliute< of o:lcposit were to be list.cd on a na6o!ul security exch:u,~ 

"Rogers and Groom, mpra note 36, at 587. 
"This c.h:mge = made h=usc the origin:al Act provided no standard fer dctcrmirung the circum• · 

sc:ioccs in which such appro,•al should be given or withhdd. • 
•• An cXccption w.u m:1dc with respect to small carriers who,..c annual opcr~ting revenues were lw 

than $1,000,000 a y=. · 
" One reason for this change was the oif!iculty cxpuienccd by the Commission loc;it-ed in \Vashington 

in selecting for the r,and suitable persons Jiving in other para 0£ the country. 
"Thu puiod may be extended, for c::iusc shol'lll, fur intcrVal.s not exceeding six montlu e:ich. S77d. 
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proposed plans is extended to stockholders having not less than 10% of any class of 
stock, and to other interested partic:s who obtain the consent of the Commission 
(§77d). The order of procedure for reference on reorganization plans is greatly 
improved.43 The amended Act pro,vides that a proposed reorganization plan shall 
he certified to the court after approval by the Commission and before it js submitted 
to crrditors and stockholders (§77d). If court approval is withheld, the plan may be 
merely returned to the Commissiom for further consideration (§77e). Unde.r the 
original scheme a costly and time-<onsuming submission to creditors an~ stockholders 
would have been rendered useless wlhere the court refused to approve the submitted 
plan. 

The amended Act retains the pi:ovisions for majority creditor and stockholder 
control of reorganization (§77e). Continued also, although amended in certain re
spects, are the steam-roller provisioni; permitting the effectuation of reorganizations 
over the objections of non-acquiescing classes of creditors and stockholders (§77e). 
The changes made fa this connection, together with the new so-called "cram-down" 
provisions of the amended Act, will be discussed later. And, as under the original 
Act, the reorganized company obtains the properties of the debtor free from all old 
debts save as otherwise provided in the confirmed reorganization plan (§nf). 

Dcfccu in the Valuation ar1d Upset Price Provisions of the Original Statute 

The steam-roller provisions of the original statute, which were designed to permit 
reorganization over the objections of clissenting classes of creditors or stockholders, 
were key provisions ·of the legislation (§77e). Unless they possessed ·a high degree of 
practicability, the new reorganization technique was likely to be ineffective in an 
important number of instances, because reorganization plans proposed thereunder . 

probably would not be acceptable to iill classes of creditors and, stockholders. Under 
one of the steam-rol!er provisions the consent of classes. was dispensed with where 
the reorganization plan IJrovided for :a sale 0£ the debtor's property at not less than a 
fair upset price (§77g). This provis:ion was thought to be defective and of little 
practical utility. Both courts and scholars were in wide disagreement concerning the 
proper basis for determining the upset price. 44 The chaotic condition of the law and 
the uncertainty concerning the prm.ciples applicable to upset-price determination 
were regarded as making it unsound to rely on the upset-price technique as a prin• 
cipal means of implementing reorganization. The jwnbled state of the law, too, waa 
all too likely to encourage costly and undesirable obstructive litigation. 

The other important provision diispensing with investor acquiescence was based 
on the payment in cash of the value, ii: any, of the interest of dissenting classes. Share
holder consent was made unnecessa1y both where the company was found to be 
insolvent (§77e), i.e., where the value: of its assets was less than the aggregate of its 
debts, and where the reorganization plan provided for appraisal of th~ interests 

"For procedure under origu,21 st:itutt, see pp. 385-387, mpra. 
"Bonbrli;ht :ind Bcrgc:nnan, Two Rival Theories of PrioriJy Riil,u of Smtrily·Holaer1 ir, o CorporaU 

Rrorianit:ation (1928) 28 COi.. L. Rev. 1::17. 
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and for cash payment of the valu1: thereof (§77g). The latter provisions alro applied 
to dissenting classes of corporate creditors (§77g). These provisions for eliminating 
creditor and stockholder acquiescence were regarded as unsatisfactory because It 
was fe.ared that, in the absence of applicable legislation, principles of valuation as 
applied in rate-making proceeding~ might be invoked.4G The difficulties inherent in 
the valuation of great railroad properties on the basis of rate-making principles, 
together with the enormous costs and intolerable delays accompanying their applica
tion, would have made a dead letter of the appraisal provisions. With the upset-price 
provisions impracticable and th,e appraisal provisions ineffective, the llkcllhood 
seemed great that the Act would fail as an effective reorganization vehicle. Accord
ingly a highly important innovatiion was included in the amended legislation. The 
method of approach was to make the appraisal provisions workable. This was done 
through incoiporation of a comp1:chcnsive formula specifying the basis upon which 
valuations were to be made. In the formula the emphasis was shifted £rem the fac
tors giving rise to the difficulties in rate-making valuations to the ultimate economic 
basis of all industrial plant valuation-the earning power of the properties (§71e), 

The "Cram-Down" Provisions of the 1935 .11.memlments 

Under the amended Act a pla.n of securities readjustment may become binding 
on dissenting classes of credit9rs or stockholders, even though they are offered no 
alternative of cash payment for their interests in the old company (§77e). These 
so-called "cram-down" provisions may be invoked, however, only where the court 
.finds, after hearing, that the reorganization plan makes adequate provision for the 
dissenters' interests and that their Tejection of the approved scheme of securities 
readjustment is not reasonably justified. It was expected that these provisions would 
be used only in extraordinary sitl'lations. They were added because it was thought 
that particular. reorganizations might be seriously impeded or prevented through 
inability to raise the amount of c:ash which would otherwise be necessary. While 
these provisions provoked charg~; of unconstitutionality,48 they were defended on 
the seemingly sound basis that the accomplishment of fair and sound reorganizations, 
which are required both in the public and private interest, would be rendered difficult 
i£ not impossible i£ ~sh payment to dissenting classes were an invariable requirc
ment.'1 

Amendments P(TtaJ.ning to C/assi.fication of Creditors and Stocklzoldrrs 

As· originally enacted, Section '.77 ·was thought to be defective: in that it elevated 
dissenting groups to a position of undeserved strength. It requited a division 0£ 
creditors and stockholders into seiparatc classes according to the nature of their re
spective interests (§nc(s)). This provision was interpreted by the courts in such a 

"In the H,anngs beyore tne Commiru,, on· /udit:iary on H. R. 6249, 74th Cong., Tst Seu . (x93:;) 1p, 
::us ,t rcq., ::,91 d uq., the equity interest vigorously advanced t!ili point of Yic-ir, 

•• Friendly, Ammdm,:nt of tne Rm1roa;.r &orgDni::ation Ac: (1936) 36 Cot... L, REv. ::i7, 32, 
'YFor a more elaborate argument oupp<lrting the constitutionality of these provisions, t.ce Cr.m:11 and 

Fuller, The r935 Ammt1mmlf oJ the Rai/mad Ban{mpt~ Ad (1936) 49 HAR.v. L. R.i.v. 1214. 
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way as to encourage proliferation of cllasscs, which naturally resulted in an undue 
strengthening of minority groups."8 The opportunities of such groups for quick and 
aggressive opposition were greater where individual classes consisted of a single or 
perhaps a few creditors, than would have been true if they .had been submerged in 
the membership of a large class. The amended statute was designed to discourage 
such over-dassi.fic.1tion. 

The Protective Committee and the Arm~ded Aa 

The amended Act envisaged an inc.rease in the influence of the protective COill• 

mittee system. Under its terms propose:d plans of reorganization may be submitted 
directly to protective committees as rep1resentatives for security depositors ()77e, p). 
The rela.'Xing of the stringency of the old Act in this respect, however, was more 
than compensated for by the jntroductifon of new and highly important provisions 
subjecting such committees to strict regulation (§77p). It was made unlawful for 
any person to solicit proxies or authority· to represent creditor or stockholder interests 
in connection with pending reorganization proceedings without first obtaining the 
approval of the ICC. In passing on applications under this section, the C.Ommission 
considers, among other things, such rdevant matters as the manner of proposed 
solicitation, the rate of compensation t,, be charged by the applicant, his business 
connections and other committee interests which might be inconsistent with dis
foterested representation, and the terms of the proxy authorization or deposit agr~ 
rnent under which the applicant proposes to act. 0 

Misccllancozu Provisions under the Am,roded Act 

A number of particularly important: miscellaneous changes in the original Act 
should be mentioned in passing. Secti0Jt1 77 was interpreted by the Supreme Court 
as requiring prompt reorganization, evc:n though conditions were 'Such that a slow 
tempo might be in the better interests of all concerned.Go Accordingly the statute 
was amended to case the requirement oE prompt reorganization and to permit court 
retention of the proceedings so long as there was not an undue delay (§77g). 

The provision permitting the allowa1!lce of compensation (§77c(8)) to protective 
committees and reorganization manage.rs out of the debtor's estate was eliminated. 
Under the amended Act such committees might obtain from the estate of the debtor 
only their actual and reasonable expense, including reasonable attor.ney's £CC$ 
(§77c(1;2)).U Other amendments permit mortgage trus·tees to file claims on behalf 
of bondholders who have failed to act ill their own behalf (§77c(7)). The original 
Act required the compilation from the: records of the debtor of a ,list of all its 

•• In the pc:ndmg: Missouri Pacific =• thi:: owck :ind creditor iotaests were ori~ly classified illtx, 
7:1 dilfcrc:.nt groups. 

•• See F=dl, Protrctive Commillcer ,ma Deposit .dgrecmmt. in Railroat1 Reorganizrllion (1939) ◄9 
YALE L. J. 2241 230 d seq.; Fennell, The Profc.ction o/ Sct:t1ri1y-Holtlers' Intacm umler Section 77, 
infra p. 477 ct icq. • 

•• Continent,] Illinois Natlon:ol Bonk. & T1U5t Co. v. Chic-ago Pacific Railway, 294 U. S. 648 (1935). 
11 The· wisdom of this change is not clear, bu~. at the time the bill was cDJ1ctcd, Cong:rc:ssio.oal dis;p

proval of commiuce charge, was too gr<-'t to penniit an objective approach to the problem. 
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creditors aud stockholders and this list was open to inspection by designated parties 
in interest (§77c(9) ). The utility of this provision was limited by the !act that bond
holder lists were likely to he in the hands of persons other than the debtor, such as 
the paying agents under 1hr delbtor's mortgages, for example. Accordingly the st:itute 
was amended to provide that any person .having such a list should be under the duty 
to supply it (§77c(5)). 

The railroad reorganization process, as it developed from the earliest stages, b:is 
been characterized by a constant endeavor on the part of courts and lawyers to adjust, 
adapt and evolve legal machinery which would adequately cope with the enormously 
difficult problems of the insoh-ent carrier. The progress which was made was slow 
and halting for many years, for shaping antiquated lcgal machinery to meet the new 
needs was a formidable task. Had legislative aid been forthcoming at the outsc:r, 
the problem would have been greatly simplified. When it did come, though after 
many years, a long step was made toward the goal of sound, fair and reasonab~y 
inexpensive railroad reorganizations. Experience with the statute, however, revealed 
important deficiencies. This was hardly a surprise, as perfection in new legislation 
concerned with such complex problems was hardly to be expected. Extensive amend• 
ments attacking these deficieociies constitut<--! a further stride toward the reorganiza
tion goal. Now that the barrii::ade of legislative indifference has been shattered, it 
is to be hoped that such shortcomings as may have been revealed in the existing 
legislation w.ill receive the prompt Congressional attention required by the importance 
to the country of a sound system of railroad transportation. 
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Chapter I 

A CONDENSED HISTORY OF THE 

DENVER SOUTH PARK & PACIFIC RAILROAD 
R.H. KINDIG 

~impl~ spending a few moments contemplating Platte Canon, over Kenosha Pass, across South Park, 

the railroad's name, "Denver South Park & Pacific," and down Trout Creek Canon as far as the Valley 

might bring to the mind of one familiar with Colo- of the Arkansas River was the route actually fol-

rado a vision of tracks departing from Denver, lowed when the Denver South Park & Pacific Rail-

struggling through the canons and high passes 

between the lofty peaks of the Rockies to the great 

flat expanse of South Park, then beginning an even 

greater struggle in its attempt to reach the Pacific 

Ocean-although completion of the )in~ to· that 

distant shore was never accomplished. . 

In truth, the little narrow gauge. railro~d was 

tangible evidence of the success of many struggles 

-:-of obtaining financial backing for construction 

of the line; the actual physical obstacles which 

were overcome during its construction; competi

tion from other railroads which tended to reduce 

the traffic available to the South Park line; and the 

struggle to operate trains in spite of difficulties 

arising from the whims of nature. Among these 

hindrances were such items as the fury of raging 

blizzards in the winter months, and the associated 

hazard of snowslides; floods which damaged the 

roadbed and track; and the ever-present danger of 

falling rocks or landslides which sometimes ob

structed the railroad. 

However, in spite of all these hindrances, the 

railroad operated with reasonable reliability for 

almost 70 years, considering its active life as a nar

rpw gauge common carrier. Much of its success in 

f~e early days of its existence was due to the indom

ttable drive of Governor John Evans, who was 

t only one of the founders of the line, but was 

the railroad's first president. 

s early as 18 6 8, a survey had been made which 

ered ~art of the South Park line's subsequent 

ruction, even though it was not built until 

l ~e!rs after this survey. Although the sur
envrsioned a railroad extending from Denver 

the portion from Denver through 

, 

University of Colorado. 

GOVERNOR JOHN EV ANS 

road was built. At this point it diverged from the 

route toward Santa Fe, as Leadville and Gunnison 

became more important destinations. 

In the 1873 "Articles of Association" of the 

Denver South Park & Pacific Railroad Company, 

the line was to continue southward along the Ar

kansas River Valley for a short distance, then over 
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Poncha Pass into the San Luis Valley, to the town 

of Del Norte," ... and thence by'the most feasible 

route to the San Juan mining districts in South 

Western Colorado-to be extended thence to the 

Pacific Ocean ... also to Summit County, to be 

extended via the Middle Park to the P;cific Ocean." 

Although the officials of the railroad probably 

didn't expect to complete two railroad lines to the 

Pacific Ocean, they were evidently trying to secure 

claims to the most likely routes, and hoped eventu

ally to complete one of them. However, various 

conditions eventually prevented the railroad track 

from ever leaving Colorado, and the San Ju;n dis

trict was reached by the narrow gauge rails of the 

Denver & Rio Grande rather than the D.S. P: & P. 

Governor Evans made numerous horseback trips 

into the mountains southwest of Denver, and be

came quite familiar with the areas known as Platte 

Canon and South Park. The Park itself is a vast 

flat surface, surrounded by mountains, nearly 50 

miles long and varying up to 20 miles in width. 

The Governor noted the tremendous natural re

sources of this territory, and had the vision to see 

how valuable a railroad would be in this area, 

together with the determination to see that such 

a line was built. 
Associated with Governor Evans in this ambi

tious project were numerous other men whose 

names are now prominent in early Colorado history 

-such men as Joseph Bates, Jerome Chaffee, W. S. 

Cheesman, Frederick A. Clark, Henry Crow, Leon

ard H. Eicholtz, S. H. Elbert, Bela M. Hughes, 

George W. Kassler, Charles B. Kountze, David H. 

Moffat, Jr., and F. Z. Saloman. 

The decision to build the railroad as a narrow 

gauge line ( 3 feet between the rails, compared to 

4 feet, 8 ½ inches, which had become the standard 

gauge in the United States and other countries) 

was reached after careful consideration of the type 

of country the track was -expected to penetrate. 

The slim gauge could be built on a narrower road

bed, thus decreasing the cost of construction, espe

cially where rocks had to be blasted or cuts dug 

through projecting hillsides. Also, the narrow 

gauge track could successfully negotiate sharper 

curves, and climb somewhat steeper grades than 

were commonly used by standard gauge railroads. 

Construction actually began in August, 1873. 

A separate construction company, known as The 

Denver Railway Association, was organized and 

later incorporated. Governor Evans had to over

come considerable opposition before his company 

was i~ a position to begin construction. One of his 

principal opponents was General William J. Palmer 

of the Denver & Rio Grande Railroad, who resisted 

construction of the South Park line because its pro

posed routes conflicted with some of the D. & R. G.'s 

intended destinations. Another 'antagonist was W. 

A. H. Loveland, one of the major executives of the 

Colorado Central Railway, which was at this time 

already in operation between Denver and Black

hawk, with ;:r branch to Floyd Hill. Too, financial 

backing was not easily obtained by the South Park 

company. Governor Ev:ms proposed that Arapa

hoe County vote a bond issue of $300,000, these 

bonds to be exchanged for $300,000 of the rail

road's $3,500,000 capital stock. After much argu

ment·, the bond issue was approved by a vote of the 

people in July, 1873, and the officials of the Denver 

·south Park & Pacific Railroad immediately began 

plans to construct the line. 

Setting up a separate construction company was 

the usual procedure at that time. Although officers 

of the construction companies were not always the 

same as officials of the railroads involved, there is 

no doubt that control of the finances of the con

struction company was maintained by those who 

controlled the associated railroad. A contract was 

therefore negotiated between the Denver South 

Park & Pacific Railroad Company and the Denver 

Railway Association, providing for the construc

tion company to build a first class 3-foot gauge 

railroad from Denver to the Arkansas River Val

ley, with a branch to Morrison. The total mileage 

was 150, and the Denver Railway Association was 

to build not only the main track and sidings, but 

also all depots, freight houses, machine shops and 

other buildings which were required. As various 

sections of the railroad were completed, they were 

to be turned over the D.S. P. & P., and the con

struction company was to be remunerated with 

fully paid capital stock of the railroad, amounting 

to a total payment of $1,900,000 for the 150 miles 

of proposed railroad, upon its completion. 

Most of the right of way of the first part, from 

Denver to Morrison, was prepared in late 1873 and 

early 1874, and in April, 1874, actual laying of 

the rails began. By late June, the line was com

pleted to Morrison, 16 miles from Denver. Two 

locomotives, a 2-6-0 named "Fairplay," and a 4-4-0 

named "Platte Canon," provided the motive power 

during the railroad's first years. A small number of 

passenger and freight cars completed the equip

ment roster at this time. The principal freight 
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J.B. Sturte'Vant photo, 
from M. R. Parsons Collection. 

In: this very early view of Morrison, Colorado, we see a Denver South Park & Pacific excursion train alter a sudden afternoon 

shower. The excursionists are seeking shelter in the livery stable, hotel. and in the passenger cars. The rather primitive excursion 

cars along Bear Creek al the lower left are made from Colorado Central fiat cars with temporary roofs and sides. while regular 

D.S. P. & P. coaches are seen to the right. 

Joseph Collier photo, 

f 
from F. B. Rizzari Collection. 

~- llie D.S. P. & P.'s Mason bogies heads down into South Park from the summit of Kenosha Pass with live llat cars loaded with 

ies 10 be used in construction across South Park in 1879. Note the cases for Collier's cumbersome photographic equipment. 

at the right. 

3 
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hauled out of Morrison consisted of stone and 

lumber products, and a little coal, from a mine at 

Mt. Carbon, near Morrison. Passenger business 

was brisk, being augmented by frequeqt excur

sions to Morrison. In 18 7 5 there were two regular 

passenger trains each way between Denver and 

Morrison, requiring from an hour to an hour and 

a half in either direction; no doubt some of the 

train~ consisted of mixed passenger and freight 

equipment. The railroad appears to have been well

constructed, using 3 0-pound iron rail and pine ties. 

The results of the financial panic of 1873 caused 

an abrupt halt in the railroad's optimistic plans 

for further construction. Cooperation with the 

Spotswood & McClellan stage lines helped augment 

the South Park's passenger business, and a train 

leaving Denver at 7: 00 A. M. arrived at Morrison at 

8: 10 A. M., connecting with a stage that reached 

Fairplay that evening; similar service was operated 

in the other direction. However, during the dura

tion of the depression, the South Park line had all 

it could do to make ends meet on . its Denver

Morrison section, and additi<;mal expansion was not 

to be thought of. 

The first construction company was reorganized 

as the Denver Railway & Enterprise Company in 

May, 1875, but this company was dissolved the 

next year, with almost nothing accomplished in the 

way of railroad construction. In July, 1876, a third 

company was established to build the Denver South 

Park & Pacific Railroad; this one was called the 

Denver & San Juan Construction Company. This 

organization was a little more successful than the 

second construction company, and did actually 

build a right of way to the mouth of Platte Canon 

and accomplish some work in the lower part of the 

canon. Building a railroad up the canon, however, 

turned out to be a fantastically difficult and ex

pensive operation. By 1877, the third construction 

company was running low on funds, so a fourth 

was organized-this was called the Denver & South 

Park Railroad Construction & Land Company. 

With improving financial conditions, the bewilder

ing series of construction companies came to an end 

for the time being, and building of the railroad 

was resumed. By late 1878, the track had reached 

Bailey's, a little over 56 miles from Denver. This 

segment of the railroad followed the twists and 

turns of Platte Canon-benches were blasted out 

of the canon walls, fills were built along one side 

of the river bed itself, and cuts were blasted and 

dug through rock walls to hold curvature to a 

degree which the little trains would be able to 

negotiate successfqlly. Miracles of construction 

were performed by the enterprising and hardy 

men of that. frontier age. Where the canon walls 

were too .steep to provide any sort of foothold, men 

were·lowered by ropes from above, and held while 

they laboriously drilled holes in the solid rock. 

Large iron pins were driven into these holes, and 

boards laid across the pins to provide a hazardous 

platform for additional drilling and preparations 

for blasting. Sudden rises in the river level, from 

melting snows in the spring or mountain thunder

storms in summer months, might wash away the 

results of days of labor. Only the dogged persist

ence of Chief Engineer Eicholtz and his men 

enabled const.ruction to continue in spite of all 

these obstacles. 

Although it had not been the original intention 

of the founders of the railroad to include Leadville 

on the route of the South Park line, the tremendous 

mining boom which began there at this time caused 

a change in the planned route. Even while the rail

road was being built, it began to haul freight, most 

of it destined for the Leadville area. Freight was 

hauled by rail as far as possible, then trans£ erred to 

wagons for the remainder of the journey. Early in 

1879, the end of track was at Webster, the east 

side of Kenosha Pass, and by spring it was said that 

the railroad was earning over $1,200 a day from 

freight and passenger operations, with expenses of 

only about $480 a day. 

The augmented business only served to increase 

the determination of the railroad's officials to ex

tend the line as rapidly as possible. Since the railroad 

was still eventually expected to reach the San Juan 

region, in Southwestern Colorado, the route via 

South Park and Trout Creek was still the preferred 

one, although an alternate line, running more 

directly toward Leadville, was considered for a 

short time. 
By March, 1879, the construction crews were 

again at work-this time building a right of way 

up over a pass, rather than through the narrow 

canons they had conquered up to this point. Some 

of the grade climbed at a maximum rate of 4 % 
before the summit of Kenosha Pass was reached, 

on May 19, 1879. The elevation at this poi~t was 

9,991 feet, and the construction men could expect 

easier going from this location, as the relatively 

level expanse of South Park was spread out before 

them. 
"Picturesque Colorado," a booklet published in 
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T. C. Miller photo, 
from F. B. Rizzari Col/ection. 

Shown here is the end of track on the London, South Park & Leadville Railroad in North 
Mosquito Creek Valley. Buclcets of ore descending from the North London Mine on the 
aerial tramway were dumped into loading chutes, which in tum were used to load the 

ore into waiting gondolas for shipment over the South Park to various smelters. 

Chas. IV eitfle photo, 
from F. B. Rizzari Co/lectio11. 

A Mason bogie, either D.S. P. & P. 3 or 5, heads west from a constructlon camp, over 
newly laid rail, in upper Platte Canon in 1878. 
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1900 by the Colorado & Southern Railway, gives 

a rather lavish description of this area: 

"South Park! How the words thrill the memory 

and arouse the imagination. . .. The place where 

every mood in man finds answering mood in nature. 

The· glorious accomplishment of the pai_nter's drea'.11 

-the spot where serried pea~s and vanegated plam 

awake in the beholder sentiments of profoundest 

admiration. 
"Imagine yourself standing upon the sum1:1it of 

a mountain overlooking a plateau nearly twice as 

large as the state of Connecticut. Surrounding this 

are'a. with its undulating hills, green meadows and 

many glittering lakes, are scores of :notmtains, whose 

sides are so steep that the early cltscoverers sought 

long and anxiously for a trail through the laby:·inth 

of peaks. On the right, nature has thrown up a mighty 

barrier. whose highest point marks the crest of the 

continent. On the left, the rim of the basin resembles 

the teeth of a saw, each tooth distinctly outlined 

against the deep blue sky. In front, as far as the eye 

can penetrate, spreads out a carpet of green, yellow. 

brown and dark reel, the patches of the carpet repre

senting the various phases of vegetation of this 

highly elevated region. In the east you behold ~he 

noble crest of Pike's Peak. In the west 1\Iount Lm

coln seems to gaze with benign countenance upon 

the entrancing scene, while in the north looms up 

Long's Peak. and far away in the opposite direction 

the Spanish Peaks stand outlined in ethereal hlue, 

completing an ensemble of transcendent heauty.'' 

Impatient to reach Leadville as quickly as pos

sible, the South Park officials put the construction 

men to work immediately on the grade down the 

west side of Kenosha Pass and across South Park 

itself. It is reported that work proceeded 24 hours 

a day, with long processions of torches to light up 

the grade and enable the men to work at night. 

By October, 1879, the track had reached Weston, 

near the southern end of South Park. From this 

point to the top of Trout Creek Pass and down into 

Arkansas Valley, the work was more difficult, and 

the line did not proceed as rapidly as it had across 

the flatlands of South Park. 

Freight and passenger traffic had been increasing 

by leaps and bounds during this time, and the train

loads of construction materials climbing up Platte 

Canon and over Kenosha Pass were interspersed 

with revenue freight trains. This resulted in the 

fantastic spectacle of an unfinished railroad haul

ing so much freight that the income was paying 

for the cost of extending the line! New motive 

power and more cars were being acquired, but the 

business was still more than the railroad could 

handle. Supplies and machinery were hauled to a 

point near the end of track, and loaded on wagons 

for the remainder of the trip to Leadville, generally 

over Mosquito Pass or Weston Pass, and the return

ing wagons brought sacks of ore and pigs of bullion 

for the railroad to haul to Denver. A branch to the 

King Coal Mines, in South Park n~ar Como, was 

built, and coal augmented the eastbound traffic 

over the railroad. 
By this time, Jay Gould, an eastern railway 

broker, had become interested in Colorado develop

ments, and he began a campaign to secure control 

of the Denver South Park & Pacific Railroad. In 

the east, his speculations in gold had brought about 

the financial panic known as "Black Friday," on 

September 24, 1869. Some years later he gained 

control of the Union Pacific Railroad, and by late 

1879 he owned a half interest in the Denver & 

Rio Grande; he was now working diligently to gain 

control of the South Park line. 

Gould managed to arrange a contract, known 

as the "Joint Operating Agreement," between the 

D. & R. G. and the D.S. P. & P. This contract stip

ulated that the D. & R. G. was to build the line in 

the Arkansas Valley from Buena Vista to Leadville, 

and the D.S. P. & P. was to have operating rights 

over this trackage. The South Park was authorized 

to build a line over Alpine Pass to Gunnison, and 

the D. & R. G. was to have trackage rights over 

that line. No restrictions appeared, however, con

cerning the D. & R. G.'s right to build its own line 

into Gunnison if it so desired. Gould probably in

tended that this contract would result in a co-oper

ating alliance of railroads, not overlapping or com

peting to any extent, with himself in control of the 

entire operation. 
From the top of Trout Creek Pass to the Valley 

of the Arkansas River, the railroad was built close 

to the bed of the stream. Although this provided 

relatively simple construction, it was a route which 

subsequently gave much trouble to the railroad 

because of extensive floods down Trout Creek in 

later years. The tracks reached the banks of the 

Arkansas River in February, 1880, and a high 

bridge was constructed across that stream. A joint 

station was built with the D. & R. G. at Buena 

Vista. 
Extension of the track to Buena Vista relieved 

some of the difficulties in reaching Leadville with 

freight and passengers, as wagon traffic over the 

two steep and difficult passes, Weston and Mos

quito, could be virtually eliminated in favor of the 

much easier Arkansas Valley route. This had the 

effect of still further increasing the South Park's 
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TV. G. Chamberlain photo, 
from F. B. Rizzari Collection. 

f thin haze of smoke from twin balloon stacks blankets the mountain side as a westbound double-headed freight stops 

or water at Deer Creek tank in Platte Canon, In the early 1880's, The lead engine, D.S. P. & P. 12, is a Mason bogie 

named "Como," built In 1879, and it is followed by a Baldwin 2-8-0 received by the railroad In 1880. 
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freight business. The joint trackage from Buena 

Vista to Leadville was built by the D. & R. G., and 

completed by late 1880. At this time the 

D.S. P. & P. had a total of 36 locomotives in serv

ice, but even these were hard-pressed to handle 

the great volume of business which descended on 

the young railroad. 

Meanwhile, Jay Gould continued his efforts to 

acquire control of the South Park line. Some years 

previously, the Denver & San Juan Construction 

Co. had borrowed some money from the Kansas 

Pacific Railroad, which at that time was an inde

pendent company. By early 1880, Gould had ob

tained control of the Union Pacific, along with the 

Kansas Pacific, Denver Pacific, and Colorado Cen

tral lines in Colorado; this gave him partial con

trol of the South Park railroad through acquisi

tion of the Kansas Pacific's interest. Gould at first 

tried sending representatives to purchase the stock 

of the D.S. P. & P., then later decided to enter the 

negotiations personally. By November, 1880, the 

Gould interests had purchased all the available 

South Park railroad stock and construction com

pany stock, and thus gained complete control of 

the railroad. He immediately moved to make the 

splendid little South Park railroad a mere branch 

of the vast Union Pacific lines, and it became 

known as the Union Pacific's South Park Division. 

Henceforth its interests were to be subordinate to 

the parent road, and it was considered as a feeder 

to the standard gauge Union Pacific at Denver. 

However, construction of the narrow gauge 

railroad did not end with its acquisition by the 

Union Pacific. Although the D.S. P. & P. provided 

the U. P. with an entry into the fabulous Leadville 

mineral district, there were other areas in Colorado 

which showed promise of mineral development, 

and the eastern financiers were willing to extend 

trackage in any direction which showed likelihood 

of sufficient monetary returns to justify the orig

inal investment. At this time, the Gunnison region 

was entering a period of expansion which indicated 

the beginning of a mining boom of considerable 

proportions. In addition to gold and silver deposits, 

such minerals as coal, limestone, and iron ore were 

being discovered in quantities which indicated that 

commercial development and exploitation would 

be financially desirable. Both the D. & R. G. and 

the D.S. P. & P. began building trackage toward 

this new goal-the Gunnison District. 

Since it was necessary to cross the Continental 

Divide to reach the Gunnison valley, it was realized 

that construction would be difficult, but the prob

lems in extending the South Park Division across 

the Divide were even greater than anyone antici

pated. The Denver & Rio Grande's route diverged 

from its own line at Salida, and with a great deal 

of winding track, together with a continuous 4% 
grade, managed to reach the summit of Marshall 

Pass; then with more twisting, meandering track 

down the western slope, finally reached the Gun

nison valley by way of Tomichi Creek. The South 

Park railroad was projected along a more direct 

route, leaving the Arkansas Valley a short distance 

south of Buena Vista, and heading up Chalk Creek 

toward the formidable ramparts of the Saguache 

Range. An 1800-foot tunnel was to be dug under 

Alpine Pass to reach the other side of the Conti

nental Divide, and it was this tunnel which brought 

much fame to the South Park line in later years, 

although it brought only grief and near-insoluble 

problems to those to whom its construction was 

delegated. 
During the year 18 8 0, while the Gould interests 

were still negotiating for control of the South Park 

line, the Evans management had already begun 

construction in Chalk Creek Canon, and by the 

end of 18 80, trains were being operated a short 

distance up the canon, where connections were 

made with stage lines for the trip into Gunnison 

and nearby. communities. 

Major James Evans, assistant to Chief Engineer 

Eicholtz, was assigned to supervise the construction 

of the line from Buena Vista to Gunnison, and 

while it was expected that many construction 

problems would be encountered, no one had any 

idea of the vast difficulties which would have to be 

overcome before Alpine Tunnel could be com

pleted. As a result, the D. & R. G. interests were 

able to complete their line over Marshall Pass and 

put their trains into operation into Gunnison a 

full year before the D.S. P. & P. was able to reach 

that destination. 

Actual tunnel construction was put in charge of 

P. F. Barr, and as early as January, 1880, a small 

crew was at work digging the tunnel, although at 

this time the end of the South Park track was 

somewhere in Trout Creek Canon, far to the east. 

Even reaching the tunnel site with supplies was a 

major problem--everything had to be freighted in 

by wagon, along crude roads which were of ten 

impassable in winter and spring. On the west side 

of Alpine Pass, the construction company had to 

build many miles of wagon road for its own use. 
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IV. H. Jackson photo, 

. from R. A. Ro11zio Collectio11. 

:i~el appears to be Denver South Park & Pacific 19, a 2-6-0 built by Dawson & Balley in 1879, with a mixed train, standing at 
8 

ow SI. Elmo in Chalk Creek Canon, in 1883. At the right of the picture is a harp type switch stand of unusual design. 
9 
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The i~bor problem was one of the principal ob

stacles which slowed down tunnel construction. 

The intense winter cold, the rarified atmosphere at 

the 11,600-foot elevation, and the absence of per

sonal comforts made it extremely difficult to keep 

laborers on the job. Even the offer of relatively 

high wages was not sufficient to prevent frequent 

desertions during the winter. Several log cabins 

were built near both the east and the west portals 

of the tunnel, and digging began in both directions. 

Instead of encountering solid granite, as was ex

pected, the mountain was found to be made up of 

loose rock formations with several underground 

streams. Timbering was required, therefore, for 

almost the entire. length of the tunnel. California 

redwood timbers, 12xl2 inches in cross-section, 

were used for this purpose, and did the job so 

well that 80 years after the tunnel was built (and 

5 0 years after it was abandoned), most of it was 

still intact, although the east portal was com

pletely closed and the west entrance could be pene

trated only with considerable difficulty. 
Digging proceeded very slowly-sometimes only 

a few feet were added to the tunnel's length in a 

full day-and it was over 18 months from the 

starting date in January, 18 80, before the crews 

on the east and west sides met inside the mountain! 

Several additional months were required before the 

track was finished and the tunnel was ready for 

operation. Extensive snowsheds were built to pro

tect the entrances at each end. The tunnel was built 

on a slight upgrade from each end to assure satis

factory drainage; it reached an apex 1,203 feet 

from the east portal, and 602 feet from the west 

entrance. When the tunnel was in operation, a red 

signal lamp was kept burning at this point, to 

enable locomotive engineers to tell when they 

reached the apex so they could shut off their engines 

at the proper time. Since practically the entire tun

nel was built by hand, it is a monument to the 

endurance and fortitude of those who did stay on 

the job until it was completed. The elevation of 

the railroad at the apex of the tunnel-11,612 feet 

-gave it the distinction of being the highest rail

road in the United States at the time it was com

pleted, although it was later exceeded by one or 

two other lines. 
Even with the completion of the tunnel, Major 

Evans faced appalling difficulties in providing a 

grade to descend from the west portal to the valley 

of the Gunnison River. The line clung closely to 

the side of the mountain as it began the descent, 

and immense rock walls had to be constructed 

along the face of some sheer cliffs; the resulting 

channel between the cliff and the rock wall was 

filled with loose rock and dirt until it presented a 

narrow shelf along the cliff face. An outstanding 

example of this type of construction occurred at 

the Palisades, one of the most notable rock forma

tions on the route. The shelf was wide enough to 

provide a roadbed for the railroad, and a sturdy and 

reasonably safe grade for the railroad track was 

established. Even today, the massive retaining wall 

and cinder-covered right of way along the face of 

the Palisades is virtually intact, indicating the care 

which was used to construct a permanent roadbed 

past this enormous vertical cliff. 
The grade continued to wind along the moun

tain, descending toward the valley for another mile 

or so, then made an abrupt curve which turned the 

track in the opposite direction, and headed it down 

Quartz Creek Valley in the vicinity of the little 

settlement called Woodstock. The 24 ° curve which 

changed the direction of the railroad was first 

known as \'v' oodstock Loop,,:- and was one of the 

notable scenic landmarks of an area which abound

ed in scenery. Continuing its descent, the railroad 

passed below the Palisades and turned westward, 

still some distance above the bed of Quartz Creek. 

With much additional winding grade, including 

occasional cuts and fills, the line reached Pitkin, 

and finally approached Parlin, in the wide valley 

threaded by Tomichi Creek. At Parlin the builders 

of the South Park line encountered the track of the 

Denver & Rio Grande Railroad, which had been 

in operation for several months. Construction was 

a great deal easier by this time, and the work was 

hastened so that South Park trains could be operat

ing into Gunnison as soon as possible, and share 

the heavy traffic which was still available. 

Even with the quickened pace of construction, 

it was not until the first day of September, 1882, 

that the first whistle of a South Park locomotive 

was heard in Gunnison, compared to the D.&R.G.'s 

arrival date of August 8, 1881. A stone station, 

wye, 6-stall roundhouse, and hand-operated turn

table were built, and the railroad was formally 

opened for business between Gunnison and Denver, 

in late 1882. 
Gunnison was not to be the end of the line, 

·' This curve was later called "Sherrod Curve," after a 
short-lived mining boom in 1903, "·hich resulted in the con
struction of a 200-foot spur nearby. The spur was named for 
\Villiam Sherrod, who operated some mining propertv in the 
vicinity. · 
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C. S. Ryland Collection. 

This view shows a D.S. P. & P. switcher working the joint transfer yards at Buena Vista 

in 1884. At the right Is the two-story wooden depot of the Denver & Rio Grande 

Railway, while 14,172-loot Mt. Yale towers in the background. 

TV. H. Jackson photo, 
from Library, State Historical Society of Colorado. 

~~g south from the summit of Alpine Pass, at an elevation of 11,940 !eel, during the construction ol Alpine Tunnel, In the early 

~·h To the left of bottom center of the picture are the Jog buildings for housing the tunnel workers. At the lower right is the 
15 ed grade as ii emerges from the tunnel, and a pile of loose granite which had been recently removed from the tunnel. 
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W. ff. Jackson photo; 
from J. R. M cGann Collection. 

An unusual view of the famous Palisades, taken in the spring of 1883. The massive stone retaining wall that carried the rails past 
the sheer rock cliif may be seen lo the right of the roadbed. The lower level of track winds upgrade through the settlement of 

Woodstock, and rounds Woodstock Loop al the foot of snow-covered Paywell Mountain. 
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C. W. Erdlen photo, 
from R. A. LeM asserta Collection. 

:ographed from the abandoned Williams Pass stage road, this view of the Palisades emphasizes the vast size of the rock 

re Which supported the track. Constructed entirely of fitted rocks, without the use of mortar or other cementing material, this wall 

sents the countless hours of labor required to cut and fit the thousands of stones necessary for Its formation. D.S. P. & P. 157, 

with a three-car passenger train, stands at the base of the Palisades. 
13 
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however. Plans were quickly begun to extend the 
line toward Utah, and the immediate destinations 
included the coal fields at Baldwin and Castle
ton. From that area, the railroad was to be built 
over Ohio Pass to the new Elk Mountain coal 
fields, and the name "Ohio Pass Extension" was 
applied to the proposed line. By the end of 1883, 

Oscar Perschbacker Collection. 

A Cooke mogul with a 3-car passenger train, together with 
passengers and crew, stands elaborately posed beside the 
Gunnison station In 1884. This depot was erected In 1882, and 
was tom down In August. 1956, lo make room for a new 

highway through Gunnison. 

the track had reached the Baldwin Mines, but the 
beginning of the decline of the Gunnison boom 
made the Union Pacific wary of further construc
tion, and the track never went farther in that 
direction. Some very interesting right of way con
struction was done in the Ohio Creek area, although 
no track was ever laid, and this project is treated 
more fully elsewhere in this volume. 

Meanwhile, things were not working out as 
smoothly as had been expected on the joint 
D. & R. G. - D.S. P. & P. track between Buena 
Vista and Leadville. Dissension over the uneven 
division of traffic between the two railroads ( the 
Denver & Rio Grande was getting the lion's share 
of the business) led to discord over division of the 
profits. The Joint Operating Agreement between 
the two railroads stated that the gross profits were 
to be pooled and the resulting total divided equally. 
Since the D. & R. G. usually hauled from 75 % to 
SO% of the freight traffic between Leadville and 
Buena Vista, General Palmer and his associates 

thought the profits should be divided accordingly, 
regardless of the agreement which Jay Gould had 
engineered between the two railroads. In return, 
the Union Pacific officials decided that their side 
of the agreement, which required payment for their 
trackage rights as well as payment of half the cost 
of maintaining and repairing the line, should be 
reduced. With deteriorating relations between the 
two railroads, officials of the Union Pacific decided 
that the South Park Division should have its own 
track into Leadville, and began considering the 
various proposed routes. 

William A. H. Loveland's Colorado Central Rail
road had reached Georgetown in 1877, and a new 
corporation, called the Georgetown Breckenridge 
and Leadville Railway, was formed in 18 81 to 
extend the line beyond Georgetown. During 18 8 2, 
18 8 3 and 18 84, grade was finished and track was 
laid from Georgetown through Silver Plume to 
Bakerville (later Graymont), a total of 8 ½ miles. 
This portion included the well-known "Georgetown 
Loop," which is described more fully in another 
section of this book. Numerous plans were con
sidered by the Union Pacific for the extension of 
this railroad over or under the range into the Blue 
River Valley, which would then have given them 
a fairly short route into Leadville. However, the 
suggested routes would have required either a tun
nel under the Continental Divide or unreasonably 
steep grades to go over it at Loveland Pass, and as 
a result the rails were never extended beyond 
Graymont. Although numerous railroads were in
corporated for the purpose of digging a tunnel or 
constructing a line over Loveland Pass, the only 
company which did any considerable amount of 
construction was the Atlantic-Pacific Railway Tun
nel Company. Incorporated in 18 84 by M. M. Pom
eroy, the company managed to get the tunnel dug 
into the mountain for about 4,000 feet on the east 
end, and 800 feet on the west end. The tunnel, 
if completed, would have been several miles long, 
but the financial panic of 189 3 brought the project 
to an end. 

Since the D. & R. G. had given notice that the 
joint track agreement between Buena Vista and 
Leadville would be ended in February, 18 84, it was 
imperative that the Union Pacific should get started 
on a Leadville line for the D. S. P. & P. immedi
ately. It was finally decided to build from Como, 
in South Park, across the Continental Divide at 
Boreas Pass, at an elevation of 11,493 feet, then 
down into the Blue River Valley at Breckenridge. 
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IV. H. Jackson photo, 
from Library, State Historical Society of Colorado. 

In this sweeping panorama from Rocky Point, Mr. Jackson's camera records one of the most interesting sections of the D.S. P. & P. railroad, as it makes its tortuous descent into 

the Blue River Valley from Boreas Pass. The track enters the photo about two inches below the top right comer, at Mayo Spur, passes behind Nigger Hill. reappearing near the center 

of the photo and crossing Nigger Hill toward Illinois Gulch. The line again becomes visible as it rounds Hookeye Curve, partially covered by the snowshed, then passes Little 

Mountain and turns toward Breckenridge, seen at the left in this view • 
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From this point, the line was extended down the 
Blue River to Dillon and thence eastward to Key
stone. Several months later construction was re
sumed on the main line toward Leadville. A junc
tion, later known as Dickey, was established three 
miles south of Dillon, and from this point the rails 
headed west to the mouth of Tenmile Canon at 
Frisco. Here the railroad turned toward the south
west, through such mining towns as Wheeler (later 
called Solitude), Kokomo, and Robinson. This 
route made a second crossing of the Continental 
Divide at Climax (Fremont Pass, elevation 11,320 
feet) and descended on an easy grade into Lead
ville. It was built high on the mountainside, along 
the valley of the North Fork of the Arkansas River, 
between Climax and Leadville. 

However, at the same time the D.S. P. & P. 
started for the Blue River Valley from its junction 
at Como, the D. & R. G. began a line of its own 
from Leadville toward the Blue River mining 
district. The D. & R. G. rushed its branch to com
pletion from Leadville to Dillon in 1882, with re
sulting disagreements between the D. & R. G. and 
the D.S. P. & P. when the South Park grade was 
pushed into the same territory a short time later. 
When both lines were completed and in service in 
this area, it was discovered that there was not 
enough business to support two railroads between 
Leadville and Dillon. The Denver & Rio Grande's 
Blue River Branch was abandoned in 1910, 27 
years before the South Park's railroad through the 
Blue River Valley came to an end. 

The Boreas Pass route was noted for its excep
tional scenery. While it was not as spectacular as 
the Alpine Pass route, it had numerous trestles, 
sharp curves, and steep grades. There were several 
interesting panoramas on both sides of the pass
on the east side, superb views of South Park could 
be seen as the trains labored up the grade toward 
the summit, and on the west side the scenes included 
Tenmile Range, together with sweeping views of 
Breckenridge and the Blue River Valley. Alto
gether, the trip was a memorable one. 

Although numerous branch lines were projected 
during the D. S. P. & P.'s early days, relatively few 
of them were actually constructed. One of the 
major branches was the 15-mile-long Alma Branch 
in South Park, which in turn provided a connection 
to the 9-mile-long Leavick Branch. The Alma 
Branch served the towns of Fairplay and Alma, 
and also connected with the London South Park & 
Leadville Railroad, 7 miles in length, which ended 

near the London Mine. The Leavick Branch oper
ated into the Horseshoe Mining District, and was 
noted for having the steepest grade on the entire 
Sou th Park railroad-5. 8 5 o/o, near the end of the 
branch. The Morrison Branch, Keystone Branch, 
and Baldwin Branch have been previously men
tioned; in addition to these, short branches to 
Silica, Nighthawk, Wilfley, and Kubler were built 
at various times during the railroad's existence, to 
reach promising mining areas. 

Control of the South Park line by the Union 
Pacific evidently failed to serve the little railroad's 
best interests. Management of the line was trans
ferred from Denver to the Union Pacific's main 
offices at Omaha, and this absentee management was 
quite out of touch with the South Park's various 
problems and operating difficulties. The Omaha 
interests seemed to consider local traffic on the 
D.S. P. & P. a nuisance, and put restrictions on 
it in the form of increased rates and other harass
ments. They wanted the line to be used as a feeder 
for the big railroad, with carload lots of freight 
which could be received from or transferred to the 
Union Pacific at Denver. 

In addition to the ruinous policies which were 
forced on the narrow gauge line, a decline in the 
mineral production of the Leadville and Gunnison 
districts in the late 1880's added to the little rail
road's difficulties. After showing a profit during 
the years 18 8 0 to 18 8 3, a series of deficits followed 
during the remainder of the decade, and finally in 
August, 1889, the Denver South Park & Pacific 
Railroad went into receivership. It was reorganized 
as the Denver Leadville & Gunnison Railway Com
pany, with the Union Pacific still the owner of the 
stock. 

The Union Pacific's next step was the consoli
dation of a number of Colorado and Wyoming 
railroads into a new corporation, called the Union 
Pacific Denver & Gulf Railway Company, in April, 
1890. The Denver Leadville & Gunnison was per
mitted to retain its own identity at this time, but 
it was strictly controlled by the new corporation, 
and therefore by the Union Pacific itself. This state 
of affairs continued for a few years, but was 
brought to an abrupt end with the financial panic 
of 189 3. A sudden drop in the price of silver had 
extremely serious effects upon the silver mining 
districts of Colorado, and the closing of many 
mines and smelters adversely affected the fortunes 
of the railroads which served them. On October 13, 
189 3, the entire Union Pacific Railroad was placed 
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TV. H. Jackson photo, 
from Library, State Historical Society of Colorado. 

Denver South Park & Pacific 217 heads a westbound 5-car freight on the "High Line" approaching Leadville. The grade from Fremont Pass may be seen, high on the south slopes 

of the upper Arkansas Valley. Engine 217, a 2-8-0 type, was renumbered from D.S. P. & P. 68 in 1885, and later became Denver, Leadville & Gunnison 217; it was finally renumoered 

Colorado & Southern 56. D.S. P. & P. refrigerator car 1061 is a good example of the Tiffany Summer & Winter cars In use during this period-the late 1880's. 



U
PR

R
IG

-000387

lfl• 

ER SO ~ PARK ACIFIC RAILROAD CO. 
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In 1888, the Union Pacific refused to advance funds to meet interest charges on the First Mortgage Bonds of the Denver South Park & Pacific Railroad, and default was consequently 

made on interest due in November, 1888. To protect the rights of the bondholders, a committee was formed, and the temporary "Certificate of Deposit" shown above was issued to 

each bondholder, in exchange for the bonds indicated on the certificate. A new "Trust Certificate," shown below, was issued, and in turn exchanged for the "Certificate of Deposit." 

(This was the first of 268 certificates issued to the Union Pacific Railway in this exchange.) A plan of reorganization was agreed upon, and a new company was organized, under the 

name of the Denver Leadville & Gunnison Railway Company; that company issued $11.100 per mile 4½% bonds, and the Union Pacific issued against them $10,000 per mile of its 

4 ½ % collateral trust bonds. Perhaps this move was to relieve the apprehensions of the bondholders, who might have been wary of the bonds of the newly.organized D. L. & G.; 

at any rate, the Union Pacific held all the capital stock in the new company, giving $1,000 of its bonds for each $1.ll0 represented by the D.S. P. & P. Trust Certificates. The final 

result, of course, was that the Union Pacific now held complete control of the new D. L. & G.; it seems possible that this was their intention during the entire transaction. ,At th11 time 

each exchange occurred, the previous security was cancelled, which accounts for the holes t~ched through the name of the Trust Company's Vice-President. 
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in recei;ership, and with it the U. P. D. & G. and 

D. L. & G. properties were also declared bankrupt. 

In the following year, the D. L. & G. was trans

ferred to a separate receivership, and its 13-year 

period under Union Pacific control came to an end. 

Under the able guidance of its new receiver, 

Frank Trumbull, the Denver Leadville & Gunnison 

began to show some improvement, although it still 

had to face many difficulties. 
Mr. Trumbull had previous experience with a 

bankrupt railroad, having been receiver of the 

Texas & Pacific some years before he moved to 

Denver. He immediately began improving the rail

road, and one of his :first moves was to have Alpine 

Tunnel reopened. It had been closed since a cave-in, 

about 1887, and the previous management had 

made no effort to reopen it. Several D. L. & G. 

employees lost their lives in the :first attempt to 

reopen the tunnel, ·on June 8, 1895, being over

come by gas and locomotive fumes, which could 

not escape from the blocked tunnel. A subsequent 

attempt was successful, however, and business was 

resumed on the entire Gunnison Branch in the 

summer of 1895. 
In 18 9 8 a committee was formed for the pur

pose of purchasing the Denver Leadville & Gun

nison Railway Company and certain other lines, 

including the Union Pacific Denver & Gulf Railway 

Company, at foreclosure sales. After the formali

ties of the purchase had been completed, a new 

railroad corporation was formed-the Colorado & 

Southern Railway Company. Narrow gauge track

age included both the South Park line and the rail

road up Clear Creek Canon, and totalled about 400 

miles at the time the Colorado & Southern Railway 

was organized. The C. & S. also operated 762 miles 

of standard gauge track at this time. The company 

took possession of the U. P. D. & G. and the 

D. L. & G. properties and commenced operation 

as the C.&S. at midnight, January 11, 1899. 

Although many of the directors were easterners, 

Frank Trumbull, of Denver, was made president 

of the new organization, and most of the principal 

officers were also Denver men. 
The :first annual report of the Colorado & South

ern Railway Company, covering the entire rail

road's operation during the 18 months from Jan

uary, 1899, to June, 1900, showed a net profit of 

about a million dollars, indicating that the new 

railroad was off to a good start. One of the :first 

items undertaken was the construction of a new 

shop and roundhouse, near what is now 7th and 

Water Streets, in Denver. Begun in the spring of 

1900, the new buildings were completed Novem

ber 30, 1900, and the Colorado & Southern's lease 

of the Union Pacific shops and roundhouse was 

immediately terminated. 
Economically, the :first decade of the twentieth 

century was favorable for the Colorado & Southern 

Railway. Net income varied between one and three 

million dollars each year, and while most of this 

profit probably came from operation of the rail

road's standard gauge lines, there is no doubt. that 

the narrow gauge passenger and freight trains also 

contributed to this pleasant state of affairs. 

T. E. Fisher, the railroad's enterprising General 

Passenger Agent, issued thousands of copies of 

booklets and folders, describing the narrow gauge 

routes into the mountains during this period, and 

these undoubtedly helped augment the passenger 

income on the narrow gauge Platte Canon a~d 

Clear Creek routes. The scenic wonders of the 

Georgetown Loop were presented in folders, news

papers and magazines, resulting in an excellent 

tourist traffic during the summer months of each 

year. The joys of :fishing in the Platte River were 

extolled in booklets which also described the numer

ous attractive resorts and hotels along- the banks 

of the stream. The journey up Platte Canon on 

the train for an enjoyable vacation was popular 

with Coloradoans as well as visitors from other 

states. In addition, "Fish Trains" proved to be 

quite popular on weekends, and would stop at any 

point between Denver and Grant to let off or 

pick up :fishermen. 
Improvements were made along the narrow 

gauge lines from time to time during this era of 

prosperity. One interesting bit of construction 

was the two-story frame boarding house built be

side Alpine Tunnel Station in 1907. There was 

even talk of extending or standard-gauging some 

of the railroad's 3-foot trackage, but no major con

struction of this nature was actually undertaken. 

When the Colorado & Southern was :first formed, 

plans were formulated to standard-gauge the 

Platte Canon line as far as South Platte, 30 miles 

from Denver, then build a new standard gauge 

track up the South Fork of the South Platte River, 

and thence southward into the Cripple Creek Dis

trict. However, the only actual construction in this 

direction was the 4.28-mile Nighthawk Branch, 

completed in 1904, with narrow gauge track; it 

was abandoned 12 years later. 

Control of the Colorado & Southern Railway 
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Otto JVesterman photo, 
from Oscar Perschbacker Collection. 

Colorado & Southern locomotive 61 with combo and coach runs north down the Blue River Valley toward Dillon, on its way to 

Leadville on June 26, 1912. At this time the C. & S. was attempting to abandon the line over Boreas Pass, and there had been no 

freight or passenger service between Como and Breckenridge for more than a year. However, the attempt was unsuccessful, and 

operation was resumed in January, 1913. 

was acquired by the Chicago, Burlington & Quincy 

Railroad in 1908. At this time the narrow gauge 

mileage was 412, very near its peak, although 

abandonment of the Alpine Tunnel section two 

years later began a reduction in the 3-foot gauge 

rails which was to continue until 1943, when the 

last narrow gauge C. & S. trackage vanished. 

During 1910, a minor cave-in inside Alpine 

Tunnel gave the management an opportunity to 

close this famous passageway under the Continental 

Divide. Probably the seriousness of the condition 

of the tunnel was exaggerated somewhat, since 

persons who entered the tunnel after 1940 report 

that there was no serious cave-in except at the 

east portal, and this is believed to have happened 

later than 1910. At any rate, service between Han

cock and Quartz, a 14-mile segment which in

cluded the tunnel and such scenic attractions as 

the Palisades and Sherrod Curve, ceased in October, 

l910, although rails were not removed until 1923. 

The C. & S. operated a mixed train between Buena 

Vista and Hancock for a short time, and then the 

route was shortened to Romley, about 2 ½ miles 

below Hancock. The Buena Vista-Romley service 

was discontinued in 1926. 
In the same month that the last train ran through 

Alpine Tunnel, a disastrous flood struck the Trout 

Creek area. Although previous floods in this area 

had caused damage to the track, the line had always 

been repaired, and on one occasion a major relo

cation of a portion of this route had been under

taken. This time, however, the damage was claimed 

to be excessive, and the track from Garos to a point 

near Buena Vista was discontinued. 

During 1911, two segments of the line came 

under the shadow of the abandonment axe, but 

only one of these attempts was successful. The 

track from Quartz to Gunnison and along the 

Baldwin Branch was entirely disconnected from the 

rest of the railroad when Alpine Tunnel was closed. 

Arrangements were made with the D. & R. G. to 

operate the Baldwin Branch, and in return the 

C. & S. agreed to operate the D. & R. G.'s Blue 

River Branch, between Leadville and Dillon. At 

21 
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this time the D. & R. G. also took over the C. & S. 
branch from Parlin to Pitkin, which was operated 

as a D. & R. G. branch until 1934, when it was 
abandoned. Since the D. & R. G. used its own line 
between Gunnison and Parlin, there was no need 
for the parallel C. & S. trackage merely to reach 
the Pitkin Branch, and the C. & S. Gunnison

Parlin segment was therefore abandoned. Similarly, 
the C. & S. had little use for the D. & R. G. line 
between Leadville and Dillon, since towns along 

that route could be adequately served by the C. & S., 

B. L. McFadden Collcctio11. 

Colorado & Southern engine 62 heads upgrade with its 
mixed train on the lonely journey through Chalk Creek 
Canon, on the surviving remnant of the Alpine Pass line. 
This photo was made below St. Elmo in the early 1920's, 

shortly before the branch was abandoned. 

using its own track, so the D. & R. G. branch was 

seldom used after 1910, and was eventually torn up. 

The abandonment attempt which failed con

cerned the track over Boreas Pass. The Colorado & 

Southern Railway abruptly discontinued service 

between Como and Breckenridge in late 1910 or 
early 1911. Timetables of the 1911-1912 period 

show service from Denver to Como and Alma, and 

from Leadville to Breckenridge, but no passenger 
or freight service over Boreas Pass. Determined 

efforts by the Breckenridge Chamber of Commerce 

and other interested parties, with eventual recourse 

to legal action, finally forced the C. & S. to resume 
service over Boreas Pass in January, 1913. Two 
years later the railroad applied for abandonment of· 
the entire Denver-Leadville line, together with all 

branches, but the application was denied. 
Deficits on the South Park line began to be the 

rule rather than the exception after 1910, and ad
ditional abandonment attempts were made from 
time to time during the 1920's. A vigorous effort· 
to abandon all trackage from W aterton to Leadville 

was initiated in September, 1928, in which the . 
C. & S. had the support of officials of the City and . 
County of Denver, who wished to build a dam in 
South Platte Canon below the station of South · 
Platte. This petition was considered carefully by 

the Interstate Commerce Commission, but in June, 
19 3 0, the decision was handed down, denying the 

abandonment application. 
The officials of the C.olorado & Southern Rail

way then offered to give the entire South Park line,,, 
free of charge, to anyone who would guarantee to·: 

operate it, provided the applicant proved satisfac

tory to some conditions set up by the railroad and 
the Interstate Commerce Commission. None of the 
several applicants who proposed to take over and 

operate the railroad was found to be completely 

suitable; however, Victor A. Miller of Denver made 

a valiant effort. Miller had operated the bankrupt 
Rio Grande Southern Railroad for some years, 
using the famous "Galloping Goose" motor cars for 

passenger service, and he proposed to use similar 
vehicles on the South Park line. His contract was 

presented to the C. & S. in 1932, and was turned 
down by the railroad company with a lengthy list 

of reasons for its rejection; it would seem that his 
proposal was at least given serious consideration 

by the railroad officials. 
The next abandonment application was filed in 

19 3 5, and with additional deficits arising from lack 

of business during the depression, it stood a better 

chance of acceptance by the Interstate Commerce 

Commission than had the preceding applications. 

Too, trucks and buses were taking more and more 
business away from the railroad. The C. & S. was 

also able to point to a lack of patronage of the 

line by the very people who were loudly opposing 
its abandonment. In 1934, an addition was built 

to the school at Fairplay in Park County, and the 

railroad reduced rates on some materials for the 
school in an effort to obtain the business. However, 

the greater proportion of the material was hauled in 
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Chicago, Burlington & Quincy R. R. photo, 
from M. C. Poor Collection. 

This photo, taken August 25, 1943, a short distance below Climax, Colorado, shows Colorado & Southern 76 with the last narrow gauge train between Climax and Leadville, 
With the removal of the narrow gauge rails, shortly after this run, the last vestige of the once great Denver South Park & Pacific vanished, 
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by truck, although the Colorado & Southern's taxes 

comprised over 3 0 % of the total received by Park 

County that year, and $21,000 was for school taxes. 

One change was made from previous abandon

ment requests-the railroad did not desire to aban

don the profitable 14-mile section of track from 

Leadville to Climax, due to the growing import

ance of the molybdenum industry at Climax. 

When the I. C. C. investigation was completed, 

in 1936, permission was given to the Colorado & 

Southern Railway to abandon the main track and 

branches between W aterton and Climax, effective 

December 11, 1936. (A 120-day delay was subse

quently permitted to make the adjustment to bus 

and truck operation, so the final date became April 

10, 1937.) One matter which was probably not 

brought to the attention of the I.C.C. during their 

deliberations was the fact that business had im

proved to such an extent that the Colorado & 

Southern's 17 narrow gauge locomotives were not 

sufficient to handle the traffic, and three engines 

were rented from the D. & R. G. W. to help move 

the freight business. These engines, D. & R. G. W. 

343, 345 and 346, were loaded on standard gauge 

flatcars and sent to Denver in 1935, where they 

remained in use on the South Park line until shortly 

before the abandonment. They were returned to 

the D. &. R. G. W. in the spring of 1937. 

The last narrow gauge passenger train left Den

ver Union Station for Leadville on Friday, April 9, 

19 3 7. The next day the final passenger run from 

Leadville to Denver was made. Freight trains were 

operated on April 11 to clean up most of the 

freight and miscellaneous equipment, and haul it 

to Denver or to Leadville. 

Dismantling the line was postponed until 19 3 8, 

when the firm of Platt-Rogers, Inc., contracted to 

remove the rails and other salvageable material. The 

contractors used four 2-8-0 type locomotives, 

C. & S. 5 8, 69, 71, and 7 3, along with miscellaneous 

passenger and freight cars. The passenger cars were 

equipped with bunks and a kitchen, and used as 

an outfit train for the wrecking crew. Locomotives 

and trains were operated by former C. & S. engine

men and trainmen, for the contractor. Actual dis

mantling began in May, 1938, and by October of 

that year the rails had been removed from Climax 

to South Platte, Colorado, including all branch 

lines on this segment. Feldspar shipments from 

South Platte accounted for the rails remaining on 

the 9-mile section above Waterton in Platte Canon, 

even though this track was technically abandoned. 

In 1941-42 the narrow gauge rails between South 

Platte and Denver were removed, including the 

Silica Branch, out of W aterton. A standard gauge 

rail had previously been laid between Denver and 

Chatfield, and this section remained in use a few 

years longer, with occasional trips by standard 

gauge switch engines out of Denver. 

The Clear Creek line was abandoned in two 

sections-the upper end, from Silver Plume to · 

Idaho Springs, being removed in 1939, and the re

mainder, from Idaho Springs to Golden (including 

the Blackhawk Branch) was taken up in 1941. The 

world-famous Georgetown Loop bridge was in

cluded in the 1939 abandonment, and it was dis

mantled during the summer of 1939. Today a mod

ern highway occupies Clear Creek Canon, and it is 

a tribute to the early-day sur,veyors that no better 

route than the railroad grade could be located by 

modern engineers for most of the distance between 

Golden and Forks Creek. Most of the grade is 

completely buried by the highway, except where 

the engineers provided tunnels for the auto road 

to eliminate the most severe curves in the canon. 

Since there were no tunnels on the railroad in 

Clear Creek Canon, the railroad grade can gen -

erally be seen winding along the edge of the creek, 

around the rocky ramparts penetrated by the high

way tunnels. 
Only the 14-mile line between Leadville and, 

Climax now remained of the vast Colorado & 

Southern narrow gauge empire, and this line was 

destined for a short life with 3-foot gauge equip

ment. Molybdenum, vital to the war effort, made 

it imperative that this line be retained, so it was 

decided to convert the branch to standard gauge. 

Instead of laying a third rail and utilizing one of 

the narrow gauge rails, heavier steel was used and 

two new rails were laid, one on each side of the 

3-foot trackage; new ties were also installed at 

this time. On August 25, 1943, Colorado & South

ern engine 76 made the last round-trip on the nar

row gauge rails between Leadville and Climax, 

bringing to an end the colorful life of the won

derful little railroad, which had begun so bravely 

and with such great hopes, 70 years before. 

In this brief summary, it has been possible only 

to touch the highlights of the fabulous South Park 

railroad. Anyone interested in a much more com

plete description of this railroad is referred to the 

magnificent definitive volume, Denver, South Park 

f.5 Pacific, by M. C. Poor, published by the Rocky 

Mountain Railroad Club in 1949. 
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PREFACE

This book represents a hobbyist’s collection of assorted railroad
facts. They were first put on cards, and filed in a box. By the time
a decision had been reached to publish them, the fascination of
putting in more material always outweighed the demand for going
back over the ground and supplying the proper sort of documenta
tion. Consequently only a vague and generalized acknowledgment
has been made to even the most important sources. I would feel
more grieved about this fact if I thought of the book as a serious
history. Although a few guesses are presented which a proper his
torian might be willing to think about, they are not such as depend
on the nice evaluation of differing sources. I think of the volume as
a curio hunter’s collection of the railroad information which has
previously lain in a long, long shelf of books, several of them out
of print, and others too unwieldy to have in a house.
Some repetitions are inevitable in a book organized in this man-
ner. There will even be some contradictions which editing has not
caught. But if there are enough people who find the book useful, it
may be thatIcan profit as I did with the guide to the Colorado moun-
tains—publish a cautiously small first printing and then use the
criticims that come in to correct inaccuracies with a second edi
tion.
The book is a fairly correct and compact source for the basic
facts of corporate intention, of trackage history, and of organiza
tion. The two main areas of primary research were the actual
roadbeds scattered over the land, and the vaults in the Capitol
Building where one can read the several hundred railroad incor
poration papers.
For a generalized picture of Colorado railroading, the reader
will make use of the short articles in the first part of the volume
on the surveys, coal, metal mining, mountain passes, etc., and then
look at some of the longer summaries in the Index—especially those
of the D&RG, the Union Pacific, and the Colorado and Southern.

5
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This book represents a hobbyist's collection of assorted railroad 
facts. They were first put on cards, and filed in a box. By the time 
a decision had been reached to publish them, the fascination of 
putting in more material always outweighed the demand for going 
back over the ground and supplying the proper sort of documenta
tion. Consequently only a vague and generalized acknowledgment 
has been made to even the most important sources. I would feel 
more grieved about this fact if I thought of the book as a serious 
history. Although a few guesses are presented which a proper his
torian might be willing to think about, they are not such as depend 
on the nice evaluation of differing sources. I think of the volume as 
a curio hunter's collection of the railroad information which has 
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of print, and others too unwieldy to have in a house. 

Some repetitions are inevitable in a book organized in this man
ner. There will even be some contradictions which editing has not 
caught. But if there are enough people who find the book useful, it 
may be that I can profit as I did with the guide to the Colorado moun
tains-publish a cautiously small first printing and then use the 
criticims that come in to correct inaccuracies with a second edi
tion. 

The book is a fairly correct and compact source for the basic 
facts of corporate intention, of trackage history, and of organiza
tion. The two main areas of primary research were the actual 
roadbeds scattered over the land, and the vaults in the Capitol 
Building where one can read the several hundred railroad incor
poration papers. 

For a generalized picture of Colorado railroading, the reader 
will make use of the short articles in the first part of the volume 
on the surveys, coal, metal mining, mountain passes, etc., and then 
look at some of the longer summaries in the Index-especially those 
of the D&RG, the Union Pacific, and the Colorado and Southerp. 
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2 freight cars, indicating that it must have used mainly C&S cars.
The line was owned by Victor-American Fuel Company.

COLORADO AND SOUTH-EASTERN RAILROAD COMPANY of May,
1904, was the predecessor of the same Southeastern Railroad Com
pany and was operating trackage at the time the latter was organized
with a renewed ambition for the longer line from Trinidad to
Florence by way of Pueblo.

COLORADO AND SOUTHERN RAILROAD COMPANY backgrounds
are covered in Richard C. Overton’s Gulf to the Rockies, which tells
of the joyful union of the Evans sponsored Denver and New Orleans
with the stronger Texas railroad of Grenville Dodge, of the tie-in
with the Union Pacific, and of the ultimate formation of a strong
separate corporation, and in M. C. Poor’s Denver South Park and
Pacific. Page 362 of the Overton book contains a condensation of the
corporate history in chart form, beginning with W.A.H. Loveland’s
Clear Creek and Guy Gulch Wagon Road, the Colorado and Pacific
Wagon Telegraph and Railroad Company, the Golden City and Gilpin
County Wagon and Rail Road Company, and the Apex and Gregory
Wagon Road Company.
The C&S was formed on December 20, 1908, as successor to the
Union Pacific Denver and Gulf and the Denver Leadville and Gunnison
(the South Park line), both of whose properties had been in the orbit
of the Union Pacific and been separated from it through the estab—
lishment of different receiverships in place of a receivership in
common with that company. Frank Trumbull, the new receiver, be
came the president of the succeeding organization, whose control
was thus kept within Colorado. The C&S was purchased by the Bur
lington in 1907, but has retained some identity as a separate organi
zation.
The railroad’s main line runs from Orin Junction, Wyoming, to
Fort Worth, Texas, thus connecting the Burlington’s road to the
northwest with a joint Burlington and Rock Island line from Fort
Worth to the Gulf. The part within Texas is in the Fort Worth and
Denver City, from the New Mexico border to Fort Worth, and in
the part owned Burlington-Rock Island and its subsidiaries. The
C&S proper ends at the New Mexico-Texas border. The company’s
main stem began life as a rival of the D&RG, but with the latter
road’s reorientation to an east~west direction, the C&S inherited
the original D8tRG aim for a north-south road, angling however to
the eastward and the Gulf from Colorado rather than to the west
ward and Mexico. By the time the C&S was in business, rivalry was
so limited as to permit extensive cooperation.
Besides its own trackage in Colorado the C&S has operated three
other trackages-the Colorado Railroad and its two subsidiaries, the
tiny Walsenburg and Western and the Fort Collins Development Rail
way. It enjoys close and profitable relationship with the Colorado
Fuel and Iron Company’s Colorado and Wyoming, which brings iron
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ore out to the Burlington from Sunrise and coal from the line west
of Trinidad.
From the UPD&Gulf, the C&5 inherited a trackage arrangement
with the D&RG for the line connecting Pueblo and Walsenburg, and
the roadways of what had originally been twelve different companies.
These comprised (l) the Gulf system and its coal roads in southern
Colorado and northern New Mexico, (2) the Cheyenne and Northern,
and (3) the group of northern Colorado roads that had been developed
or taken over by the Union Pacific—chief of these being the Colo
rado Central.
There were eight divisions: the 154 miles from Cheyenne north
to Orin Junction; the l49-mile Fort Collins Division, r'unning north
from Denver to Fort Collins and across to Greeley, with branches
to various points; the Clear Creek District, covering the 65 miles
of narrow-gauge track in the old Colorado Central mountain line
and the Georgetown Breckenridge and Leadville extension to Silver
Plume (the UPD&G had removed the track above Silver Plume in
1898); the Pueblo District, comprising the old Denver and New
Orleans (afterward the Denver Texas and Gulf); the Trinidad Dis
trict, trackage from Walsenburg to Trinidad and mine spurs off
it; the New Mexico District, consisting of the Denver Texas and
Fort Worth link between Trinidad and the border of Texas; and the
Platte Canon, Leadville and Gunnison Districts, formed from the
Denver Leadville and Gunnison, totaling 334 miles of narrow-gauge
track. The road's total was 1142 miles including the 56 operated
over D&RG rails between Gulf Junction, south of Pueblo, and Walsen
burg.
The old Colorado Central line to Wyoming from Fort Collins had
been pulled out—the north end, including all but 3/4 mile of the
Colorado Central of Wyoming and 7-3/ 4 miles in Colorado, by the
Colorado Central in 1888—9, and the remaining 3/4 mile in Wyoming
and 25-1/4 in Colorado in 1890 by the UPD&Gulf. Grenville Dodge
expected to get trackage rights for the C&5 over the Union Pacific
as the successor company of the Union Pacific Denver and Gulf, but
the UP were not interested, and the C&5 did not get the use of the
UP for a through line until 1907. This agreement was canceled only
four years later when the line out of Fort Collins to Wellington
was lengthened 32 miles for a C&S link between the Wyoming Divi
sion and the Colorado lines. The ll-mile Wellington line built in
1903, and the mile and a half of extensions built in 1904, 1905 and
1906 as far as Dixon Spur were built by the Fort Collins Develop
ment Railway Company, formed in 1902 and acquired by the Colorado
Railroad Company in 1908, and it was through its subsidiary Colo
rado Railroad that the C&5 constructed in 1911 the remaining dis—
tance to Cheyenne Junction. The new grade to Cheyenne was some
distance from the old one. Instead of north, it went east 3-1/2 miles
and then north, using as starter the l3-mile line constructed in
1903-1906 through Wellington to Dixon. It kept generally 4 or 5
miles east of the old grade until the latter angled eastward. Half
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a mile south and again 2 miles north of the Wyoming border, the
new grade crosses the old. Then the new grade swings east to cross
the Union Pacific’s line south to Denver.
Another major addition to the C&S structure came with shift in
1911 from trackage rights on the D&RG’s old 56-mile line between
Pueblo and Walsenburg to a new grade 47 miles long. This was
double track, built and operated jointly by the two companies.
The UPD&Gulf inherited an 8.7-mile line north and northwest from
Golden to Glencoe. The 4 miles from Golden to Ralston was about 4
miles of the Colorado Central’s “new” track of 1877 from Denver
through Golden and Ralston to the junction with the old track from
Golden Junction, east of Golden on the Golden-Denver line, to Long
niont. The part from Ralston to Glencoe was the 4-1/2-mile Denver
and Middle Park Railroad. The UPD&G took out the Denver and
Middle Park track and over half of the line from Ralston to Golden,
leaving the C&S a heritage of 1.7 miles from Golden to Church’s
Brick Yard.
The line from Greeley to Stout—the old Greeley Salt Lake and
Pacific—became the Stout Branch west of Fort Collins, and between
Fort Collins and Greeley the main line. The Stout Branch began as
a 15-mile line reduced from the original 15-1/2miles by the UPD&G
in 1894; under the C&S it was further reduced in 1905 to 12, in 1909
to 8, and in 1918 to 5. The line down to Greeley from Fort Collins
became the Greeley Branch when the main line was pushed north to
Cheyenne in 1911.
Other branches in the Fort Collins District include the 8-1/4-mile
rock and quarry line to Arkins from Loveland, built by the Greeley
Salt Lake and Pacific in 1888, which was shortened 2-1/4 miles in
1926 and another 1/2 mile in 1937; the 3-l/4-mile spur from Louis
ville to the Alan Bond Mine, put in by the UPD&Gulf in 1893 and
pulled out in 1902; the 3-1/2-mile Lowery Quarry Spur, built north
from Wild on the Arkins line in 1907, removed in 1914; the 1-1/4
mile Dixon Spur, built at the end of the Fort Collins Development
Railway in 1906, double tracked in 1911, and taken out in 1925-26;
the 7-1/2-mile Crown Mine Spur from Boulder, taken out in 1932;
the l-1/2-mile Crown Mine to Superior, removed in 1936; the 4-1/2
mile line from Wellington northwest to Waverley, built in 1905 as
part of the Fort Collins Development Railway and removed in 1954;
and the 5-mile Denver West Side line, which the UPD&G built in
1892 and is still in operation. Boulder was reached on a short piece
of UP trackage—the end of the Brighton to Boulder line—and within
the town of Boulder ashort connecting track ran to the Colorado and
Northwestern, the railroad to Ward and Eldora. The stretch from
Louisville to Lafayette, built by the Denver Marshall and Boulder in
1888, originally 3-1/4 miles long and afterward increased to nearly
4, was reduced to about 2 miles’ length in 1951. C&S inherited the
3-mile Jersey Cutoff, between Jersey, the Colorado Central’s ter
minal in Denver, and Argo Junction to the north of town, where the
Central turned west toward Golden. This was the end piece of the
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line originally built as standard gauge and later 3-railed so that
Central trains could go to Denver.
C&S mileage in northern Colorado does not include the Lyons
Branch of the CB&Q, though the Q owns the C&S. Another track
which in effect belongs in the Fort Collins District is the Colorado
Railroad’s Ingleside line, running north from Bellevue on the stretch
between Fort Collins and Stout. This went as far as Bellevue on the
old Greeley Salt Lake and Pacific and was extended 9 miles to Ingle
side in 1906 and another mile in 1916, and reduced 2-1/4 miles in
1931. The 9-mile Black Hollow Branch, turning off east from the
line to Wellington and Cheyenne at Plummer's Spur or Black Hollow
Junction, runs about halfway to Ault. Except for an angling start it
obediently follows the east-west section lines with two southward
jogs for variety.

Rotary at work near Como. Photo
courtesy State Historical Society of

Colorado.
Two gauges, four rails, on
the C&S. Photo courtesy State
Historical Society ofColorado.

The Pueblo District had been successively the Denver and New
Orleans, the Denver Texas and Gulf, and the Union Pacific Denver
and Gulf. Under C&8 management it was the 124-mile main track
with the 9-mile side line from Manitou Junction in to Colorado
Springs and a half-mile track to a freight house at Pueblo. The
Franceville branch had been taken up before the C85 took the track
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over, and the Colorado Springs branch appears to have gone out
very shortly afterward, since what produce came to Colorado Springs
from the prairies gravitated toward the Rock Island after that road
was built. ,q/o' /.At Walsenburg the C&S added 1-3/4 miles of track from Broad

i I/ head Junction to Mine No. 4, and a l/2-mile Broadhead Mine spur
.. and operated with trackage rights 2-1/2 miles on the D&RG from
' Walsenburg to Robinson’s Mine. This last was from the UPD&G’s
earlier trackage right over the whole line in through Walsenburg

i‘
from Cuchara on the D&RG. The Broadhead Junction to Mine No.
4 line was later reduced to 1 mile and the terminus labeled Green

.\ Canon. In the thirties the Broadhead Junction becomes No. 4 Junc
tion, and the same terminus is called the Beacon Mine.
C&S operated the Walsenburg and Western Railroad, a 1.35-mile
railroad at Walsenburg, from 1910 to 1912.
Besides the track from Trinidad to the Texas border, the New
Mexico Division includes two side lines, both inherited in part from
the Denver Texas and Fort Worth. That road had built west from
Ll-rinidad to Long’s Junction and southwest up Long’s Canon to
Martinsen, 14 miles, with a l-1/4-mile spur to Thompson’s Mine
fTdFn Long’s Junction, in 1888. The _UPD&G had extended from
Ifirtinsen through Catskill in New Mexico and west to Vasquez

\i
n 1890. In 1891-1893 a branch went east from Catskill to Dunns,

about 6-1/2 miles, and in 1898 it was extended to Newton for a total
length of 9 miles. This made atotal of about 50 miles. The C&S sold
the Thompson Mine track to the new Colorado and Wyoming Railroad
which was building west up the Purgatoire in 1901. In 1902 the C&S
pulled out the track both east and west from Catskill and backed up
four miles to Pels, leaving only 18-1/2 miles beyond Martinsen. 16
more miles came out in 1908, and.in 1940 the remaining 5-1/2, from
Longs Junction to Trinidad.
Trackage of .7 miles from Sopris, near Trinidad on this Vasquez
line to Sopris mines, was built in 1887 either by the mining com
pany or the DT&FW, and came into C&S possession in 1890. The
other side line took off southward from Beshoar, a point about 9

miles east toward Texas from Trinidad, and went south. The first
6-1/2 miles were Denver Texas and Gulf construction of 1888; the
UPD&G extended this to total about 8 miles to Grey Creek in 1892.
This was reduced toahalf-mile spur in 1925 and cleaned out 2 years
later.
The Denver Leadville and Gunnison—formerly Denver South Park
and Pacific—formed three divisions of the C&S. The Platte Canon
District included the 88 miles from Denver over Kenosha Pass to
Como, in South Park, with a 4-mile branch south from South Platte
to Nighthawk, and the 10 miles from Sheridan Junction, near Little
ton, to Morrison. The Leadville District ran from Como over Boreas
Pass to Breckenridge and Dillon and over Fremont Pass to
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Leadville, 63 miles, the Dickey to Keystone 7-mile line and the 1
mile Kokomo branch. The Gunnison District ran from Como to
Baldwin, by way of Garos, Trout Creek Pass, Chalk Creek, Alpine
Pass and Gunnison, with a 15-1/2-mile branch to Fairplay and Alma
and off that an ll-mile line to _Leavick from Hill Top Junction, a
4-mile branch to Buena Vista, a 2-1/2-mile branch from Castleton
go the Alpine Coal Company’s mine, a 3-mile branch south to the
King Coal Mines from just east of Como, and the l-1/2-mile Kubler
Branch, running east from about 2-1/2 miles short of the end of the
I-ine-at BaIdwin.

Geea’
Western RR

'Lovdand

Arkins Branch CKS

U’
u
U

Except for the section between Leadville and Climax and some
Mineral_Belt Railroa_d_ track at Leadville which were standard-gauged
and run as connecting lines with the D&RG, all this South Park rail
road was dismantled. The C&S abandoned the King Coal Mine branch
at Como in 1899, the Nighthawk line in 1916, and the Morrison
Branch in three steps: 1/2 mile at the end in 1919, 6 miles in 1934,
and in 1938 the remaining 4-1/2 miles between Sheridan Junction
and Lakeland.
Folding of the main lines followed a curious pattern, which
started with the mountain passes in the middle rather than with the
ends. First to go was the line between Garos through Bath (approxi
mately Antero Junction) over Trout Creek Pass to McCune, just
south of Buena Vista, in 1922. (Trout Creek Pass, though not high,
'had suffered a washout in 1908, when the C&S had to replace 1.09
miles of track with a new section 1.55 miles long on the west side.)
Second was the 13-mile segment between Hancock and Quartz, in
cluding Alpine Tunnel through the Sawatch Range. This and the
\stretch from Parlin to Gunnison, which paralleled narrow gauge
track of the D&RG, were taken out in 1923. The line up Chalk Creek
between .Buena Vista and Hancock was pulled out in 1926, but the
piece from Quartz, on the west side of the divide, down to Parlin,
did not come out until 1934. In 1938 the Boreas Pass line came out
the 49 miles from Como to Climax—and with it the lines to Keystone
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and to Alma and the Denver South Park and Hill Top line up Horse
shoe Gulch to Leavick. The main line retreated from Como to South
Platte. Below South Platte the railroad stayed in place until 1942,
shortly after the line from Waterton, below South Platte, to Silica,
was taken out. At this time the 15-1/2 miles down to Chatfield were
removed. In 1950, 6-1/2 miles of the remaining 14 miles, which had
been standard-gauged, were removed.
The end of the Gunnison line, connecting mines at Baldwin and
Kubler with the narrow-gauge line of the D&RG at Gunnison, was
pulled out by the D&RG in the summer of 1937. C&S trackage at
Leadville, including some from the Leadville Mineral Belt road, was
standard-gauged as early as Q900. The line down from Climax on
Fremont Pass down to Leadville, was standard-gauged to connect
the Climax molybdenum operation with the D&RG at Leadville.
The Clear Creek Division was the descendant of the Colorado
Central’s narrow -gauge line and of the Georgetown Breckenridge and
Leadville. First line to be pinched off was the track to Central City
from Black Hawk, reduced half a mile in 1928 and the remaining
3-1/2 miles in 1931. 3-1/2 miles from Silver Plume to Graymont had
been removed in 1898, before the C&5 took over from the UPD&G;
the remaining 17 miles down to Idaho Springs came out in March of
1939, and two years later everything above Golden was pulled up in
preparation for the location of Highway 6.
In May of 1900, the C&5 and the Rio Grande Western bought the
Colorado Midland. This was a year before consolidation of the RGW
into the D&RG, and constituted the threat of an aggressive mountain
railroad combination which would rival the D&RG. At the consolida
tion the D&RG fell heir to the RGW half. The C&5 and the D&RG
owned the Midland jointly until the Carlton interests took it off their
hands in 1917.

COLORADO AND SOUTHWESTERN RAILROAD COMPANY was in
corporated in August of 1925 to succeed to the unrealized purposes
of the Dolores Paradox and Grand Junction, planned in 1913 to run
(1) from Dolores northeast to Horse Creek Divide, (2) north (pre
sumably from Paradox) to Grand Junction, and (3) south (presumably
from Dolores) to a junction in New Mexico with one of the trans
continental railroads. Statehouse records show the company was
disbanded by 1936.

COLORADO & TEXAS RAILWAY CONSTRUCTION COMPANY was
organized in 1883 to build the gulf route's section from Pueblo to
the Texas-New Mexico line.

COLORADO AND TEXAS RAILWAY IMPROVEMENT COMPANY was
incorporated in 1881 by Grenville Dodge as aconstruction company
for the gulf line. Evans wanted to know why when he was himself
selling shares in a venture for the same purpose he had not been
told by Dodge of the company’s formation. The name was shortly
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second track. At that time it underwent reorganization as the
Denver and Inter-Mountain Railway, which operated on steam power
(3 locomotives) to Golden with a box car, 30 coal cars, and 5 pas
senger coaches. The Denver and Inter-Mountain succeeded in 1907
to the Intermountain, which extended the electrified part of the
line out to Golden and after February, 1909, cut out all except
passenger service.

DENVER LARAMIE AND NORTHERN RAILROAD COMPANY was
formed in the summer of 1917 to take over the Denver Laramie and
Northwestern Railroad Company formed in 1910, and was in turn
succeeded in 1919 by the Denver Laramie and Northwestern Railway
Company. However the line ceased to operate in 1917, before the
last reorganization, and was not revived.

DENVER LARAMIE AND NORTHWESTERN RAILROAD COMPANY
was incorporated and opened in 1910 with 52 miles of its own track,
Utah Junction to Greeley, and 3 miles on the Denver & Salt Lake at
Denver and a mile or so in Greeley on the Greeley Terminal. It was
a Wyoming corporation with designs on running 750miles to Boise,
Idaho, for a connection with the northwest. Ed Bollinger in his book
Rails That Climb states that it ran generally four passenger trains
daily and up to six at one time. It appears on the state topographical
map as the Denver Laramie River and Northwestern. It became the
Denver Laramie and Northern in 1917, afteral912 receivership, but
went out of operation and was dismantled September 2, 1917.

DENVER LEADVILLE AND ALMA RAILROAD COMPANY was
formed in 1932 to acquire the portion of the Colorado and Southern
running to Leadville—Le. the Denver Leadville and Gunnison. The
Interstate Commerce Commission denied the application to operate
and the company was dissolved. Branches described were these:
Sheridan Junction to Morrison, Waterton to Silica, Como to Garos to
Alma, Hilltop Junction to Leavick, Kokomo to Willfly’s Mill, Dickey
to Dillon and east to Keystone, and the 3-rail line from Leadville
to the Blind Tom Mine.

DENVER LEADVILLE AND GUNNISON RAILWAY COMPANY was.
the successor to the Denver South Park and Pacific Railroad which
became part of the C&1S with sale of the Union Pacific Denver and
Gulf late in 1898. The incorporation papers restate intentions of the
DSP&P with some amending. The line was to go to South Park and
the Salt Springs, thence across the Arkansas and through Poncha
Pass and the San Luis Valley to Del Norte and the San Juan mining
area, and thence to the Pacific Ocean. Branches were to go to
Morrison and to Summit County, the latter to be extended to the
Pacific Ocean. Branches were to go to Dudley and Horseshoe in
South Park and to the head of the Arkansas Valley, and from the
Arkansas Valley over Saguache Creek to Quartz Creek and down the
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Tomichi and the Gunnison, with branches to Ouray and Lake City.
A line would run up Ohio Creek to the coal and silver mining
areas of the Elk Mountains. A branch from the line to Ouray would
go to the west boundary of the state by way of the San Miguel River
and the Dolores River, this to be called the Arizona Extension. The
Ohio Creek branch to the ElkMountains would also send a line down
the north fork of the Gunnison to the Grand and the west boundary
of the state, and there would be a branch on the Roaring Fork down
to the Grand. There would be an extension from a point on the main
line to Colorado Springs, Canon City, Silver Cliff, and Rosita. A
branch would connect the line down Tomichi Creek with Cochetopa
Pass and Saguache. The Ohio Creek branch would be extended to
Crested Butte. The Dudley Branch (Dudley is a mile or so north of
Alma) would go to Hoosier Pass and Breckenridge and from Summit
County by way of the Eagle and Grand River Valleys to Glenwood
Springs and by way of Weston Pass to Leadville and Aspen and reach
Glenwood Springs by way of the Roaring Fork. From Como the line
would go over Boreas Pass to Breckenridge, and thence to Keystone
by way of Dillon and eastward over Loveland Pass to Graymont and
Georgetown. A line would run down the Blue from Dillon to the
Grand, and up Muddy Creek on the other side to Troublesome Creek
and to Muddy Pass near Whiteley’s Peak, and thence to North Park
and a connection with the Union Pacific. A line would run along the
Grand from the mouth of the Blue to Dotson. A line would run from
Gunnison to the west boundary of the state. A line would run from
Schwanders to Leadville and from the Gunnison River to the coal
fields in Gunnison County. Lines would reach Lake City and Silverton
from the Gunnison.

DENVER LONGMONT AND NOLAND STONE AND RAILWAY COM
PANY was formed in 1893 by Denver and Chicago men to build from
Longmont to Noland and to work stone lands in Boulder and
Larimer Counties. Poor’s 1898 Manual states that the road was com
pleted from Noland to Zoo Park, from Noland to Shady Side, for a
total of 37 miles and was operating with2 locomotives and 29 cars,
2 of them coaches. Poor’s 1903 Manual states that no road was ever
built. The Company succeeded the Stone Mountain Railroad and
Quarry Company formed in 1890—a 3-1/2-mile switching road be
tween Tower in Boulder County and Lyons and Noland in Larimer
County with branches to three or four quarries. Both the Tower and
the Lyons termini were Burlington stations.

DENVER LONGMONT AND NORTHWESTERN RAILROAD COM-
PANY was formed on March 14, 1881, to succeed the Longmont and
Erie of 1878, and built the former projectedIine, ten miles long,
running from Longmont south to the Rob Roy Coal Bank and then
east to Erie. The connection with Denver was through the Colorado
Central at Longmont. This road became the Colorado Northern in
1883.
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DENVER SHORT LINE RAILWAY COMPANY was an 1889 plan of
David Moffat, Cheesman, and others to run a line west from some
point between Acequia and Littleton on the D&RG to the Colorado
Midland station of Lidderdale in South Park (just inside Eleven
Mile Canon), and then west and southwest to the D&RG near Buena
Vista. It would continue west to Grand Junction and Salt Lake and
the town of Elko in Nevada.

DENVER SIDE RAPID TRANSIT AND IMPROVEMENT COMPANY
was intended as a street railway. Among the possible motive powers
to be used is listed the dummy engine, which uses its steam exhaust
to heat the boiler water.

DENVER SIOUX CITY AND DULUTH was probably aname given by
mistake to the Denver Sioux City Lake Superior and Chicago.

DENVER SIOUX CITY LAKE SUPERIOR AND CHICAGO RAILROAD
was part of John Evans’ paper railroad empire of the nineties. The
line was to run from Denver to Niobrara, Nebraska, to Sioux City
and Dubuque in Iowa, to Minneapolis, St. Paul, and Duluth in
Minnesota, to Winnipeg in Manitoba, to Superior and Milwaukee in
Wisconsin, and to Galena and Chicago in Illinois. Contacts would be
made with various roads—the Sioux City and Pacific Short Line, the
Great Northern, the Chicago Milwaukee and St. Paul, the Illinois
Central, and the Union Pacific or the Union Pacific and Gulf, and
part of the trackage of the new road was to be on these lines. This
was an 1894 incorporation.

DENVER SOUTHERN RAILWAY COMPANY was formed in 1881 to
run to Colorado Springs and Pueblo, covering the coal banks near
Colorado Springs.

DENVER SOUTH PARK AND HILLTOP RAILWAY ran from Hilltop
Junction, between Fairplay and Alma on the Denver South Park and
Pacific, west to Leavick, a distance of 11 miles. The charter, dated
September I, 1896, called for a road from Fairplay to Leavick, and
the road was built in that year. It was merged with the Denver Lead
ville and Gunnison a year later and became part of the C&S in the
beginning of 1899. The branch is included in the line to be revived
by the 1932 attempt—the Denver Leadville and Alma Railroad. M. S.
Wolle states that the road profited by the 1901 boom as a carrier of
tie lumber and also brought down high-grade zinc carbonate ore
from the mine at Leavick.

DENVER SOUTH PARK AND PACIFIC RAILROAD COMPANY was
incorporated September 13, 1872, about 9 months earlier than the
railway company of the same name. The stated intention was merely
to go from Denver to South Park. Those interested were essentially

/
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the same Denver group that incorporated later—among them Evans,
Kountze, Cheesman, and others.

DENVER SOUTH PARK AND PACIFIC RAILWAY COMPANY was
formed June 14, 1873, by agroup including Hallack, Kountze, Chees-
man, Clayton, J. W. Smith, and John Evans, the last its president
and main drive. It was capitalized at $3,000,000, was raised to
$5,000,000 and then $20,000,000. It was one of two spokes actually
constructed by Evans in a vast wheel of which Denver was to be
the hub, and aimed at a junction with the Southern Pacific at Fort
Yuma in Arizona. The book, Denver South Park and Pacific, in
which M. C. Poor relates the road’s history, was published by the
Colorado Railroad Club in 1949. It was soon out of print and now
commands high prices as a railroaders’ classic and collectors’
item.
This road adopted 3-foot gauge like the D&RG and in 1878-80
plunged across South Park on a two-pass shortcut from Denver to
the upper Arkansas, where the D&RG was fighting the battle of its
life against the Santa Fe for access to Leadville and the Gunnison
side of the San Juan. Evans’ road made a traffic arrangement with
QgfliRG for a share of tHeLeadYlIle business,wiggles voluminous,
and 'then put its own track into Gunnison and a coaTifEgioh to the:
north.- Relations with the D&RG wereflstrained and the (South Park
built its own'track to Leadville.- The D&RG was longefbufitliad
‘reached both Leadville and Gunnison earlier and on easier grades,
and the prosperity of the Denver South Park and Pacific proved
brief. By the time the D&RG standard-gauged DSP&P was pretty
well out of the competition and dependent on the mines of Chalk
Creek, South Park, and the Breckenridge area. The line through
Alpine Tunnel ceased to operate in 1910, Chalk Creek in the 1920’s,
and most of the remainder in the thirties, all under the Colorado
and Southern management.
Like the Colorado Central, this road became part of the Union
Pacific System, and then, along with the Union Pacific Denver and
Gulf, part of the Colorado and Southern, and thus a Burlington
possession. The first transfer came when Jay Gould bought the con
trolling interest and in 1880 sold it at par to the Union Pacific under
the threat that he was leaving the directorate of the UP and would
form a rival line with the Kansas Pacific, the Denver Pacific and
the South Park. Poor shows that Palmer would have been willing to
\purchase the DSP&P for the same amount as Gould but that Evans
gave preference to Gould’s offer because he felt that Palmer had
broken faith with him in building the D&RG into the Gunnison Valley.
The two roads had set up an agreement during the period of the
Rio Grande’s war with the Santa Fe and the period of the DSP&P’s
progress across South Park (1879) by which the DSP&P was to
have rights from near Buena Vista to Leadville on D&RG track,
and D&RG could have rights on DSP&P track into the Gunnison
region. But neither road agreed not to build track into territory
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formed June 14, 1873, by a group including Hallack, Kountze, Chees
man, Clayton, J. w. Smith, and John Evans, the last its president 
and main drive. It was capitalized at $3,000,000, was raised to 
$5,000,000 and then $20,000,000. It was one of two spokes actually 
constructed by Evans in a vast wheel of which Denver was to be 
the hub, and aimed at a junction with the Southern Pacific at Fort 
Yuma in Arizona. The book, Denver S<>Uth Park and Pacific, in 
which M. c. Poor relates the road's history, was published by the 
Colorado Railroad Club in 1949. It was soon out of print and now 
commands high prices as a railroaders' classic and collectors' 
item. 

This road adopted 3-foot gauge like the D&RG and in 1878-80 
plunged across South Park on a two-pass shortcut from Denver to 
the upper Arkansas, where the D&RG was fighting the battle of its 
life against the Santa Fe for access to Leadville and the Gunnison 
side of the San Juan. Evans' road made a traffic arrangement with 
D&RG for ~- ~hare of the Le_adulle bllsinE:?ss~wfifciiwa_s_ voluminous; 
and- then put its own Jl'.'.~~k i_n_ t.9 _G_unnison and i -coil region to-the
north. Relations with the D&RG were strained and iiie South P-ark° 
built its ownfrack- to- Leadville.- the D&RGwas forigeroutfr liad 

reached both Leadville and Gunnison earlier and on easier grades, 
and the prosperity of the Denver South Park and Pacific proved 
brief. By the time the D&RG standard-gauged DSP&P was pretty 
well out of the competition and dependent on the mines of Chalk 
Creek, South Park, and the Breckenridge area. The line through 
Alpine Tunnel ceased to operate in 1910, Chalk Creek in the 1920's, 
and most of the remainder in the thirties, all under the Colorado 
and Southern management. 

Like the Colorado Central, this road became part of the Union 
Pacific System, and then, along with the Union Pacific Denver and 
Gulf, part of the Colorado and Southern, and thus a Burlington 
possession. The first transfer came when Jay Gould bought the con
trolling interest and in 1880 sold it at par to the Onion Pacific under . 
_the- threat that he was leaving the directorate of the UP and would 
,form a rival line with_ t~e Kansas Pas;tfic, _tti~ Qenver Pacifi~ ?,nd 
the South Par~ Poor shows that Palmer would have been willing to 
'purchase the DSP&P for the same amount as Gould but that Evans 
gave preference to Gould's offer because he felt that Palmer had 
broken faith with him in building the D&RG into the Gunnison Valley. 
The two roads had set up an agreement during the period of the 
Rio Grande's war with the Santa Fe and the period of the DSP&P's 
progress across South Park (1879) by which the DSP&P was to 
have rights from near Buena Vista to Leadville on D&RG track, 
and D&RG could have rights on DSP&P track into the Gunnison 
region. But neither road agreed not to build track into territory 
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occupied by the other. Palmer maintained, however, that since
the Union Pacific had acquired the South Park line in 1880, the
latter was subject to the tripartite agreement among the D&RG,
Santa Fe, and UP roads and had violated the provision that no road
would go into the territory of another. Consequently as the South
Park line was finishing the long job of building to Gunnison, the
D&RG president put the DSP&P’s trackage right to Leadville on a
6-month-renewal basis and promptly gave notice of cancellation. In
the same year, 1883, the South Park began work on its own to
Leadville, not by way of the easy grades up the Arkansas as the
Colorado Midland did in another parallel to the D&RG a few years
later, but by the snowy and mountainous double traverse of the con
tinental divide at Boreas and Fremont Passes.
After the cancellation of trackage rights to Leadville, the South
Parties in financial difficulties, and by 1889 it was foreclosed and

‘gurchased
by Union Pacific interests as the Denver, Leadville and

L unnison for $3,000,000.,;The Union Pacific Denver and Gulf organi
zation took place 1890,)the two properties—U PD&G and DL&G—
were reorganized asl‘the Colorado Southern.
The Denver South Park and Pacific was run out to Morrison from
Denver in 1874. The last 10 miles of this became the Morrison
Branch when the main line continued from Bear Creek Junction.
Construction was resumed in 1876, and in 1878 track went to Pine
Grove in July and Bailey’s, 56 miles from Denver, in October. At
the end of the year two railroads were incorporated by the directors
to take the line to the Arkansas. The Denver South Park and Lead
ville was to utilize Trout Creek Pass and then go north to Leadville;
the Denver South Park and Ten Mile was to go by way of what became
Dillon and Ten Mile Creek to Leadville and continue down the
Arkansas Valley to Twin Lakes. These incorporations were not
used though the road followed the more important part of each of
the routes. The line went over Kenosha Pass and reached Como in
June of 1879; it continued on the south of the two proposed lines,
crossing South Park and Trout Creek Pass and reaching the
Arkansas River and Buena Vista in February of 1879. The last 3-3/4
miles to Buena Vista was on a spur from Schwanders at the Arkansas
crossing. In Buena Vista the DSP&P were four months ahead of the
D&RG, which however had graded heavily all along the Arkansas to
Leadville in its struggle with the Santa Fe. The South Park road
entered into the agreement to use D&RG trackage to Leadville, and
continued its construction west toward Gunnison as the San Juan
was being heavily prospected and new camps were burgeoning.
Engineers selected Alpine Pass (earlier named Altman Pass)as the
best tunnel route for the continental divide crossing—in preference
to Tincup Pass to the north, and Williams Pass a little to the south
east, and South Pass farther south—and while the ridge is very thin
at Alpine Pass, so that amere l800feet of tunnel saved a great deal
of climbing, there were many difficulties and delays to finishing
the route. Labor was hard to get and harder still to hold, since the
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occupied by the other. Palmer maintained, however, that since , 
the Union Pacific had acquired the South Park line in 1880, the 
latter was subject to the tripartite agreement among the D&RG, 
Santa Fe, and UP roads and had violated the provision that no road 
would go into the territory of another. Consequently as the South 
Park line was finishing the long job of building to Gunnison, the 
D&RG president put the DSP&P's trackage right to Leadville on a 
6-month-renewal basis and promptly gave notice of cancellation. In 
the same year, 1883, the South Park began work on its own to 
Leadville, not by way of the easy grades up the Arkansas as the 
Colorado Midland did in another parallel to the D&RG a few years 
later, but by the snowy and mountainous double traverse of the con
tinental divide at Boreas and Fremont Passes. 

After the cancellation of trackage rights to Leadville, the South 
Park-·was in financial difficulties, and by 1889 it was foreclosed and 

P'E='cnased by Union Pacific interests as the Denver, Leadville and . 
_p~~nison for $3,ooo,,.ooo..;r. The Union Pacific Denver and Gulf organi
zation took place ?,Q_ 1890~the two properties-UPD&G and DL&G
were reorganized asffie Colorado Southern. 

The Denver South Park and Pacific was run out to Morrison from 
Denver in 187 4. The last 10 miles of this became the Morrison 
Branch when the main line continued from Bear Creek Junction. 
Construction was resumed in 1876, and in 1878 track went to Pine 
Grove in July and Bailey's, 56 miles from Denver, in October. At 
the end of the year two railroads were incorporated by the directors 
to take the line to the Arkansas. The Denver South Park and Lead
ville was to utilize Trout Creek Pass and then go north to Leadville; 
the Denver South Park and Ten Mile was to go by way of what became 
Dillon and Ten Mile Creek to Leadville and continue down the 
Arkansas Valley to Twin Lakes. These incorporations were not 
used though the road followed the more important part of each of 
the routes. The line went over Kenosha Pass and reached Como in 
June of 1879; it continued on the south of the two proposed lines, 
crossing South Park and Trout Creek Pass and reaching the 
Arkansas River and Buena Vista in February of 1879. The last 3-3/4 
miles to Buena Vista was on a spur from Schwanders at the Arkansas 
crossing. In Buena Vista the DSP&P were four months ahead of the 
D&RG, which however had graded heavily all along the Arkansas to 
Leadville in its struggle with the Santa Fe. The South Park road 
entered into the agreement to use D&RG trackage to Leadville, and 
continued its construction west toward Gunnison as the San Juan 
was being heavily prospected and new camps were burgeoning. 
Engineers selected Alpine Pass (earlier named Altman Pass) as the 
best tunnel route for the continental divide crossing-in preference 
to Tincup Pass to the north, and Williams Pass a little to the south
east, and South Pass farther south-and while the ridge is very thin 
at Alpine Pass, so that a mere 1800feet of tunnel saved a great deal 
of climbing, there were many difficulties and delays to finishing 
the route. Labor was hard to get and harder still to hold, since the 
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mines which were the attraction for the railroad also attracted the
laborers as fast as they were recruited and transported to the tunnel
area at high cost. The tunnel itself had to be shored up with redwood
12x12’s, and on the west approach the line had to be blasted and
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cribbed up across the cliff face at vast expense. The road cost
$100,000 a mile between Sherrod Curve and the west portal station
of Alpine Tunnel. The tunnel bore went through in July of 1881, but
track .completion did not take place until December. Trains reached
Gunnison in September, 1882, more than afull year after the D&RG,
which had gone all over the place in 1881.
Various extensions had been planned in amended articles: M. C.
Poor tells us that in 1879 the directors had intended to go south over
Poncha Pass; a Utah extension was described vaguely as going to the
head of Anthracite Creek and thence to the Utah line, and branches
were to be run also to Silver Cliff and Rosita, to Cochetopa and
Saguache in the San Luis Valley, to Crested Butte, to Lake City, to
the Uncompahgre and Ouray and even across to Rico, and by Fair
play, Alma, Dudley, and Hoosier Pass to Breckenridge; there was to
be a standard-gauge line from Denver to Pueblo which would be of
advantage to the Santa Fe; and there was to be an extension of the
South Platte line to Canon City (on aline later planned for the Denver
railroad to Cripple Creek).
The only actual extension of the Gunnison line went 17 miles up
Ohio Creek in 1883 to the Mount Carbon coal district. The station, at
first called Baldwin and later Castleton, was at the confluence of
Ohio and Carbon Creeks. In 1896 a 3-mile extension known as the
Baldwin and later as the Kubler Branch, went up Carbon Creek to the
Kubler Mine, the first half of it the railroad’s, the second half the
property of the Rocky Mountain Fuel Company. On Ohio Creek
another 3-mile extension went northwest to the New Baldwin Mine in
1883, and was lengthened a little way in 1914.
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mines which were the attraction for the railroad also attracted the 
laborers as fast as they were recruited and transported to the tunnel 
area at high cost. The tunnel itself had to be shored up with redwood 
12xl2's, and on the west approach the line had to be blasted and 
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cribbed up across the cliff face at vast expense. The road cost 
$100,000 a mile between Sherrod Curve and the west portal station 
of Alpine Tunnel. The tunnel bore went through in July of 1861, but 
track .completion did not take place until December. Trains reached 
Gunnison in September, 1882, more than a full year after the D&RG, 
which had gone all over the place in 1881. 

Various extensions had been planned in amended articles: M. C. 
Poor tells us that in 1879 the directors had intended to go south over 
Poncha Pass; a Utah extension was described vaguely as going to the 
head of Anthracite Creek and thence co the Utah line, and branches 
were to be run also to Silver Cliff and Rosita, to Cochetopa and 
Saguache in the San Luis Valley, co Crested Butte, co Lake City, to 
the Uncompahgre and Ouray and even across to Rico, and by Fair
play, Alma, Dudley, and Hoosier Pass to Breckenridge; there was to 
be a standard-gauge line from Denver to Pueblo which would be of 
adyantage to the Santa Fe; and there was to be an extension of the 
South Platte line to Canon City (on a line later planned for the Denver 
railroad to Cripple Creek). 

The only actual extension of the Gunnison line went 17 miles up 
Ohio Creek in 1883 to the Mount Carbon coal district. The station, at 
first called Baldwin and later Castleton, was at the confluence of 
Ohio and Carbon Creeks. In 1896 a 3-mile extension known as t:he 
Baldwin and later as the Kubler Branch, went up Carbon Creek to t:he 
Kubler Mine, the first half of it the railroad's, the second half t:he 
property of the Rocky Mountain Fuel Company. On Ohio Creek 
another 3-mile extension went northwest to the New Baldwin Mine in 
1883, and was lengthened a little way in 1914. 
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The Denver South Park and Pacific Supplement, by R. H. Kindig,
E. J. Haley and M. C. Poor, published in 1959 by the Colorado Rail
road Club, tells the story of R. W. Richardson’s discovery of the
great stone wall built for a projected extension of the Ohio Creek
line and the exploration of this project by M. C. Poor. The D&RG
operated the Ohio Creek line after 1911, when the Alpine Tunnel
route was abandoned.
Although the independent line to Leadville had been projected dur
ing the late 1870’s when the railroad was crossing Kenosha Pass, it
appears from Poor’s book that the grading of Boreas Pass, which
was started in 1881, was mainly with the purpose of reaching Key
stone and perhaps Montezuma on the Snake River and perhaps making
connection with the Georgetown Breckenridge and Leadville through
Argentine Pass. The road went to Dillon, 30.7 miles from Como, in
December of 1882 and made the turn from Dickey east 7 miles to
Keystone in January, 1883. The D&RG had no sooner reached
Leadville than it came over Fremont Pass and down the Ten Mile
to Dillon. They graded stretches down the Blue River on a line de
scribed in an early incorporation called the Western Colorado, and
were very much on the ground when the South Park officials decided
to lay a parallel track into Leadville. The latter incurred litigation
over the right of way, which was in part too close to that of the
D&RG, and at Kokomo they overpassed the D&RG.
The 15-1/2-mile Garos to Alma line,which in the original thinking
might well have served as the springboard for the Blue River and
Leadville extension via Hoosier Pass, was instead terminated with
two tracks that climbed high into the Mosquito Range. One was the
ll-1/3-mile Horseshoe or Leavick Branch, surveyed in 1888 but not
built until 1896 under the charter Denver South Park and Hilltop Rail
way and merged into the Denver Leadville and Gunnison under Frank
Trumbull’s management of the same. The other was known as the
London South Park and Leadville Railroad, reorganized in April,
1885, after financial difficulties as the South Park and Leadville
Short Line Railroad. It ran up the Mosquito Pass road 7-1/2 miles
from London Junction near Alma, and as incorporation articles
stated, was intended to tunnel through the range and drop to Lead
ville. Though Poor’s Manual states that the Union Pacific advanced
materials for the road in 1882-3, it was constructed as a separate
organization and remained so. It was not constantly in use even
through 1890, and before 1900 anew South Portal to the London Mine
rendered it useless. Secondary motor roads now run on or next to
both of these high valley railroad beds. Two short coal feeders went
in near Como. The first according to M. C. Poor was named the
Leckner Branch for its discoverer. It left the main line in a mile
long spur running northwest, and later became the start of the
Boreas Pass route. The second started 3/4 mile short of Como and
went south 3 miles to the King Mines. Both mines became the pro
perty of the South Park Coal Company which the railroad officials
organized.
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The Denver South Park and Pacific Supplement, by R. H. Kindig, 
E. J. Haley and M. C. Poor, published in 1959 by the Colorado Rail
road Club, tells the story of R. w. Richardson's discovery of the 
great stone wall built for a projected extension of the Ohio Creek 
line and the exploration of this project by M. C. Poor. The D&RG 
operated the Ohio Creek line after 1911, when the Alpine Tunnel 
route was abandoned. 

Although the independent line to Leadville had been projected dur
ing the late 1870' s when the railroad was crossing Kenosha Pass, it 
appears from Poor' s book that the grading of Boreas Pass, which 
was started in 1881, was mainly with the purpose of reaching Key
stone and perhaps Montezuma on the Snake River and perhaps making 
connection with the Georgetown Breckenridge and Leadville through 
Argentine Pass. The road went co Dillon, 30. 7 miles from Como, in 
December of 1882 and made the turn from Dickey east 7 miles to 
Keystone in January, 1883. The D&RG had no sooner reached 
Leadville than it came over Fremont Pass and down the Ten Mile 
to Dillon. They graded stretches down the Blue River on a line de
scribed in an early incorporation called the Western Colorado, and 
were very much on the ground when the South Park officials decided 
to lay a parallel crack into Leadville. The latter incurred litigation 
over the right of way, which was in part too close to that of the 
D&RG, and at Kokomo they overpassed the D&RG. 

The 15-1/2-mile Garos co Alma line, which in the original thinking 
might well have served as the springboard for the Blue River and 
Leadville extension via Hoosier Pass, was instead terminated with 
two cracks that climbed high into the Mosquito Range. One was the 
11-1/3-mile Horseshoe or Leavick Branch, surveyed in 1888 but not 
built until 1896 under the charter Denver South Park and Hilltop Rail
way and merged into the Denver Leadville and Gunnison under Frank 
Trumbull's management of the same. The other was known as the 
London South Park and Leadville Railroad, reorganized in April, 
1885, after financial difficulties as the South Park and Leadville 
Short Line Railroad. It ran up the Mosquito Pass road 7-1/2 miles 
from London Junction near Alma, and as incorporation articles 
stated, was intended to tunnel through the range and drop to Lead
ville. Though Poor' s Manual states that the Union Pacific advanced 
materials for the road in 1882-3, it was constructed as a separate 
organization and remained so. It was not constantly in use even 
through 1890, and before 1900 a new South Portal to the London Mine 
rendered it useless. Secondary motor roads now run on or next to 
both of these high valley railroad beds. Two short coal feeders went 
in near Como. The first according to M. c. Poor was named the 
Leckner Branch for its discoverer. It left the main line in a mile
long spur running northwest, and later became the start of the 
Boreas Pass route. The second started 3/4 mile short of C9mo and 
went south 3 miles to the King Mines. Both mines became the pro
perty of the South Park Coal Company which the railroad officials 
organized. 

237 

Digitized by Go gle Original from 

UNIVERSITY OF MICHIGAN 



Two of the lines came into the sphere of the D&RG operation:
the Baldwin line, mentioned above as D&RG-operated after the
closing of Alpine Tunnel, and the line between Climax, on Fremont
Pass, and Leadville, which was a standard-gauged and D&RG
connected at Leadville.
The DSP&P competed for the Aspen trade with a survey over
Independence Pass in the latter eighties, but as the mother company,
the UPwas surveying and planning foraroad south from Fort Steele,
Wyoming, that would reach Aspen, the DS P& P project was abandoned.
The South Park line had one of the worst slide disasters in Colo
rado history when an avalanche crushed the station at Woodstock, on
the west side of Alpine Pass, and killed 13 of 18 people who were
swept down. In asuit by Mrs. Marcelle Doyle, who lost her family of
three sons and three daughters, it was plausibly stated that the rai1-
road company had created the hazard by cutting out the heavy timber
above the station. There were tales of hardship caused by the deep
snow on the east side, too, includingaslide which knocked out a long
section of the snowshed approach to the tunnel. On Boreas Pass,
also, the highest snowfencelhave seen still stands as a testament to
the violence of winter on the Leadville line. In Trout Creek a flood
took out a full mile of track in 1908.
The most famous of the DSP&P legends is that of the circus
elephants which were taken from their cars and set to work at the
back end as helpers. M. C. Poor runs three versions of the story
which agree as to what happened but assign different locations.

DENVER SOUTH PARK AND RIO GRANDE RAILROAD AND TELE
GRAPH COMPANY was a plan formed in January of 1868 by men
from Arapahoe, Park, and Summit Counties to run a road from
Denver to South Park to Poncha Pass and down the Rio Grande to the
state line. A branch was to go over to the Blue and down that and the
Grand to Middle Park. The company is related to another formed in
November with the word Railway substituted for Railroad and Evans
included among the incorporators.

DENVER SOUTH PARK AND RIO GRANDE RAILWAY AND TELE
GRAPH COMPANY was an Evans plan based on the same Rail Road
and Telegraph Company of the previous January.The routes and the
capitalization of $2,000,000 were unchanged in this second document.
This plan is an early step in the formation of the Denver South Park
and Pacific in 1873.

DENVER SOUTH PARK AND TEN-MILE RAILROAD COMPANY was
an 1878 company of John Evans and associates formed to run a
branch of single or double narrow-gauge track froma feasible point
of connection with the Denver South Park and Pacific by way of the
confluence of Ten-Mile Creek with the Blue River, through Ten-Mile
Creek and by way of the Valley of the Arkansas via Leadville to Twin
Lakes.
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Two of the lines came into the sphere of the D&RG operation: 
the Baldwin line, mentioned above as D&RG-operated after the 
closing of Alpine Tunnel, and the line between Climax, on Fremont 
Pass, and Leadville, which was a standard-gauged and D&RG
connected at Leadville. 

The DSP&P competed for the Aspen trade with a survey over 
Independence Pass in the latter eighties, but as the mother company, 
the UP was surveying and planning for a road south from Fort Steele, 
Wyoming, that would reach Aspen, the DSP&P project was abandoned. 

The South Park line had one of the worst slide disasters in Colo
rado history when an avalanche crushed the station at Woodstock, on 
the west side of Alpine Pass, and killed 13 of 18 people who were 
swept down. In a suit by Mrs. Marcelle Doyle, who lost her family of 
three sons and three daughters, it was plausibly stated that the rail
road company had created the hazard by cutting out the heavy timber 
above the station. There were tales of hardship caused by the deep 
snow on the east side, too, including a slide which knocked out a long 
section of the snowshed approach to the tunnel. On Boreas Pass, 
also, the highest snowfence I have seen still stands as a testament to 
the violence of winter on the Leadville line. In Trout Creek a flood 
took out a full mile of track in 1908. 

The most famous of the DSP&P legends is that of the circus 
elephants which were taken from their cars and set to work at the 
back end as helpers. M. C. Poor runs three versions of the story 
which agree as to what happened but assign different locations. 

DENVER SOUTH PARK AND RIO GRANDE RAILROAD AND TELE
GRAPH COMPANY was a plan formed in January of 1868 by men 
from Arapahoe, Park, and Summit Counties to run a road from 
Denver to South Park to Poncha Pass and down the Rio Grande to the 
state line. A branch was to go over to the Blue and down that and the 
Grand to Middle Park. The company is related to another formed in 
November with the word Railway substituted for Railroad and Evans 
included among the incorporators. 

DENVER SOUTH PARK AND RIO GRANDE RAILWAY AND TELE
GRAPH COMPANY was an Evans plan based on the same Rail Road 
and Telegraph Company of the previous January. The routes and the 
capitalization of $2,000,000 were unchanged in this second document. 
This plan is an early step in the formation of the Denver South Park 
and Pacific in 1873. 

DENVER SOUTH PARK AND TEN-MILE RAILROAD COMPANY was 
an 1878 company of John Evans and associates formed to run a 
branch of single or double narrow-gauge track from a feasible point 
of connection with the Denver South Park and Pacific by way of the 
confluence of Ten-Mile Creek withthe Blue River, through Ten-Mile 
Creek and bywayoftheValleyofthe Arkansas via Leadville to Twin 
Lakes. 
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228 INTERSTATE COMMERCE COMMISSION REPORTS 

FINANCE DOCKET No. 21478 1 

GREAT NORTHERN PACIFIC & BURLINGTON LINES, INC.
MERGER, ETC.-GREAT NORTHERN RAILWAY COMPANY, 
ET AL. 

Decided November 30, 1.967 

Upon reconsideration and further hearing: 
1. In Finance Docket No. 21478, (a) merger of the properties and fran

chises of the Great Northern Railway Company, the Northern Pacific 
Rai !way Company, the Paci fie Coast R.R. Company and the Chicago, 
Burlington & Quincy Railroad Company into the Great Northern Pa
cific & Burlington Lines, Inc., for ownership, management and opera
tion; (b) acquisition by the surviving company of sole or joint con
trol of carriers subsidiary to or affiliated with the merging carriers, 
throughstockownershiporotherwise, and of all leasehold, trackage, 
joint use and joint ownership rights in the lines of railroad of other 
carriers, and the terminals incident thereto, held by the merging car
riers; (c) lease by the surviving company of the lines of rai !road and 
other properties owned, used, or operated by the Spokane, Portland 
& Seattle Railway Company for a period of 10 years and through the 
terms of such lease, acquisition by the lessee of sole or joint con
trol of carriers subsidiary to or affiliated with the lessor and all 
leasehold, trackage, joint ownership and joint use rights in any rail
road line or lines and terminals incidental thereto held by lessor, 
approved and authorized. Conditions prescribed. Findings in prior 
report 328 I.C .C. 460, reversed. 

2. In Finance Docket No. 21479, authority granted (a)to Chicago, Bur-
· 1ington & Quincy Railroad Company to issue not exceeding $70 
million principal amount of its first and refunding 4 percent bonds, 
due August 1, 2010;(b)toGreat Northern Pacific & Burlington Lines, 
Inc., to issue not exceeding 17 .5 mi Ilion shares of common capital 
stockwithoutpar value, not exceeding 3,102,333 shares of preferred 
stock, of the par value of $10 each share and not exceeding $71.5 
mi Ilion. principal amount series A consolidated mortgage 4 percent 
bonds,dueOctober 1, 1984; (c) to Great Northern Pacific & Burling
ton Lines, Inc., to assume all obligations, liabilities and guarantees 

1This report embraces also Finance Docket No. 21479, Chicago, Burlington & 
Quincy Railroad Company, et al.-Stock Issuance, Etc. and Finance Docket No. 
21480. Great Northern Pacific & Burlington Lines, Inc., et al.-Construction 
and Abandonment. 
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with respect to securities issued, assumed or guaranteed by the 
Great Northern Railway Company, Northern Pacific Railway Com• 
pany, Pacific Coast R. R. Co., and the Chicago, Burlington & 

· O,uincy Railroad Company and companies subsidiary to or affiliated 
therewith, including obligations contingently guaranteed by the fore
going either solely or jointly with other guarantors, and during the 
term of the lease of the Spokane, Portland & Seattle Railway Com
pany and companies subsidiary to or affiliated therewith, to assume 
all obligations, liabilities and guarantees with respect to securities 
issued by the lessor companies, including obligations contingently 
guaranteedeithersolelyor jointly with other guarantors; (d) to Great 
Northern Pacific & Burlington Lines, Inc., to pledge S71.5 million 
principal amount of its series A consolidated mortgage 4 percent 
bonds, due October 1, 1984; and (e) to Great Northern Pacific & 
Burlington Lines, Inc., to modify the status of the Northern Pacific 
Railway Company's collateral trust bonds through a supplemental 
indenture, all for the purposes set forth herein in connection with 
the merger, acquisitions of control and leases referred to above, 
Conditions prescribed. Application dismissed in all other respects. 

3. In Finance Docket No. 21480, order issued authorizing the Great 
Northern Pacific & Burlington Lines, Inc., to abandon portions of 
lines of railroad in Wilkin and Clay Counties, Minn., Lewis and 
Clark County, Mont., and Spokane County, Wash., and by Spokane, 
Portland and Seattle Railway Company in Spokane County, Wash., 
and to construct connecting tracks in Douglas County, Wis., Pine, 
Stearns, Wadena, Wilkin, Clay, and Polk Counties, Minn., Cass, and 
Grand Forks Counties, N. Dak., Lewis and Clark County, Mont., 
Bonner County, Idaho, Spokane, Whitman and King County, Wash., 
1\lultnomah County, Oreg. 

Appearances as shown in prior report, and in addition: 
Lee B. Mc Tuman, for applicants. 
Kenneth G. Bueche, Samuel R. Freeman, W. H. Parsons and 

Ernest Porter, for intervening rail carriers. 
John H. Dougherty, Jack Pearce and Edwin M. Zimmerman, for 

United States Department of Justice, intervener in opposition. 
Lou Boedecker, William J. Hickey, Douglas M Head, William E. 

O'Leary and Lloyd Wandtke, for other interveners in opposition. 

REPORT OF THE COMMISSION ON RECONSIDERATION AND FURTHER 

HEARING 

BY THE COMMISSION: 

The prior report in these proceedings, 328 I.C.C. 460, dated 
March 31, 1966, denied joint applications, filed February 17, 1961, 
by Great Northern Railway Company (Great Northern or GN) and 
Northern Pacific Railway Company (Northern Pacific or NP), 
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both of St. Paul, Minn., hereinafter sometimes called the Northern 
Lines, and by Pacific Coast R. R. Co. (PC), of Seattle, Wash., 
Chicago, Burlington & Quincy Railroad Company (Burlington or 
CBQ), of Chicago, Ill., and Spokane, Portland and Seattle Railway 
Company (SP&S), of Portland, Oreg., all common carriers by 
railroad subject to part I of the Interstate Commerce Act, and 
Great Northern Pacific & Burlington Lines, Inc. (New Company 
or NuCo), a corporation of Wilmington, Del., not yet a carrier, in 
which authority is sought for the merger of GN, NP, PC, and CBQ 
into NuCo, the lease by the latter of SP&S together with the acquisi
tion of control of subsidiaries, issuances of common stock, 
assumptions of obligation and liability, abandonment and construc
tion of lines and other authority related to and necessary for the 
effectuation of the mergers and lease. 

The proposed transactions are described in the prior report, 
and in greater detail in the recommended report of the examiner, 
served August 24, 1964, after extensive public hearings before the 
examiner ending in July 1962. In recommending approval of the 
proposed unification, the examiner found that numerous benefits 
would flow by way of savings, efficiencies, economies and improved 
service, and that, suitably conditioned to protect carrier employees 
and connecting and competing railroads in the territory, appli
cants' proposal satisfies the statutory requirements. The Commis
sion found in the prior report, however, that the disadvantages of 
unification, namely, a drastic lessening of competition and adverse 
effects on carrier employees, outweigh the benefits that might be 
derived therefrom by applicants and the shipping public, and 
accordingly, concluded that the proposed transactions would not be 
consistent with the public interest. The Commission found that 
there would be substantial hardship inflicted upon carrier employ
ees through loss of jobs; and that with imposition of all of the 
conditions necessary to protect the traffic of other railroads2 
particularly those for the Milwaukee and North Western, the bene
fits to be produced would be minimal and might preclude consum
mation. While no dollar figure could be placed upon the value of 
intramodal rail competition, the value thereof was found not 
negligible but worth at least $12. 7 to $25.2 million in gross annual 
savings which would accrue to applicants from the merger. 

2 Reference in this report to an intervening railroad will be by the distinctive 
portion of its corporate title as follows: Chicago, Milwaukee St. Paul & Pacific 
Railroad Company (Milwaukee), Chicago and North Western Railway Company 
(North Western or CNW), Chicago, Rock Island and Pacific Railroad Company 
(Rock Island), The Atchison, Topeka and Santa Fe Railway Company (Santa 
Fe), Soo Line Railroad Company (Soo), The Western Pacific Railroad Company 
(Western Pacific or WP), Union Pacific Railroad Company (Union Pacific or UP), 
Southern Pacific Company (Southern Pacific or SP), and The Denver and Rio 
Grande Western Railroad Company (Rio Grande or DRGW). 
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Applicants, on July 27, 1966, requested reconsideration of the 
prior report on the grounds that they had reached agreements with 
various employee representatives, and were negotiating with 
others, for effecting merger-actuated work-force reductions 
through natural and normal attrition; that they had concluded 
agreements with Milwaukee and CNW respecting traffic diversion 
and were agreeable to all conditions found necessary in the. prior 

report to protect the traffic of other railroads; and that even 
after considering the cost of labor and traffic conditions, the 
annual savings from their proposed unification would be sub
stantially greater than estimated in the prior report. 

A petition was simultaneously filed by Northern Pacific Stock
holders' Protective Committee (NPSC), an intervener, seeking 
further hearings with respect to the justness and reasonableness 
of the terms and conditions of applicants' merger agreements, 
and a petition was subsequently filed by Rio Grande seeking an 
investigation into the agreements entered into by applicants with 
Milwaukee and North Western. Applicants replied to the latter 
petitions, and we received replies by numerous parties to appli
cants' petition. 

After consideration of the foregoing petitions and replies, and 
other matters, on January 4, 1967, these proceedings were re
opened by the Commission for reconsideration, oral argument, 
and limited further hearing. The order referred these matters 
to an examiner for hearing and outlined the procedures to be 
followed, but noted that due and timely execution of our functions 
imperatively and unavoidably required the omission of an exam
iner's report, and provided for certification of the record to us 
for initial decision. Although the order by its terms reopened 
the proceeding for reconsideration and oral argument on all issues, 
the further hearing was limited solely to determining, on the basis 
of the most current information readily available, the amount of 
estimated savings resulting from the proposed merger in the light 
of (1) agreements entered into between the applicants, on the one 
hand, and, on the other, the Milwaukee and the North Western and 
(2) the effect of relevant financial, operational and other changes 
related to savings, which have occurred subsequenttothe close of 
hearings. 

BACKGROUND 

Briefly, by these applications there are proposed transactions 
through which New Company would ultimately achieve unified 
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control, management and operation of the properties and franchises 
of the applicant railroads. A rail network would be created of al
most 27,000 miles of track extending from the Great Lakes and the 
Mississippi River through the northern tier of Western States to 
the Pacific Northwest and California, and by affiliation3 reaching 
the Gulf of Mexico. The rail lines of New Company would traverse 
16 States and 2 Canadian Provinces. 4 New Company would control 
extensive motor carrier properties and operations, and its control, 
in whole or in part, would extend to numerous terminal, rail 
equipment, and other companies. Its holdings would include title 
in fee to more than 2.2 million acres of land and mineral rights 
in an additional 6 million acres. GN and NP's major transcon
tinental routes extend generally through the same northern tier 
States between the Twin Cities (St. Paul and Minneapolis, Minn.) 
and Head-of-Lakes (Duluth-Superior, Minn.), and the Pacific 
Northwest, with the lines of SP&S forming part of the through 
routes to and from West Coast terminals. The main lines of GN 
and NP are both parallel and complimentary in that the greater 
part of NP's mileage is in the western part of its system while 
most of GN' s mileage is in its eastern portion. West of Minnesota, 
GN serves primarily those communities lying to the north while 
NP serves the southern parts of these States. Of the two, only 
GN serves southern Minnesota and the States of Iowa and South 
Dakota. Only GN reaches California. 

Except at their eastern and western extremities, the areas 
served by the Northern Lines are characterized by an extremely 
light population density. '.fhe area served is extensive, over 1, 700 
miles in length and 900 miles in breadth, and is rich in animal, 
mineral, agricultural and forest resources, but offers a limited 
market for its products. For this reason, the producers in the 
area are heavily dependent upon transportation. Because of the 
nature of the products and the distances involved, rail transporta
tion to centers of population at costs low enough to permit partici
pation in these markets is of primary importance. There is an 
imbalance of traffic. The West has historically been a market 
for the finished products of the Midwest and the East, and a sup
plier to those areas of basic raw materials. The lower-rated 

3W.ith The Colorado and Southern Railway Company (C&S) and Fort Worthanrl 
Denver Railwa·y Company (FW&D), both controlled by Burlington, 

4The States of California, Colorado, Idaho, Illinois, Iowa, Kansas, Minnesota, 
Missouri, Montana, Nebraska, North Dakota, Oregon, South Dakota, Washington, 
Wisconsin, and Wyoming, and the Provinces of British Columbia and Manitoba. 
The lines of C&S and F\l'&D. in addition, traverse the States of New Mexico and 
Texas in forming a rail route hetween Denver~ Colo~~ and Galveston~ Tex~ 
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traffic in its long haul east is not as vulnerable to incursions by 
intermodal competitors of the Northern Lines as the higher-rated 
manufactured articles moving into the area served by these lines 
for consumption .. The latter, both from the East and from the 
west coast, are vulnerable to motor carrier competitors and 
others. and it is this traffic which the rail carriers must retain 
to balance their operations. 

The Northern Lines, as seen, largely serve the same eastern 
terminals and western ports as traditional competitors, and the 
traffic which they carry is similar in consist and in volume, differ
ing only in areas where their lines are widely separated. There 
is no substantial competition, however, between either of the 
Northern Lines and the Burlington, since the latter's lines are 
in great part complementary to those of its parents, the Great 
Northern and Northern Pacific. Burlington's traffic differs, also, 
in that forest products comprise a much smaller proportion, 
and manufactures and miscellaneous traffic a much larger 
proportion, of its total traffic. Burlington's service area is 
more heavily populated than that of the Northern Lines, and 
constitutes an important market for producers located in the 
latter area. Burlington serves, among other points, the Twin 
Cities, Sioux City, Iowa, and Laurel, Mont., common points at 
which large volumes of traffic are interchanged with the Northern 
Lines. Burlington connects at Chicago, Peoria, Ill., and St. Louis, 
Mo., with other trunk and terminallines serving large manufactur
ing centers which market their products in Northern Lines terri
tory, and it serves many packinghouses in the Midwest at Chicago, 
St. Louis, Omaha, Nebr., Kansas City, Mo., and other points, which 
use the animal products grown in Northern Lines territory. 

A combination of these and other factors has long convinced 
Northern Lines management that these railroads, together with 
CBQ, SP&S and PC, which they control,5 should be unified under 
Nu Co's direction and control. With an enlarged pool of rolling 
equipment of varied types and the means of coordinating that 
equipment more efficiently to serve the needs of the combined 
service area, with elimination of duplicative functions, facilities 
and personnel through attrition, and with routing, transit and other 
services more finely tuned to the needs of the shipping public, 

5SP&S, like Burlington, ;,- .iointly controlled by the Northern Lines. Located 
in \\''ashington and Oregon, SP&S operates over 599*53 miles of track. principally 
between Portland and Spokane, Wash, Pacific Coast is eontrollP<'l by Great 
Northern, and operates over 32.03 miles of track bc-tWPC'n S<>atlle and variou,a 
pointR in \\'ashin~ton. 

331 I.C.C. 



UPRRIG-000427

234 INTERSTATE COMMERCE COMMISSION REPORTS 

NuCo would be a more proficient railroad than the applicants 
separately. The whole, therefore, would in fact be greater (better) 
than the sum of the component parts. The stronger road, it is 
advanced, would be better able to cope with the increased inter
modal competition from motor and water carriers, both regulated 
and unregulated, which has intensified as a result of constantly 
improved highways and waterways. Moreover, NuCo would be 
better able to adjust to and cope with seasonal and economic 
fluctuations in traffic, in one commodity or another in one area 
or another, and thus to maintain a better overall balance. 

Active preparation for these proceedings commenced early in 
1956 with the formation of a joint consolidation committee of 
directors of the Northern Lines, and with the employment in July 
1956 of an independent transportation engineering firm, hereinafter 
called Wyer, to study and analyze operating and financial aspects 
of a unification of applicants' lines and to report on the operating 
advantages and monetary savings which could be realized there
from. A detailed "Report on Economics of Proposed Consolida
tion" was completed by Wyer in December 1957, and was revised 
in November 1960 to reflect changes in cost and rate levels, 
physical facilities, and operating conditions as of July 1, 1960. The 
Wyer report embraced 20 separate studies of different aspects 
of unification, and included review and analysis of protective 
services, normalized maintenance, freight costs, and a waybill 
study. The Wyer report was described and analyzed in the 
examiner's report, and was reviewed in the prior report. It will 
be further discussed hereinafter, in the light of the evidence 
adduced at the further hearings. In substance, the Wyer report 
indicated numerous economies and efficiencies to be achieved 
through unification, and contained recommendations for improve
ments in service and the strengthening of applicants' transporta
tion system through unification. On the basis of the Wyer report, 
the joint consolidation committee decided to proceed with plans 
for unification. Accordingly, in January 1961, the principals 
executed agreements under which New Company was formed and 
the terms and conditions of the proposed unification of the separate 
lines under New Company's control were formalized. 

FURTHER HEARING 

The further hearings herein were relatively brief. Applicants' 
case-in-chief consumed 3 days of hearing in March, and all oppos
ing parties completed their presentation in a single day in May. 
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Following the latter evidence, applicants were permitted by the 
examiner, over objections raised by the city of Minneapolis and 
other opposing interveners, to present evidence in rebuttal, and 
to do so without first submitting such matter in advance in the form 
of a prepared statement, in the general manner prescribed for 
the parties in the January 4 order. Applicants' rebuttal related 
solely to matters contained in the prepared statements and oral 
testimony of witnesses immediately preceding. 

The Commission's order of January 4 did not specifically pro
vide for presentation of rebuttal by applicants; however, an appli
cant normally has the right to open and close hearings held on his 
application, and a trial officer may exercise wide discretion in 
the admission of rebuttal evidence. We do not find, in this instance, 
that there was an abuse of discretion. Interested parties were 
free to cross-examine as to the brief rebuttal evidence, and one 
did. The procedures adopted by the examiner were consistent with 
this authority, under our General Rules of Practice, to ''regulate 
the procedure in the hearing before him," and no party was prej
udiced thereby. 

Applicants, on further hearing, updated their prior estimates of 
the savings expected to accrue from the proposed unification. The 
updating was performed by Wyer from a joint report to Wyer made 
by designated vice presidents of GN and NP in which they described 
specific structural and operational changes which they deemed 
relevant to savings. To the extent considered significant, there 
was encompassed by their study those operational changes which 
had been recommended in the Wyer report as achievable through 
unification, but which the individual applicants had in fact effected 
by independent action. On the basis of this joint report, and in 
the light of known changes in applicants' costs and revenues, due 
consideration being given to the effects of the Milwaukee and North 
Western protective agreements and the labor attrition agreements 
previously mentioned, Wyer reviewed each of the basic studies 
of the Wyer report and prepared an updated estimate of the effect 
of the proposed unification on applicants' net income, before 
Federal income taxes, as of Ja,mary 1, 1967, as shown in column 4 
of the following table: 
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Estimated savings from unification per annum, before Federal income tax 

Wyer 1960 Examiner~s** ad- Prior report 
Study revision justed savings adjusted savings 

1 2 3 

I (Common points) - - - - - - - - - · - - - - $15,846,802 $15,846,802 $10,564,535 
II (Duplicate lines) 

______ ... ______ 
3,059,838 0 0 

III (Lines retained-effect of con-
solidation on expenses) - - - - .... 2,486,579 1,940,899 1,940,899 

IV (Duplicated freight train service)- 1,697,725 1,697,725 1,697,725 
V (Duplical" passenger train 

service St. Paul-Chicago)• - - • • 490,856 490,856 490,856 
VI (Carload freight-shortest or most 

economical point routes) .... - - - - 3,630,910 3,630,910 3,630,910 
VII (Carload freight-longer hauls)- - • 10,561,178 10,561,178 18,629,032 

VIII (Less carload freight-loading 
patterns)• - • • - · · ------------ 455,888 432,81!6 432,836 

IX (Equipment pools)• - - · - • • • • • - - - 3,343,697 3,208,130 3,208, 130 
X (General repair facilities)•• - • - - 2,194,535 2,194,535 2,194,535 

XI (Materials and supplies stocks I and purchases and stores 
organization) ...... -_ .. ____ .,. ..... __ 1,366,319 1 ,366,319* 1,366,319* 

XII,(Foreign lines freight charges on I company material) - • • • • - • - • • • 167,321 167,321 16.7,321 
XIII (Communication facilities) • • • • - 460,114 460,114 460,114 
XIV (Train dispatchers)····· - • • • • - • 330,809 330,809 330,809 
xv (Special agents) --------- ------ 124,463 124,463 124,463 

XVI (Dining car departments) - • · • • • - 80,136 80,136 80,136 
XVII (System revenues)•···-·--··-·- (1,958,705) (1,958,705) (21,221,155) 

XVIII (System expenses) ------------ 10,586,135 10,586,135 10,586,135 
XIX,(Labor contracts) 

., _____ ., _______ 
(885,360) (885,360) (885,360) 

xx (Taxes)•·····-··-···-· 
_____ ., 

(4,639,766) (4,639,766) (4,639,766) 
XXI (Operating changes at Twin Cities 

and Head-of-Lakes, agreements 
applicants and N. W.) · • • • • • · · · - -------------·--- ---------~~--------- ... .......... ______ .., __ 

Total savings••• - - • • • • • • - • 49,399,474 45,635,337• 29,158,474 • 
Contingency allowance --·----- (6,174,934) (5,704,417) (3,644,809) 
Net saving_s -·····-·-·····-·-· 43,224,540 39,9.30,920 25,513,665* 

( )-Denotes deficit amount. •-Denotes corrected amount. *•-Examiner's report. 

Savings estimated 
after further 

hearing 
4 

$17,893,000 
0 

2,305,000 
1,892,000 

526,000 

4,052,000 
14,575,000 

428,000 
3,241,000 
2,404,000 

1,475,000 

167,000 
512,000 
379,000 
151,000 
93,000 

(15,041,000) 
12,887,000 
(I, 130,000) 
(5,083,000) 

(38,000) 
41,688,000 
(2,015,000) 
39,673,000 
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As seen in the table above, applicants' estimates show a reduc
tion for contingencies. We did not find unreasonable in the prior 

report an allowance for this purpose of 12.Spercent. This reduc
tion reflected the element of doubt attributable to such factors as 
the necessary Commission approval for proposed abandonments 
of duplicate lines, the difficulties in estimating the ultimate costs 
of labor protection in the absence of agreement with employees in 
regard to protective conditions, and the fallibility of human judg
ment in forecasting the reactions of shippers and the resulting 
shifts of traffic. The "mix" of these factors which made up the 
12. 5-percent allowance for contingencies has changed considerably 
since the 1960 estimates, however. Applicants' 61ans to abandon 
duplicate lines have themselves been abandoned, at least for the 
present, and agreements reached with employee groups, and ex
pected to be reached with other employee groups and employees, 
have made appraisals of the costs of labor protective conditions 
less hazardous. 

Guided by our conclusions in the prior report with regard to 
probable traffic diversions to and from applicants' lines, applicants 
have, in the light of the subsequent Milwaukee and North Western 
agreements, been able to minimize the areas of doubt inherent in 
estimating shifts of traffic as a result of unification. In these 
circumstances, applicants have utilized an allowance for con
tingencies of 5 percent on operational factors and 20 percent on 
revenue factors. Accordingly, the net loss resulting from studies 
VII (gains in freight revenue) and XVII (losses in freight revenue) 
in column 4 of the table above was reduced by 20 percent, and the 
net gain produced by all of the other studies was reduced by 5 
percent. An overall reduction in savings of slightly less than 5 
percent will res ult. 

Adjustments reflected in applicants' updated estimates of savings 
include: increases in employees' wages and health and welfare 
benefits, aggregating (to mid-1966) 5 percent for operating em
ployees and 3. 5 to 5 percent for nonoperating employees; an 
average increase of 4. 8 percent (to October 1966) in the cost of 
materials and supplies; an increase (to June 1966)of 11.8 percent 
in payroll taxes; increases (to January 1967) ranging from 8.33 

61n study II of the Wyer report, savings of more than $3 million W':!rF! estimat,!d 
to accrue from abandonment of 13 segments of parallel and duplicat'! lin,;s a~

gregatin,a almo;ct 500 miles of track. No applications werP. filed for authority tr, 
• effect these abandonments. however, and savings therefrom wer~ not r;rJn~drJ,!r<;d 

by the examiner, or in the prior report, and are not now refler:!t~rJ in applir;ants' 
estimates. 
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to 23. 6 percent in per diem charges for freight cars; an increase 
of 10 percent (to January 1967) in the annual rents expected to be 
collected by Nu Co from leased lands and structures; and an average 
increase of 7. 5 percent in miscellaneous expenses. On the basis of 
the latest available traffic data ( 1965) the estimated gains in 
freight revenue (study VII) and estimated losses in freight revenue 
(study XVII) were revised and updated to January 1967 cost and 
revenue levels. Also reflected in applicants' estimates are in
creases in State and local taxes, and in the costs of protective 
conditions for employees whose jobs would be affected. The cash 
expenditures by applicants required over a 5-year period to 
consummate the unification were revised downward, from 
$18,922,329 to $13,141,000, due in major part to the completion 
since 1960 of about 65 percent of applicants' centralized traffic 
control (C.T.C.) program at a cost of some $6.5 million. The 
revised estimate is predicated, however, on 1960 cost levels. 

Applicants' updated estimate of savings makes allowance for 
operational changes since 1960 as reported to Wyer by the 
Northern Lines' vice presidents. This joint report indicated, in 
general, that applicants' less-than-carload freight traffic has 
declined substantially since 1960, that applicants' carload traffic, 
in gross ton-miles, has increased somewhat during this period, 
that the total number of applicants' employees and of the passenger 
cars in their fleets has declined and continues to steadily decline 
further, that various tracts of land slated to be acquired for im
provement projects after unification have already been acquired, 
and that various reductions in and eliminations of rail services and 
facilities contemplated after unification have already been accom
plished. The decline in the number of passenger cars has had the 
effect of making unnecessary the planned construction of additional 
car storage tracks at St. Paul. And the decline in less-than-carload 
traffic has made it inadvisable to proceed with plans to construct 
a consolidated freight house in the Twin Cities area. Also, land 
which was to have been acquired at Spokane, Wash., for the con
struction of a bridge, and at Vancouver, Wash., for expansion of 
a freight yard, has already been acquired, and Great Northern' s 
wheel shop at Spokane, which was to be abandoned already has 
been abandoned. In all, operational changes which reduce estimated 
savings aggregated $264,000, while those which increase estimated 
savings aggregated $499,000, resulting in a net increase of 
$235,000. This reflects, among other things, reduction in estimated · 
savings stemming from a drop, since 1960, of more than $10 
million in applicants' combined inventory of materials and supplies. 
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As seen, by far the largest item of estimated savings results 
from consolidation of operations at various common points (study 
I), a savings estimated at almost $17. 9 million. The next largest 
savings, $14.5 million (study VII), is more than counter-balanced 
by its correlative outflow, $15 million (study XVII), for a net 
revenue loss of $466,000. A major savings, almost $12.9 million 
(study XVIII), is expected to result from unification of app}icants' 
separate organizations at administrative, operational, mainte
nance, traffic, and other levels. 

In all of the operational studies conducted, it is clear fhe greatest 
portion of the savings estimated is attributable to reductions in 
the number of jobs. Applicants' employees would now be protected 
under the attrition agreements, although duplicating and overlap
ping jobs after unification would be abolished over a 5-year period. 
It is basic to applicants' proposal that they would, after unification, 
provide the public with service the same as or even better than 
before, but with fewer employees than are required for separate 
operation of the involved railroads. In the Wyer report, as revised 
in 1960, it was determined after a detailed study that 8,286 jobs, 
mostly in Minnesota (3,166 jobs) and Washington (2,072 jobs), 
would be abolished, whereas 3,114 new jobs, again mostly in the 
same two States, would be created. In sum, there would be a net 
reduction of 5,172 jobs attributable solely to the unification. 

At the further hearing, Wyer estimated that only 4,511 jobs, or 
661 fewer jobs, would be eliminated. Nonetheless, due to interven
ing increases in wages and benefits, the estimated savings from 
job abolishments was increased from $32,676,759 in 1960 to 
$36,350,000 in 1967. Savings attributable to job abolishments are 
therefore estimated by applicants to be $3. 76 million greater than 
at the time of the prior report, notwithstanding the attrition agree-
ments entered into. · 

Inasmuch as most of the estimated savings relate to labor costs, 
the evidence adduced by opposing parties at the further hearing 
largely concerned applicants' estimates of savings through job 
abolishments, and in particular the methods employed by Wyer in 
developing these estimates. United States Department of Justice 
(Justice) and the State of Minnesota and its Public Service Commis
sion (Minnesota)7 were particularly critical of Wyer's method of 

7 Other governmental and civic bodies participating in the further hearings in• 
eluded the State of Washington (Washington), the Board of Railroad Commis• 
sioners of the State of Montana (Montana), the Public Utilities Commission of 
the State of South Dakota (South Dakota), the Public Service Commission of the 
State of North Dakota (North Dakota), the cities of Minneapolis (Minneapolis) 
and Sumner, Wash, (Sumner), Auburn, Wash,, and its Chamber of Commerce (Au• 
burn), and the Fargo, N. Oak., Chamber of Commerce (Fargo), 
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updating earlier estimates to reflect the current situation. At 
some locations they contend abolishments are impossible because 
jobs do not exist or fewer jobs exist than are slated for abolish
ment. Moreover, substantial job reductions since 1960 are said 
to suggest that applicant railroads have accomplished individually 
in this area more than they had hoped to accomplish through 
unification. Wyer' s estimate of the number of jobs to be abolished 
is a percentage adjustment of the prior estimates. Opposing 
parties contend that this method of updating is a mere statistical 
exercise in the absence of a more specific study of precise 
opportunities for job abolishment in the light of operational and 
technological changes which may have occurred since the 1960 
estimate. Absent such evidence, opposing parties contend that 
the Wyer estimate is valueless. 

Wyer' s method of updating anticipated job abolishments, briefly, 
is based on the belief that the overall number of jobs to be abol
ished will vary from the number estimated in 1960 in approxi
mately the same proportion as the net change since 1960 in the 
total number of railroad employees. Using the latest employment 
data available (December 1965), Wyer determined the percentage 
of change, up or down, in the number of employees in each of 12 8 
reporting divisions or categories of employees of GN, NP and 
CBQ (using only groups I and II of CBQ, which include the bulk of 
positions to be affected). The percentage of change determined 
in each category was applied to the number of jobs estimated in 
1960 to be abolished in each category, and the number was adjusted 
accordingly. The result, as stated, was a scaling down of the 
total number of jobs to be abolished. The current wage and bene
fits levels (January 1967) were used in converting job abolish
ments to dollar savings. The method used, according to applicants, 
produces a reasonable and reliable approximation of the savings 
achievable through job abolishments. As explained, infra, in the 
section of this report titled Benefits of Merger, we consider the 
data of sufficient reliability to enable us to make a reasoned 
decision on reconsideration. 

Other evidence was adduced at the further hearings by Justice, 
Minnesota, and Rio Grande. Justice directed our attention to 
statements made in February 1967 at hearings in another railroad 
unification proceedings pending before the Commission, by 
officials of the Milwaukee and North Western, which allegedly cast 

8 Finance Docket No, 24186, et al,, in which there is proposed a unification 
of the Milwaukee and North Western. 
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some doubt upon the value of protective conditions for those two 
roads. This contention will be discussed, infra, in the discussion 
on Competitive Considerations. 

Minnesota introduced various statistics in support of its conten
tions that applicants' estimated savings and needs for additional 
revenues are overstated. Rio Grande offered the testimony of a 
transportation consultant to the effect, generally, that the Wyer 
methods of updating have a surface plausibility, but do not provide 
the necessary basis for rational decision. Rio Grande's director 
of transportation research assailed numerous aspects of the 
Wyer report as updated, in particular applicants' failure to utilize 
current gross ton-mile data in computing traffic flows and costs, 
and the failure of applicants' savings estimates to fully reflect 
operating changes since 1960, such as improved transit time, 
limited consolidations of freight and passenger operations between 
particular points, and changes in traffic patterns. Also criticized 
were applicants' reliance upon savings based on a downgrading of 
certain through routes and labor costs based on agreements 
reached with only two labor groups. 

Certain prepared statements of witnesses for Rio Grande and 
Union Pacific, offered in evidence, were rejected bythe examiner 
as going beyond the limited scope of the further hearings. Rio 
Grande' s statements dealt with such matters as the impact of the 
proposed unification upon competitive rail service in the northern 
tier States, and the effect upon Rio Grande of inclusion in the 
unification of the Burlington. Union Pacific's statementpertained 
to an updating of the adverse effect upon Union Pacific from the 
proposed unification. We agree that these statements were in
admissible on the ground cited, and that they were properly 
rejected. 

Briefs were filed9 following further hearing, and we have heard 
the parties again in oral argument. For the most part, the post
tions taken by the various parties on brief or in oral argument 
with respect to major issues have not changed materially from 
th~ positions previously taken. Since the prior report, however, 
and more particularly since applicants' acceptance of the Mil
wa:ikee and North Western conditions, the Public Utility Commis
sioner of Oregon and the Iowa State Commerce Commission, who 
had previously opposed the unification on behalf of those States, 

9 Briefs were filed by applicants, Justice, Minnesota, Washington, Rio Grande, 
Union Pacific, Soo, Milwaukee, North Western, Western Pacific, and a group 
(Tolan Group) of 231 western shippers. 
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have withdrawn their opposition, and North Dakota and .South 
Dakota, previously in opposition, now argue in support of a 
suitably-conditioned unification of applicant railroads. Also 
supporting applicants' proposal in its present posture, are 
Nebraska, Missouri, the Canadian Province of British Columbia, 
and various communities, shippers and other groups. Michigan, 
Wisconsin and the United States Department of Agriculture now 
have no objection to approval of a suitably-conditioned unification. 
Other than Rio Grande, none of the intervening railroads named 
in footnote 2 now oppose the unificication, and Milwaukee, North 
Western and Southern Pacific now support it. However, Union 
Pacific, Western Pacific and Soo, with the acceptance by appli
cants of the Milwaukee and North Western conditions, now seek 
the imposition of additional conditions to protect their respective 
interests, or, in the alternative, modilication in certain respc.:;~s 
of the Milwaukee and North Western conditions, as later discussed. 
Active support for the proposed transactions was voiced for a 
group of 231 shippers, located mostly in Washington and Oregon. 

Minnesota, Montana, Washington and Justice continue to oppose 
the proposed unification, as do the various communities and other 
interests described by the examiner, joined now by Rio Grande. 
Rio Grande had not participated in these proceedings prior .to the 
filing of applicants' petition for reconsideration. Fearful of 
possible adverse effects upon it from the several unifications 
and realignments of major western railroads now pending before 
the Commission, it is actively participating in these and other 
proceedings in an effort to protect its vital interests. Rio Grande 
did not present its evidence on major issues at the earlier hear
ings, a failure that is attributed, by its counsel, to "naivete." 
Rio Grande now regards the proposed unification as destructive of 
rail competition in the northern tier States and as a threat to the 
continued movement of traffic over the so-called central corridor 
routes, in which Rio Grande participates. A substantial portion 
of Rio Grande's traffic is overhead traffic in connection with which 
Burlington is the interchange carrier, and it is from the inclusion 
of the Burlington in the proposed unification that Rio Grande 
anticipates the greatest adverse effect. Rio Grande seeks denial 
of the applications, or, in the alternative, if the applications are 
nevertheless approved, that such approval be conditioned upon 
the divestiture and exclusion therefrom of the Burlington. 

Opposing parties reaffirmed their positions on brief and at 
oral argument. Montana stressed the fact that the principal 
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transcontinental route over which NuCo would move its traffic, 
GN's present route in Montana, avoids Montana's principalcities, 
and that after unification such cities as Great Falls, Miles City, 
Missoula, Butte and Helena, Mont., would find themselves located 
on NuCo' s secondary or alternate route. Washington assailed 
what it regards as the destructive effects of the proposed consoli
dations on rail competition in the Northwest, and with Minnesota, 
Auburn and Minneapolis, emphasized the serious adverse effect 
on these States and cities expected from these transactions by way 
of job loss and tax loss, and from other economic causes attribut
able to lessening of rail competition .. 

NPSC and Justice point out that the record herein, except on 
the issue of savings, remains virtually unchanged from that on 
which the prior report is predicated. Each enumerates what it 
regards as fatal deficiencies in applicants' evidence on savings, 
and each argues that no basis thus exists for findings or con
clusions different from those in the prior report. 

Justice also sees the agreements executed by applicants with 
Milwaukee and North Western as part of an arrangement or under
standing under which the latter carriers undertake to withdraw 
their opposition to the instant unification, and applicants, in turn, 
undertake not to contest the pending unification of the Milwaukee 
and North Western. Justice views such an arrangement as an 
objectionable attempt by these carriers to compromise their 
differences at the expense of the general public, and to effect a 
restructuring of railroad alignments in the West with no regard 
for the public interest and in derogation of our statutory authority. 
Our duty under section 5 is to examine the proposal to determine 
whether it is consistent with the public interest. The fact that 
C&NW and the Milwaukee withdrew their opposition following the 
agreement does not delete from the record nor detract from the 
significance of the evidence they presented in opposition to the 
Northern Lines proposal. It is that record, as amplified on limited 
further hearing, and not the agreement, which justifies the result 
reached after reevaluation. We have the power to require protec
tive conditions, whether agreed to or not, when the public interest 
demands. Accordingly, the fact that the parties may have reached 
an agreement in no way relieves us of our statutory duty. We ap
proach the case in that light without regard to alleged motivation 
of the parties. 

By letters dated August 25, 1967, and September 27, 1967, the 
United States Department of Justice requests, alternatively, (a) 
that the Commission receive in evidence or consider part of the 
record certain information contained in a magazine article 
published in July 1967 (Railway Age); or (b) reconsideration of 
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our orders of January 4, January 20, and February 20, 1967, pro
viding for a limited reopening of the record and denying petitions 
for discovery. Good cause has not been shown for granting these 
requests and they are denied. Cf. Interstate Commerce Commis
sion v. Jersey City, 322 U. S. 503, 514-519 (1944), and Pennsyl
vania R. Co.-Merger-New York Central R. Co., 327 I.C.C. 475, 
484. 

The Railway Labor Executive Association (RLEA) has partici
pated in these proceedings from their inception on behalf of rail
road employees and in opposition to applicants' proposal. At 
oral argument RLEA adverted to the attrition agreements executed 
by applicants with two employees' groups, 10 and acknowledged 
that similar agreements are in the process of being negotiated by 
applicants with unions representing nonoperating employees, and 
that pursuant to an understanding between these parties, negotia
tions between applicants and unions representing other operating 
employees' groups are being deferredpendingexecutionofprotec
tive agreements for nonoperating employees. RLEA emphasized 
that its position in opposition to the proposed unification has not 
changed. As summarized in the prior report, RLEA contends 
that there is no showing of public gain from the proposed unifica
tion, that the unification would in fact do positive injury to the 
public interest, and that the adverse effect thereof on applicants' 
employees, and through diversion of traffic on employees of other 
railroads, warrants denial of the applications. RLEA seeks, if 
these applications are approved, protective conditions to cover 
all employees, of all carriers, adversely affected by the unification. 

RECONSIDERATION 

The order of the Commission of January 4, 1967, reopened 
these proceedings not only for limited further hearing but also 
for reconsideration as to all matters. It was our purpose in 
reopening for reconsideration to reexamine each and every issue 
of substance and to weigh carefully every potential advantage 
and disadvantage that may reasonably be expected to result from 
the proposed unification. 

We believe that we have in the body of this report explained 
the basis for our later conclusions herein. Our task here is to 
determine whether under the statutory criteria enunciated in 
section 5, the proposed transaction will be consistent with the 
public interest. And, as this report will show, we are convinced 
on deliberate and searching reconsideration that the proposed 

IOThe Brotherhood of Railroad Trainmen (Trainmen) and the Brotherhood of 
Locomotive Engineers (Engineers). 
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unification, subject to appropriate conditions which we shall specify 
to protect competing railroads, employees and the generalpublic, 
will be consistent with the public interest and should be approved. 

RELEVANT STATUTORY CRITERIA 

The merger application under consideration herein is governed 
primarily by the provisions of section 5(2) of the Transportation 
Act of 1940, and the national transportation policy. Until 1920, 
the Federal antitrust laws, which were aimed at preserving 
free competition, constituted the "rule of trade" in the railroad 
industry. Northern ·Pac. R. Co. v. United States, 356 U.S. 1, 4 
(1958). 

The Transportation Act of 192·0, however, marked a substantial 
change in congressional policy in the matter of competition 
between railroads. Concerned with the inefficiency of the rail
roads and their precarious financial condition during and following 
World War I, and spurred by the demand for an integrated, 
efficient and coordinated railroad transportation system equal 
to the needs of our economy and defense, Congress enacted the 
Transportation Act of 1920. Its general purposes were to estab
lish a new federal railway policy, thereby assuring adequate 
transportation services largely through consolidations and merg
ers and other innovations designed to restore impaired railroad 
credit. Schwabacher v. United States, 334 U.S. 182 (1948). 

In furtherance of these purposes, the 1920 Act directed the 
Commission, among other things, to prepare and adopt a plan 
for the consolidation of the railway properties of the United 
States into a limited number of systems, thereby conferring upon 
the Commission jurisdiction over railroad mergers. Thus, 
Congress envisioned the nationwide consolidation of railway 
properties under a master plan. The Commission, however, 
was authorized to approve a voluntary merger or consolidation 
only if it was in harmony with and in furtherance of the master 
plan and upon a finding that the public interest would be promoted. 
Under the master plan, competition was to be preserved as 
fully as possible but Commission-approved mergers were ex
pressly immunized from the antitrust laws. 

The congressional policy enunciated in the Transportation 
Act of 1920 was to confirm the power of the Commission to 
authorize certain mergers in building an efficient national trans
portation system, although a particular merger might substan
tially reduce competition or create a monopoly. In thus fostering 
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and encouraging railroads merging into fewer systems, the 
Transportation Act of 1920 marked the beginning of a new era 
in the development of a federal policy with respect to railroad 
mergers in that it "reflected a realization by Congress that 
insistence upon the preservation of maximum competition among 
rail carriers was no longer essential to the public interest." 
Seaboard Air Line R. Co.-Merger-Atlantic Coast Line, 320 I.C.C. 
122 (1963), upheld in Florida East Coast Ry. Co. v. United 
States, 259 F. Supp. 993 (1966), affirmed per curiam, 386 U.S. 
544 (1967). 

As early as 1925, the Commission recognized the unfeasibility 
of working out a national plan of consolidation, and made a 
request upon Congress to be relieved of this responsibility. 
Subsequent requests led to the enactment of the Transportation 
Act of 1940 which embodies section 5 in its present form. The 
1940 Act-Congress' latest pronouncement on the subject of 
railroad consolidations-relieved the Commission of its duty 
to promulgate a master consolidation plan. Instead, it authorized 
the Commission to approve carrier-initiated, voluntary plans of 
merger or consolidation, subject to appropriate conditions, where 
consistent with the public interest. The Commission, however, is 
not restricted to the specific proposal presented for approval. 
It may determine what modifications or conditions are necessary 
to meet the public interest test, and in the imposition of such 
conditions or modifications, it is not limited to those proposed, 
favored, or agreed to by the applicants or by other parties to 
the proceeding. 

The Act of 1940 was intended by Congress not only to transfer 
the function of initiating consolidations from the Commission to 
the carriers, but also to eliminate certain practical obstacles 
which had previously precluded desirable cons-olidations. Its pur
pose was to facilitate mergers and consolidations when, subject 
to such terms, conditions and modifications as the Commission 
might prescribe, they would meet certain tests of public interest, 
justice and reasonableness. County of Marin v. United States, 
356 U.S. 412, 417-418 (1956); Schwabacher v. United States, supra, 
at 193; Maintenance Employees v. United States, 366 U.S. 169 
(1961) and the Seaboard-Coast Line case, page 129. But, as 
stated in our prior report, the public interest scale is at balance, 
weighted neither for nor against merger in a particular case. 
Solely by the evidence bearing upon public interest can the 
balance be tipped. 
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In determining whether a proposed transaction is consistent 
with the public interest, the Commission is required under 
section 5(2)(c) to give weight to the following considerations, 
among others: (1) the effect of the proposed transaction upon 
adequate transportation service to the public; (2) the effect upon 
the public of the inclusion, or failure to include, in the proposed 
transaction, other railroads in the territory involved; (3) the 
total fixed charges involved in the proposed transaction; and 
(4) the interest of the carrier employees affected. The merger 
terms must be just and reasonable as well to the railroads' 
stockholders. 

As judicially construed, the phrase ''consistent with the public 
interest" means compatible with, or not contradictory or hostile 
to the public interest. See In Re Chicago, R. I. & P. Ry. Co., 
168 F. (2d) 578 (1948); Pacific Power & Light Co. v. Federal 
Power Comm., 111 F. (2d) 1014, 1016 (9th Cir. 1940). As the 
Court stated in New York Central Securities Corp. v. United 
states. 287 U.S. 12, 25 (1932), the term ''public interest" is 
not a concept without ascertainable criteria but has a direct 
relation to the adequacy of our transportation system, to its 
essential conditions of economy and efficiency and to appropriate 
provision and best use of transportation facilities. We "must 
look for standards in passing on a voluntary merger only to the 
Interstate Commerce Act," which in "matters within its scope 
***is the supreme law of the land." Schwabacher v. United 
States, supra, at 198. Implicit in these standards or criteria 
is our responsibility to preserve a structurally adequate balance 
of transportation service. 

The effect of a proposed merger on both intramodal and 
intermoclal competition is a matter that we must consider in 
passing upon any proposed transaction under section 5(2 ). McLean 
Trucking Co. v. U. s .• supra, 321 U.S. 67. Under the McLean deci
sion, the Commission has a duty to consider the effect of the merg
er on competitors and on the general competitive situation in the 
industry in the light of the objectives of the national transporta
tion policy. 321 U.S. at 87. In the fulfillment of this respon
sibility, "the Commission must estimate the scope and appraise 
the effects of the curtailment of competition which will result 
from the proposed consolidation and consider them along with 
the advantages of improved service, safer operations, lower 
costs, et cetera, to determine whether the consolidation will 
assist in effectuating the overall transportation policy." 321 
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U.S. at 87. In reiterating the principles of McLean, the Supreme 
Court in Minneapolis & St. Louis R. Co. v. United States, 361 
U.S. 173 (1959), at 186, briefly stated that "our problem is one 
of accommodation of section 5(2) and the antitrust legislation." 
"There can be 'little doubt that the Commission is not to measure 
proposals for Lacquisition.§./ by the standards of the antitrust 
laws.'" 361 U.S. at 186. The McLean and Minneapolis decisions 
stand for the proposition that although a proposed consolidation 
or merger might otherwise violate the antitrust laws, the 
Commission is authorized to approve it as an appropriate means 
for effectuating the national transportation policy. The principles 
enunciated in McLean and Minneapolis, were reaffirmed recently 
by the decision in Florida East Coast Ry. Co. v. United States, 
supra. 

It is in the light of this background that we have estimated the 
scope and appraised the effects of the proposed merger, having 
in mind the purposes and objectives of the national transporta
tion policy, and appropriate competitive considerations. 

RELEVANT FINANCIAL DATA 

Great Northern, Northern Pacific, and Burlington have enjoyed 
a moderate degree of prosperity in recent years, and each 
railroad is currently in a relatively healthy financial condition. 
SP&S has enjoyed a similar position, but, as it is jointly owned 
by Great Northern and Northern Pacific, its success is dependent 
upon the success of its parent railroads. Pacific Coast is depend
ent entirely upon Great Northern. The financial position of those 
carriers is best portrayed in the series of appendixes attached 
to which reference is here made. Appendix A contains certain 
excerpts from the examiner's report concerning financial aspects 
and other matters not discussed in detail here. 

The general balance sheets giving effect to the proposed 
merger as of December 31, 1966, are shown in appendixes B 
through E. 

The excess of current assets over current liabilities as of 
December 31, 1966, produces a net working capital position for 
Great Northern, Northern Pacific and Burlington of $64. 7 million, 
$81. 7 million, and $22.6 million, respectively, or a combined 
total of $169.0 million before adjustments and elimination of 
intercompany balances. For the year 1966, the average monthly 
operating expense (less depreciation) of Great Northern, Northern 
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Pacific and Burlington was $15.9, $12.8 and $17.2 million, 
respectively. The net working capital of the three roads exceeded 
those expenses by $48.8, $68.9 and $5.4 million, respectively, 
and that was more than adequate to meet normal requirements. 
The pro forma balance sheet after giving effect to merger of 
NuCo and Burlington, including lease of SP&S, and after inter
company adjustments and eliminations, reflects net working 
capital, excess of current assets over current liabilities, of 
$154.6 million. After merger, the long-term debt of NuCo 
would be $824,769,598, or approximately 37.3 percent of the 

· $2,213.0 million net recorded book value of its total transportation 
properties. As of December 31, 1966, the pro forma share
holders' equity of $1,813.5 million would be approximately 1.7 
times the total debt structure of $1,034.3 million and thus a favor
able debt-equity ratio would be shown after the unification. 

Appendix F hereto reflects, as of December 31, 1966, a detailed 
tabulation of the long-term debt of eachofthe applicant railroads. 
It is noted that Pacific Coast had no long-term debt. 

Assumption of the obligations of the bonds and encumbrances 
by NuCo would. be, as indicated, evidenced by supplemental 
indentures (unexecuted copies of which are of record) executed 
and delivered in respect of the bonds and encumbrances of Great 
Northern and Northern Pacific, as soon as the Northern Lines 
merger transaction is effected, and in respect of bonds and 
encumbrances involving Burlington, as soon as the Burlington 
merger transaction is effected. Fixed charges to be assumed by 
NuCo will not exceed the total of such charges now accruing to 
each company individually. 

Income statements for the years 1958, 1959, 1960, and 1966 
for Great Northern, Northern Pacific, and Burlington, show the 
following: 

Railway Operating Earnings 
Year operating Net income ratios per share 

revenue 

Great Northern 

1958-------------- $251,671,504 $27,577,798 75.04 $4.32 
1959-------------- 254,559,530 26,558,273 77,15 4.35 
1960-------------- 246,024,650 20,723,214 78.87 3. 41 
1966-------------- 281,777,075 36,547,109 73,77 5 .9 4 

Northern Pacific 

1958-------------- 179,107,731 22,911,926 79,87 3.68 
1959-----------·-- 183,608,782 23,781,165 79. 74 3.97 
1960-------------- 174,915,492 18,547,194 84,54 3. 10 
1966 -------------- 210,189,700 30,673,591 80,26 5.08 
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Railway Operating Earnings 
Year operating Net income ratios per share 

revenue 

Burlington 

1958---------------· $258,027,700 $19,491,732 77,61 $11.41 
1959---------------- 263,072,883 17,696,143 78.99 10.36 
1960---·--·-·--··--- 251,135,890 12,493,138 8 1.21 7 ,3 1 
1966---------------- 289,622,347 23,810,592 78,59 13.9 4 

It should be noted that while Northern Pacific has enjoyed a 
moderate degree of prosperity and is in a relatively healthy 
financial condition, approximately 26 percent of its net income 
in 1958 was derived from nonoperating property with such in
come accounting for approximately 38 percent in 1959, 45 percent 
in 1960 and 29 percent in 1966. In addition, Burlington dividends 
amounting to $6,226,343 were received in each of the years 1958, 
1959, 1960, and 1966. 

The complete income statements for Great Northern, Northern 
Pacific, Burlington, Pacific Coast and SP&S for the years 1958, 
1959, 1960, and 1966 and income statements reflecting assumed 
operations for the year 1966 giving effect to the transactions in 
issue are shown in appendix G. The combined income statement 
for NuCo for the year 1966, before giving effect to anticipated 
savings to be realized through unification, reflects railway 
operating revenues of $822. 8 million with concurrent net income 
of $94. 9 million. 

Appendix H hereto, is a schedule showing earnings per share 
of common stock, dividends declared per share, and the amount 
of dividends declared for Great Northern, Northern Pacific and 
Burlington for the years 1951 to 1966. Earnings per share of 
Great Northern have ranged from a high of $6.01 per share in 
1965 to a low of $3.07 in 1961; dividends declared per share 
ranged from $2 in 1951 to $2.63 in 1956 and $3 per share 
from 1957 to 1966. Earnings per share of Northern Pacific have 
ranged from a low of $2.41 in 1954 to a high of $5.08 in 1966; 
dividends declared per share ranged from $1.25 in 1951 to $2.60 
per share in 1966. Burlington earnings per share ranged from a 
high of $16.39 in 1952 to a low of $7.31 in 1960; dividends 
declared of $7 per share in 1951 have remained steady at 
$7. 50 from 1952 to 1966. 

While New Company proposes to assume the existing obligations 
of Great Northern, Northern Pacific, Burlington. and SP&S, 
(Pacific Coast has none) the increase in fixed charges to NuCo 
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will not be inconsistent with the public interest. There will be 
no actual increase in the aggregate fixed charges of the applicant 
railroads, but merely, in effect, a transference of their obligations 
to NuCo. There is no guaranty or assumption of payment of 
dividends provided for in the plan of unification. The liability 
for applicant railroads' fixed charges which New Company pro
poses to assume is justified by the anticipated increased earning 
power of the unified company, the economies to be effected 
from unification, and by reason of the fact that the properties 
and property rights of applicant railroads will become the property 
of New Company. Because of those considerations and in view 
of the relatively stable financial condition of each of the appli
cants, the increase in fixed charges will not jeopardize the rights 
of security holders of the unified company or in any manner 
impose an undue financial burden on NuCo. 

General balance sheet statements for Burlington Truck Lines, 
Inc. {BTL), Northern Pacific Transport Co. {NP Transport) and 
Superior Transfer Company (STC) as of December 31, 1966, are 
shown in appendix I. The income statements of BTL for the 
years 1959, 1960, and 1966 show total operating revenues of 
$15,873,191, $16,220,062, and $15,452,261 respectively, with con
current net income of $814,587, $279,666, and a deficit in net 
income of $695,651, respectively. 

Income statements of NP Transport for the years 1959, 1960, 
and 1966 show total operating revenues of $3,482,768, $3,768,860, 
and $5,607,933, respectively, with concurrent net income of 
$111,487, $9,593, and $451,316, respectively. 

Income statements for STC for the years 1960, 1961, and 1966 
show total operating revenues of $120,345, $95,843, and $233,539 
respectively, with concurrent net income of $10,396, and deficits 
in net income of $4,062 and $1,385, respectively . 

. THE PROPOSALS 

The major proposals for unification of the operations and 
properties of applicants contemplate in successive steps: {1) 

merger of Great Northern, Northern Pacific and Pacific Coast 
into NuCo; (2) merger of Burlington into NuCo; and (3) lease by 
NuCo of the properties of SP&S for 10 years. All of the capital 
stock and bonds of SP&S are owned in equal amounts by Great 
Northern and Northern Pacific and, upon consummation of the 
unification will be owned by NuCo. 
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The related proposals contemplate (1) acquisition by NuCo of 
sole or joint control, as the case may be, of carriers affiliated 
with or subsidiary to (a) Great Northern and Northern Pacific 
at the time of the Northern Lines merger, and (b) Burlington 
at the time of the Burlington merger; (2) acquisition by NuCo of 
leasehold rights in respect of all trackage rights over, and all 
joint ownership in and joint use of, any railroad line or lines 
and terminals incident thereto possessed by the merging carriers 
at the time of the merger dates, and by SP&S at date of consum
mation and for the term of the SP&S lease; (3) issuance of 
securities and assumption of obligations and liabilities of the 
merging carriers and SP&S in respect of securities in carrying 
out the provisions of the respective merger and lease agree
ments, and modification of an existing collateral trust indenture 
(of Northern Pacific); (4) construction of those extensions (con
nections), as described in appendix J, upon completion of which 
some segments of the present lines would no longer be needed; 
and (5) abandonment of those segments, as described in appendix 
K. Requests for authority to extend and abandon are contingent 
upon our approval of the unification of the described properties, 
and authority to abandon the described segments is contingent 
in each instance upon completion of the particular construction 
segment to which it is related. Findings of fact and conclusions 
thereon reached by the examiner and set forth in appendix A are 
adopted as our own. 

The two mergers are advanced rather than a single merger 
to permit the direct pledge of a $70 million principal amount of 
Burlington first and refunding series 2010 4-percent bonds under 
the new consolidated mortgage which NuCo would create upon 
consummation of the Northern Lines merger. It would thus per
mit utilization of bonds secured by a first lien on Burlington 
property and now issuable under the Burlington first and refunding 
mortgage to strengthen directly and materially the new consolidated 
mortgage which would be in the NuCo's future general refunding 
and financing medium. Following unification the consolidated 
mortgage also would be a lien on substantially all railroad 
properties theretofore owned by the merging carriers. 

The details of the above-related proposals for unification of 
the applicants are shown in appendix A. 

Stock ownership by applicants in various subsidiaries and 
other companies will be acquired by NuCo as part of the unifica
tion. Such securities include the shares of stock of SP&S (now 
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owned by Great Northern and Northern Pacific) c&s11 (now 
owned by Burlington), Minneapolis, Anoka & Cuyuna Range Rail
road Co. (now owned by Great Northern), Walla Walla Valley 
Railroad Co. (now owned by Northern Pacific); and the shares 
of stock of three motor carriers, BTL, NP Transport, and STC, 
now wholly owned by Burlington, Northern Pacific and Great 
Northern, respectively. The measure of control or ownership 
exercised by applicants over these and other carriers subject 
to the act was described in detail in the examiner's report. 

STOCK EXCHANGE RATIO 

Holders of Northern Pacific stock at the date of merger will 
receive under unification, common stock in NuCo on a share
for-share basis. Holders of Great Northern stock will receive 
common stock in NuCo on a share-for-share basis plus one-half 
share of the $10 par value preferred stock in NuCo for each 
share of common stock heldatthedateof merger. The Burlington 
stock owned by Great Northern and Northern Pacific, totaling 
97.18 percent of the total outstanding Burlington stock, will be 
canceled but the minority stockholders of Burlington will receive 
3.25 shares of common stock in NuCo in exchange for each 
share of their Burlington stock. 

Unification will involve no increase in outstanding debt and 
no increase in total fixed charges to the applicant railroads. 
NuCo will assume all contracts, mortgages, deeds of trust and 
indentures made by Northern Pacific, Great. Northern, Burlington 
and Pacific Coast or their predecessors, and all debts, liabili
ties and duties of those corporations will attach to NuCo. The 
publicly-held funded debt will be reduced by $17,367,000, the 
principal amount of Northern Pacific refunding and improvement 
mortgage bonds which will be redeemed. Certain bonds, described 
in the application, will be issued by Burlington and by NuCo in 
connection with the unification. Such Burlington bonds will be 
pledged by NuCo under the proposed new consolidated mortgage 
and the consolidated mortgage bonds will be pledged under the 
Northern Pacific collateral trust indenture in order to secure 
the release from pledge of an equivalent amount of Northern 
Pacific refunding and improvement mortgage bonds. The Northern 
Pacific refunding and improvement mortgage bonds, when so 
released from the pledge will be canceled and retired. 

11
C&S, in turn, owns all the outstanding shares in FW&D. 
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After completion of unification, no bonds under any of the now 
existing mortgages of applicants can be issued for sale to the 
public. It is contemplated that the future financing medium, for 
refunding purposes or for acquiring new capital, will be the 
consolidated mortgage of NuCo. 

The stock exchange terms agreed upon by applicants provide 
for NuCo to issue specified shares of its preferred and common 
stock as required by the terms of the Northern Lines merger 
agreement and the Burlington merger agreement, and such 
additional shares as may be required under stock options of 
Great Northern and Northern Pacific outstanding at the effective 
date of the Northern Lines merger. 

Under the agreed rate of conversion, the following schedule 
sets forth the number of shares of Great Northern, Northern 
Pacific and Burlington publicly held on December 31, 1966 
(excluding a few shares reserved for conversion of fractional 
scrip outstanding), the exchange ratios applicable to each group, 
and the number of shares of NuCo's common and preferred 
stock required to satisfy the terms of the merger agreements: 

Outstanding shares 
To be exchanged for 

publicly held as of Exchange ratio NuCo shares 
December 3 1, 1966 

Preferred Common Preferred Common 

Great Northern - - - - 6,152,652 1/2 share 1 share 3,076,326 6, 152,652 
Northern Pacific - - 6,037,836 --------- 1 share --------- 6,037,836 
Burlington - - - - - - - 48,033 --------- 3 1/4 shares --------- 156,107 

Total--------- 12,238,521 --------- ---------- 3,076,326 12,346,595 

The shares outstanding of SP&S would remain undisturbed. All 
other outstanding stock of applicants would be canceled. 

The above schedule does not reflect the stock requirements 
of the Northern Lines' stock option plans. The applicants request 
authority under section 20a to issue additional shares of common 
and preferred stock as may be required upon exercise, subsequent 
to merger, of options issued under the restricted stock option 
plans of the Northern Lines and outstanding as at the time of 
merger. As of December 31, 1966, 80,698 shares of common 
stock and 14,226 shares of preferred stock would be needed in 
reserve for that purpose. The maximum number of shares 
required as of December 31, 1966, is as follows: 
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To be issued Reserved Maximum 

Common stock------------------ 12,346,595 80,698 12,427,293 
Preferred stock----------------- 3,076,326 14,226 3,090,552 

Throughout the exploratory discussions, it was recognized 
that difficulty in arriving at fair and equitable terms to the 
agreements would arise in connection with Northern Pacific's 
natural resources properties. The Northern Lines, aside from 
their consolidation committees which employed Wyer, whose 
report related to the operating value of the companies to be merged 
and controlled, each employed independent financial advisors 
and appraisers to evaluate the properties. These evaluations 
are summarized in appendix I. These reports indicate that 
as of September 1, 1959, the fair value of the Northern Pacific 
oil and gas properties was $46,845,435, on the basis of sale; 
that the value of the timber resources, exclusive of graz
ing and cultivation lands, was $45,114,000, and the estimated 
value of such lands $4,540,000; that, as of January 1, 1958, 
the going concern net worth of the oil and gas properties was 
$59,425,137, substantially in excess of what they would sell 
for; and that the value of the timber resources was $62,187,919, 
with a potential value of $79,668,352 on the basis of maximum 
recovery on a sustained yield basis. Northern Pacific then 
estimated value of its iron ore, taconite, coal, and other minerals, 
and its grazing and cultivation lands, to be approximately 
$48,700,000, and, together with ·1eased industrial lands and 
buildings and unleased industrial lands and buildings, to be 
approximately $81,405,000, which, coupled with the estimated 
value of the other natural-resources properties approximated 
$170 million. That figure was considered by Northern Pacific 
to be much in excess of what the properties would sell for, and, 
they noted that if sold, a substantial part of the proceeds would 
be taxable as capital gains. 

The First Boston Corporation, financial advisor to Great 
Northern, reported that after excluding income from land opera
tions and considering only earnings from railroad operations 
and common sources (e.g., Burlington and SP&S), Great Northern 
contributed 66 percent and Northern Pacific contributed 34 per
cent of the combined earning power in the 5 years 1952-1956, 
whereas Morgan Stanley and Co., financial advisor to Northern 
Pacific, arrived at a 60-40 ratio. In addition to its studies of 
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the railroad properties and investments, Morgan Stanley, after \ 
considering the reports of the oil, gas, and timber consultants, 
and using various methods of valuation, arrived at a judgment 
value to NuCo of $115 to $125 million for Northern Pacific's 
nonrail properties, including industrial, and advised that unless 
a share-for-share exchange could be arranged, merger would 
not be advantageous to Northern Pacific's stockholders. It was · 
later agreed, however, that Northern Pacific's industrial proper
ties should be included as railroad properties since similar 
Great Northern properties are so considered. 

Consideration was given to issuance of two classes (rail and 
resources) of stock, and spin-off of the natural resources 
properties prior to consolidation, before it was concluded that 
all Northern Pacific properties would have to be included in 
any agreement. 

At the railroads' request, the financial advisors held numerous 
conferences in order to seek agreement on figures each could 
recommend to its principal as a basis for further negotiation. 
The Northern Pacific interests ultimately concluded that some 
concessions were justified in view of the estimated increase 
in net income and other anticipated benefits, and undertook to 
work out an exchange ratio giving immediate recognition to the 
somewhat greater earning power, larger dividend payments and 
historically higher market price of Great Northern stock while 
preserving for Northern Pacific stockholders on a long-term 
basis approximately equal participation in the earnings of the 
combined enterprise. 

Finally, on June 2, 1960, the Northern Lines' presidents 
agreed to recommend the ultimate basis of exchange, considered 
fair and equitable by both financial advisors, and on July 13 it 
was unanimously recommended to the respective boards of 
directors by the consolidation committees. The boards approved 
the terms and authorized execution ·of a preliminary agreement, 
leaving certain questions to be resolved, notably the manner 
of Burlington's inclusion because of certain lien provisions in 
the principal Great Northern and Northern Pacific mortgages. 
We recognize that ultimate determination of a fair and equitable 
exchange ratio is a matter of judgment based on a consideration 
of many factors. Here, those factors included realistic appraisal 
of the terms necessary to bring about acceptance by both sets of 
stockholders. On the basis of past earnings experience, the 
merger terms slightly favor Northern Pacific stockholders 
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while preserving to Great Northern stockholders the higher 
dividends justified by the most recent record differences in 
per share earnings. Stockholder voting on the proposals (1961) 
was as follows: 

For Against 

Shares Percent Shares Percent 

Great Northern - - - - - - - - - - - - - - - - 4,929,931 81.03 10,491 0.17 
Northern Pacific -------------- 4,422,640 73.8 1 397,949 6.64 
Burlington ------------------- 1,700,403 99.9 310 0.02 

The stock exchange ratios are seriously questioned only by 
Minnesota and NPSC, the latter representing about 3 percent of 
Northern Pacific's stockholders and about 5 percent of its out
standing shares. Its differences are engendered by the treatment 
given Northern Pacific's natural resources properties, while 
Minnesota's are derived from its belief that Great Northern 
and Northern Pacific stockholders would surrender equity in 
Burlington stock owned by those roads to the sole advantage of 
Burlington minority stockholders. Minnesota's argument over
looks the fact that the treatment provided in the Burlington 
merger agreement for conversion into NuCo stock of approxi
mately 3 percent of Burlington stock publicly held was jointly 
recommended by the financial advisors of Great Northern and 
Northern Pacific, and was discussed with and approved by the 
principal holders of Burlington stock and the boards of directors 
of Great Northern, Northern Pacific and Burlington as fair and 
equitable. The public holdings of NuCo' s stock by former public 
holders of Burlington stock will represent 0. 004 percent of the 
total shares of common stock issued by NuCo, and increasing 
or decreasing the Burlington exchange ratio would be of little 
consequence in the whole capital structure. Moreover, there is 
no probative evidence that this exchange would adversely affect 
applicants. 

NPSC throughout these proceedings has taken the position 
that this transaction in the aggregate involves much more than 
a mere railroad merger, characterizing it as unique because of 
the vast natural resources properties held by Northern Pacific, 
although its objections to the proposal would be eliminated if 
we would condition our order to require spin-off of those proper
ties in the manner it suggests. 
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NPSC notes that Northern Pacific did not furnish its stock
holders with copies of the various appraisals of its natural 
resources properties for their consideration in deciding whether 
merger, and the terms thereof, were in their best interest. 
In addition, NPSC charges that unreasonable valuations were used 
to its detriment in establishing the exchange ratios for replacing 
Northern Pacific and Great Northern stock with that of Nu Co. 
The utilization of earnings of the two companies as the ultimate 
basis for determining the exchange ratios, in lieu of a definitive 
valuation for the railroad properties of each company and, in 
the case of Northern Pacific for the nonrail properties, is 
deemed by NPSC to have gravely underrated the contribution 
of Northern Pacific to the transaction. NPSC calls attention 
to its proposal that the nonrail properties of Northern Pacific 
be sold separately to a land company to be organized by its 
stockholders prior to consummation of the merger of the rail 
properties which was rejected by the hearing examiner in the 
earlier proceedings as unfair to stockholders. Suggested pur
chase price figures varied from $112 million to $117 million, 
although members of NPSC advanced values varying from $96 
million to $295 million. It is clear their concern was in retain
ing present exclusive ownership of eqUity in the natural resources 
properties. 

Under that proposal, the present Northern Pacific stockholders 
would participate only to the extent they are able and willing to 
pay about $20 per share, all stock not so subscribed to be sold to 
the public through underwriters. The proposal contemplates that 
all expenses of carrying out the plan, which apparently would 
include underwriters' commissions and expenses would be borne 
by Northern Pacific. 

While agreeing that the current worth of each shareholder's 
contribution to NuCo is the proper basis for establishing an ex
change ratio in rail merger proceedings, NPSC insists that in this 
instance earnings are not the proper basis for measuring the 
contribution in relation to the natural resources properties, but 
rather that the market value thereof should be the determinant 
factor. However, if earnings aretobethebasis for the evaluation, 
then it contends that it is necessary to employ a very high price
earnings ratio to take into account the potential earnings of the 
property not currently productive of income. Despite the acknow
ledged difficulty of arriving at definite evaluations, and it offers 
none, NPSC urges that such specific findings are necessary before 
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the transaction can be approved. Finally, it urges that applicants 
have failed to carry the burden of proof in establishing the fairness 
of the merger terms, and that the uniqueness of the proposed 
transaction involving natural resources issue requires our most 
careful consideration. 

Applicants agree that the treatment to be accorded the natural 
resources properties presented difficulty in the negotiations, 
pointing out that consideration was given to a number of methods 
of segregating the rail and nonrail properties prior to the adoption 
of earnings of the two companies as the primary basis for the 
exchange ratios. Applicants deny, however, that there was any 
"calculated suppression" of the appraisals of the natural re
sources or that the failure to furnish them to stockholders before 
the latter voted on the proposal was deceptive. In view of the 
differences in the various appraisals and the fact that the exchange 
ratios were determined primarily on the basis of earnings rather 
than on property values, the withholding of the information pur
portedly was to avoid confusing the shareholders. Applicants 
emphasize that the Northern Pacific proxy statement, which was 
accepted by the Securities and Exchange Commission for filing 
under. its proxy solicitation rules, contained the information on 
the production and earnings of the natural resources upon which 
the final agreement was rested. 

In respect of the allegation of unjustness and unreasonableness 
in the use of earnings rather than market value to account for the 
contribution of Northern Pacific's natural resources properties to 
NuCo, applicants point out that even NPSC is unable to come for
ward with any definitive valuations, and that the NPSC interest is 
not in obtaining a better exchange ratio but to insure the sale of 
the natural resources properties to a land company to be formed 
by it as a condition to approval. Applicants further question the 
proposed purchase price of $112 million to $117 million in view of 
one NPSC member's valuation, based upon an earnings projection, 
of $295 million. NPSC' s contentions relative to the suggested con
dition and the propriety of the exchange ratios are, as regards the 
former without merit and unfair to Northern Pacific stockholders, 
and as to the latter contrary to the record, which shows that the 
full potential value of the natural resources properties was fully 
reflected in the shares alloted to the Northern Pacific stockholders. 

NPSC's suggested alternative to a revised exchange ratio (segre
gation and sale of such properties to a new land company prior to 
merger) appears to us to be no real answer, involving, as it does, 
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a requirement that, in effect, all Northern Pacific stockholders 
repurchase interests in property they already own, with those 
failing to do so frozen out of future benefits therefrom. All present 
stockholders, whether or not they participate in the land company, 
would be sharing in its expenses since they would continue as 
stockholders in Northern Pacific railroad property. Fundamen
tally, NPSC argues that Northern Pacific management, allegedly 
motivated by an overriding desire for merger of the railroad 
properties, was derelict in withholding from stockholders gen
erally, prior to their voting on the transaction, appraisal data 
obtained from outside experts. We are not persuaded that this 
contention has merit. In any event the stockholders received the 
necessary essential information; there is no basis for the belief 
that the ultimate vote would have been substantially different 
under other circumstances. 

The issue here is whether the exchange ratios are just and 
reasonable, and limited thereto, we find the record both adequate 
and affirmative, in that they meet the necessary and required 
tests: (1) that they are the results of arms' length bargaining, and 
(2) that they fairly reflect the contributions of each group of 
stockholders to the combined system. Cf. Erie R. co. Merger, 
312 I.C.C. 185, and Louisville & N. R. Co. Merger, 295 I.C.C. 457. 

BENEFITS OF MERGER 

To applicants.-Applicants are faced with growing intermodal 
competition. Tied to their steel rails and dependent upon private 
capital for funds, applicants are losing a steadily increasing share 
of the transportation market going to competitors. Construction 
of new superhighways and pipelines and improvements in water
ways presage a competitive future even more intense than the 
present. Financially, applicants have enjoyed a moderate degree 
of success, but increasing competition and an inability to prevent 
traffic erosion make it necessary that applicants take measures 
now to assure continued success in the future. Applicants here 
have selected as the remedy the development, through merger 
and lease, of a more efficient transportation plant capable of 
meeting competition as well as providing equal, and in many 
respects, improved service to the public. 

Substantial dollar savings plus an improved earnings potential 
constitute tangible benefits which will accrue to applicants by 
merger. It was pointed out in the prior report that because of 
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rapidly changing conditions in transportation, comparisons between 
railroad earnings in recent years and those in past decades must 
be drawn with care. Nonetheless, such comparisons do tend to 
place applicants' financial position in proper perspective. For 
instance, the combined average net railway operating income of 
the Northern Lines (with SP&S), before Federal income truces, 
during the 5-year period 1951-1955, was $74 million, and ranged 
from a low of $58.2 million (1954) to a high of $82.8 million (1955). 
During the 5-year period 1956-1960 the combined average was $59 
million, ranging froin a high of $73. 7 million (1956) to a low of 
$40.4 million (1960). For the 5-year period 1961-1965 the range 
was from $33.7 million (1961) to $65.9 million (1965), and the 
average was $48 million. The net railway operating income, before 
Federal income taxes, of Burlington during this 15-year period 
followed a similar pattern. The combined average, for all of the 
applicants, fell from $121.6 million during 1951-1955 to $86.9 
million during 1956-1960, and to $73.9 million during 1961-1965. 

The average rate of return for applicants during the IS-year 
period above referred to ranged from a high of 3. 73 percent in 
1955 to a low of 2 percent in 1961. Even in 1965 and 1966 when 
the average rate of return of class I railroads was 3. 69 and 3. 9 
percent, and that of other industries much higher, applicants' 
average was 3.33 and 3. 7 percent-less than the yield on nonrisk 
Government bonds. Upon merger, the relatively low rate of return 
will be enhanced. Low rates of return, if continued, may well pose 
serious obstacles in attracting necessary investment capital, and 
affect reinvestment decisions by the rails as well. 

The savings benefits to be derived from the unification by appli
cants are estimated in the Wyer report as shown in the table, 
supra, page 9. The various studies making up the Wyer report, 
discussed in detail at pages 106 through 142 of the_ examiner's 
report, touch upon every phase of applicants' operations and those 
expected to be performed by NuCo. In the prior report only two 
major adjustments were made in the applicants' estimates: 
(1) a downward revision in the cost to applicants of the con
ditions deemed necessary to protect the Milwaukee and North 
Western, and (2) a one-third reduction in the savings attribu
table to coordination and consolidation of facilities at com
mon points (study I). The latter was based on the belief that 
certain coordinations between GN and NP would voluntarily be 
effected once it was established that the merger would not be per
mitted. Consequently we reduced the applicants' study I estimate 
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by some $5.2 million. But many of the coordinations, though 
physically feasible, would produce grossly unequal benefits to GN 
and NP as separate carriers. Further, as concluded in the prior 
report, competition between the Northern Lines renders it diffi
cult if not impossible, as a practical matter, to incur the expense 
involved in effecting such coordinations. Interpreting the record 
on this point is largely a matter of judgement; and, on recon
sideration, we find ourselves in agreement with the applicants that 
the reduction is not warranted. In our consideration herein, the 
$5.2 million will be restored to the savings accepted as achievable 
through merger. 

With the two exceptions just noted, it was found in the prior 

report that the Wyer study constituted a reasonable estimate of 
savings achievable by merger, including the basic estimates of 
savings realizable from job abolishments. Based upon a study of 
considerable depth and detail, the examiner found, as of July 1, 
1960, a savings of $32,676,759 in compensation could be gained by 
job abolishments upon merger. Having determined, in 1967, to 
reconsider these proceedings, and aware that developments since 
the original study could affect that estimate, we set the limited 
further hearing for updating that data. Updated, it is now estimated 
by applicants that $36,350,000 in labor savings could be attained. 
As previously stated, the methods used by applicants in such up
dating were assailed by opposing parties. For instance, the 
transportation consultant of Rio Grande challenged the use of a 
constant ratio equivalent to the percentage decline in overall 
employment on the grounds it fails to reflect efficiencies achieved 
or achievable since 1960, or new techniques employed and that a 
fixed number of employees, an irreducible minimum, are needed 
to perform certain functions. It was recognized, nonetheless, by 
Rio Grande that the method used was dictated by time limitations 
imposed, and that the results reached "may, of course, turn out 
to have been correct* * *." 

On the whole, we are convinced that the updated estimates are 
a reasonably accurate portrayal of the savings attributable to the 
proposed unification. While not in the precise detail as the data 
underlying the 1960 estimate ot' $32.6 million in labor savings, 
the constant ratio formula is reasonably related thereto. Nothing 
adduced at further hearing nor argued by protestants convinces 
us that the updated estimates are not useful as reasonable guides 
of achievable labor savings on which a rational decision on re
consideration can be based. Such savings plainly illustrate that 
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substantial economic benefits to applicants would flow from the 
unification. 

The improved financial posture mentioned above will enable 
applicants to become stronger and more stable, and thus be better 
equipped to meet the growing competition now being felt. More
over, consolidation of facilities, elimination of wasteful duplica
tion, improved routing, better car fleet utilization, and avoidance 
of time-consuming interchanges among applicants will result in a 
more efficient railroad. Such achievements clearly are consistent 
with the public interest. 

We have given careful consideration to the following contentions 
of Justice: 

(1) that the Commission (and its hearing officer) erred in accepting at the 
limited further hearing the evidence of Wyer that the systemwide reduction on 
various employee classifications would be fairly applicable to those categories 
of employees at the geographical points where Wyer estimated that labor· 
savings would be achieved; 

(2) that the Commission erred in denying requests by Justice for discovery 
and/or to broaden the further hearing to develop by spot studies the effect of 
intervening changes upon labor savings estimated as of 1960; and 

(3) that it was prejudiced by the Commission's failure to act upon some of its 
requests for discovery and/or broadened hearing before forcing it to go to 
hearing on the basis of what information it could otherwise develop. 

We are well aware that the technological and operational im
provements on the Nation's railroads have brought about a re
duction in the number of railroad employees and a redistribution 
in the consist of the rail labor force. This has been true in 
varying degrees throughout the railroad industry. We realize 
these processes do not stop simply because a transaction has been 
proposed under section 5(2)(d) or mark time while we and the 
courts take evidence -and consider the views of all of those who 
are concerned with the structuring of the Nation's railroad system. 
Because of the complexities of rail mergers and the demands of 
due process, administrative consideration of these cases consumes 
substantial periods of time. But there comes a point at which we 
must honor our concomitant obligation to complete our proceedings 
upon a rail merger application within a reasonable time. Most 
crucial, as the courts have recognized repeatedly, is the point at 
which we are confronted with petitions for reopening and rehearing 
in proceedings which already have been pending, sometimes for 
years-with potential judicial review waiting beyond. See Inter
state Commerce Commission v. Jersey City, 322 U.S. 503, 514 
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(1944); and cf. Florida East Coast Ry. Co. v. United States, 242 
F. Supp. 14, reversed per curiam sub nom. Seaboard Air Line Co. 
v. United States, 382 U.S. 154 (1965); Florida East Coast Ry. co. v. 
United States, 259 F. Supp. 993 (1966), affirmed per curiam, 386 
U.S. 544; the Seaboard-Atlantic Coast Line merger application was 
filed with the Commission on July 22, 1960, and the administrative 
and judicial review proceedings were completed on April 19, 1967. 

It is in this context that we have considered the Department's 
contentions. As· we have recognized above, the level and consist 
of employment on the Nation's railroads are changing constantly. 
We assume that the length of the proceedings on any significant 
rail merger application means that by their completion it can be 
shown that the estimated savings at some points or in some opera
tions have been overtaken or outdated by technological change. 
Similarly, we recognize that our permissive order approving a 
merger does not require that it be effectuated in terms of every 
savings-producing change visualized by a management consultant. 
Rather, we recognize that with the passage of time, when an ap
proved merger finally is consummated, it will realize savings 
which were not anticipated, while other anticipated savings are 
not achieved. Thus, in the present proceeding, we are convinced 
that labor cost savings, in the approximate magnitude discussed 
elsewhere in the report, will occur. Moreover, in our judgment 
the likelihood that the Department would have been able to show 
otherwise through the discovery or further hearing procedures 
which it sought, was not sufficiently great to justify any additional 
time and expense in this already prolonged proceeding. 

As is implied above the exact amount of merger savings cannot 
be precisely determined under any circumstances. Here, we are 
convinced that they would be substantial and of sufficient amount 
to justify the merger, both in terms of enabling the merged com
pany to improve its service to the public and of providing a return 
on investment more nearly commensurate with the investment re
quirements of a viable and progressive transportation system. 

To shippers .-Many of the operational changes that benefit appli
cants and make possible the savings, would inure to the benefit of 
shippers as well. Foremost are the consolidation of applicants' 
corporate and departmental structures, consolidation of facilities 
at 39 common points (especially at Twin Cities, Head-of-Lakes, 
Seattle, Spokane, and Portland-Vancouver), consolidation of repair 
facilities, elimination of interchange delays and duplicate train 
services, the use of new classification yards, the grouping of cars 
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for block trains, the combined purchase of materials and supplies, 
and the use of the shortest or most efficient routes. Thus, appli
cants' ability to operate more efficiently and at lower cost should 
be reflected in the service and rates afforded shippers and re
ceivers. Shippers will benefit directly, of course, from faster 
and more dependable single-line service, extremely important 
here in view of the long distances involved and the nature of the 
products of the Northwest. Shippers will further benefit from 
improved car supply, wider routing with more liberal transit 
privileges, partial loading and unloading privileges, and recon
signment and diversion privileges, increased capital for im
provement and modernization, and improved tracing and claim 
service. Overall lower-cost transportation will also redound to 
the benefit of those shippers disadvantaged due to location and 
low-rated commodities. 

These transactions will produce faster trains. Applicants' 
most expedited high-volume heavy-power service from Seattle 
to Chicago is now scheduled at 94.5 and 97.25 hours. Under 
unification these would be replaced, respectively by 82.5 and 84-
hour service. 

A concrete illustration of the benefits of such faster schedules 
is that they would allow the fruit and other agricultural products 
of the Yakima Valley to reach Chicago about 12 hours, and Kansas 
City about 24 hours earlier, while Wenatchee (Wash.) fruit would 
arrive at Chicago more than 9 hours earlier. Great Northern 
traffic from Spokane and west thereof through Laurel would be 
advanced 24 hours in moving via Northern Pacific's short line, 
and other faster schedules would generally improve deliveries at 
Chicago by about another 24 hours by avoiding municipal switch
ing and spotting prohibitions: westbound schedules would also be 
expedited, although not as drastically, the greatest reduction being 
about 10 hours. 

Internal rerouting by applicants would be over the shortest or 
most economical routes available: NP between Minneapolis and 
Casselton, and between Sandpoint and Spokane; GNbetween Cassel
ton and Sandpoint, and between Spokane and Seattle; and SP&S be
tween Spokane and Portland. The need would decrease for switch
engine service and operating personnel on the lines from which 
traffic is taken. Construction of new yard facilities at Seattle, 
Spokane, and Minneapolis, together with increased use of existing 
retarder yard facilities at Minot, N. Dak., and Pasco, Wash., would 
make it possible to route increased traffic over the "'preferred" 
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transcontinental route with little increase in operating forces at 
intermediate points, and would permit decreased forces at such 
points as Whitefish, Mont., and Wishram, Wash. The benefits of 
the faster transcontinental services over the ''primary" trans
continental route would not be· confined to the transcontinental 
traffic and the shippers and receivers thereof. They would also 
accrue to shippers and receivers at intermediate points thereon 
and at points on the so-called "secondary" lines. This is true 
because transcontinental freights are usually full-tonnage trains, 
and now offer limited service to shippers and receivers at inter
mediate stations; whereas, following unification, new freight 
schedules would be introduced to better meet the needs of interme
diate points, and local trains adjusted to conform thereto, with less 
congestion and delay. 

Thus, intermediate points on the alternate line in North Dakota 
and Montana now served by NP train No. 605 would be served by a 
newly scheduled train, No. 603 from Minneapolis, with reduced 
transit times to Jamestown, Mandan, Dickinson, Glendive, and 
Forsyth. Similar beneficial results would flow to points such as 
Forsyth from Chicago. Billings, now served by backhaul from 
Laurel in late-second-day delivery, would receive direct, next
morning service from Minneapolis. The Milwaukee's service at 
Billings as a result of the protective conditions would, of course, 
further enhance the Billings situation. 

Eastbound, Laurel-Chicago time would be reduced by more than 
3 hours as a result of Twin Cities terminal improvements, and 
service from Laurel to the Twin Cities would be vastly improved 
at the intermediate stations of Glendive, Dickinson, Mandan, 
Jamestown, and Fargo-Dilworth, as would switching service at the 
Twin Cities themselves. 

Shippers would have the benefit of additional routes over New 
Company's lines in any combination with intermediate junctions 
opened to form crossover routes between the Northern Lines, and 
between those roads and the Burlington at Billings and Sioux City. 
These are routes which have historically been closed to retain to 
each of the Northern Lines its long haul. The resulting wider 
choice of routing increases such attendant shipper benefit as 
transit, partial loading and unloading, and diversion and recon
signment. The expansion of transit privileges benefits producers 
and processors of numerous commodities important to this area, 
including lumber, grain, feed, fertilizer, and iron and steel, and 
ingredients and products made from those commodities. Here 
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again, the benefits from the opening of the various gateways to the 
Milwaukee and the North Western multiply, notonlyfrom the com
petitive standpoint but from the standpoint of actual service to 
shippers and the elimination of artificial barriers to the develop
ment of new markets, services, and sources of supply. 

Maintenance and ready availability of records under centralized 
control and responsibility will facilitate the tracing and location 
of shipments, the ordering of empty cars, and the processing of 
shippers' loss and damage claims. Expedited handling and reduced 
switch movements should reduce damage from impact and delay. 

As a unified system, New Company would have the benefits of 
more at-home junctions, shorter routes, and improved handling to 
meet shippers' car requirements, particularly as to specialized 
equipment. Through the faster turnaround time made possible by 
shorter routes and facilitated terminal handling, it is anticipated 
that 639,097 car days (the equivalent of l,750cars daily) would be 
saved, with a savings of 61,555 car days merely through the elimi
nation of duplicate reserves (held on shippers' orders) at 14 of 36 
points served by more than one of the applicants. 

An additional factor in helping achieve a better car supply would 
be centralized responsibility in lieu of present ineffective mutual 
appeals for cars, especially since boxcar requirements reach their 
peak at different times on applicants' lines, but so close that one 
is reluctant to release cars to another. Empty cars would be 
routed to the point of nearest demand and the number of ''home" 
cars to be returned would be increased at such large junction 
points with other roads as Chicago, St. Louis, Kansas City, 
Omaha, Denver, and Portland. The shipper benefits resulting 
from these factors are spread throughout the whole spectrum, 
resulting in faster transit and quicker delivery times, less damage 
and fewer claims, easier tracing, and overall, a more expedited 
and satisfactory service. 

Shippers now utilizing the service of more than one applicant in 
joint-line movements will derive benefits from generally lower 
single-line rates, and from elimination of switching charges as
sessed on noncompetitive traffic where one of the applicants now 
acts as a switching carrier on traffic to or from a point on 
another's lines. Clerical time would be saved on such matters as 
car ordering, tracing, and diversion, and demurrage and freight 
accounting costs would be reduced. 

To the general public.-The general public may be expected to 
benefit from the merger in various ways. Elimination of duplicate 
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facilities at some common points would release desirable real 
estate for productive development, and various communities, 
particularly Spokane, would benefit by elimination of or sub
stantial reduction in street hazards and congestion. The public will 
also benefit from the increased ability of the applicants to meet 
the increased intermodal competition by providing improved, 
lower-cost service. Advances made over the years by other 
transport modes in the areas served by applicants make it im
perative for the railroads to increase their competitive capability. 
Illustrative of these advances are plans to develop further water
ways for increased barge navigation, and the completion of Inter
state Highways 90-94, which will allow a reduction in truck transit 
time from 60 to 36 hours between the Twin Cities and Seattle. 

The merger will benefit the public through the enhancement of 
intramodal competition as well. By virtue of the conditions being 
imposed here for the benefit of other railroads, particularly 
Milwaukee and North Western, those carriers will not only benefit 
in their own interest as railroads but will be in position to pass on 
the benefits so realized to the shippers and areas they serve. 
Thus, the Milwaukee, by reaching Portland directly, will be a rate
making transcontinental railroad, not only on traffic moving across 
the northern tier, but to and from California as well. Likewise, 
the Sumas condition will allow the Milwaukee to provide rail com
petition on traffic to and from Canada. 

The opening by applicants of 11 interior gateways to the Mil
waukee will give many shippers a realistic choice of railroads for 
the first time in history. 12 Not the least of the benefits thereof 
will be the opening of new markets, transit points, and sources of 
supply for shippers and receivers located on applicants' lines who 
cannot now reach points on the Milwaukee not served by applicants, 
and those located on the Milwaukee to whom applicants' lines are 
now closed. The same purposes, on a smaller scale will be served 
by opening two gateways to the North Western at Oakes and Craw
ford. 

In addition, merger will provide Nu Co with an increased capacity 
to serve the national defense, a capacity to handle on its main lines 
up to three times the traffic handled in the early 1960's. 

12The effect was well stated by a North Dakota representative, who said, 
"That, baldly and simply, is giving (the shipper at Nu Co local points) a small 
club to short haul the merged system in the event he is not satisfied with the 
treatment he is getting." 
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COMPETITIVE CONSIDERATIONS 

The prior report approached this case under the view that the 
policy of section 5 of the act, as amended in 1940, was something 
other and less than ''to foster and encourage" rail mergers (328 
I.C.C. at 522-523). This view contributed materially tothe result 
there reached. Upon reexamination of legislative history and 
relevant authorities we conclude that the policy of the act is clearly 
to facilitate and thereby foster and encourage consolidations which 
can be shown to be consistent with th~ public interest. By remov
ing the requirement of a ''master plan," imposed by the 1920 
legislation, Congress intended to and did remove a major obstacle 
to rail consolidations. That the 1940 Act was designed to ease the 
procedural way for mergers, and certainly not as any restriction 
upon them, is apparent from the language of the Supreme Court in 
County of Marin v. United States, 356 U.S. 412, 417-418 (1958), re
iterated only this year in Baltimore & o. R. Co. v. United States, 

386 U.S. 372, 387 (1967): 

* * * the result of the 1940 Act was a change in the means, while the erid re
mained the same. The very language of the amended 'unification section• ex
presses clearly the desire of the Congress that the industry proceed toward an 
integrated national transportation system through substantial corporate simpli
fication. $mphasis in originaQ' 

On reconsideration we view anew the question of competition in 
light of our finding that the 1940 amendment was certainly not 
negative or restrictive toward mergers, but was at least a pro
cedural tool designed to facilitate, promote and foster rail mergers 
where consistent with the public interest. In determining whether 
a transaction is consistent with the public interest, the Commis
sion is, of course, required to consider the competitive conse
quences involved; but "as a factor in determining the propriety 
of [railroad merger~ the preservation of competition among 
carriers, although still a value, is significant chiefly as it aids the 
attainment of the objectives of the national transportation policy." 
McLean Trucking Co. v. United States, 321 U.S. 67, 85-86 (1944); 
Minneapolis & St. L. R. Co. v. United States, 361 U.S. 173, 187 
(1959). Thus the undisputed fact that the merger of the Northern 
Lines will result in an elimination of the competition previously 
existing between them, while relevant to the requisite evaluation of 
• 'the effect of the merger on competitors and on the general com
petitive situation in the industry" (McLean, supra, 321 U.S. at 87), 
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is not controlling or conclusive and does not in itself automatically 
compel denial of the applications. 

Competition is no longer "the desideratum of our railroad 
economy" as in the period prior to 1920. st. Joe Paper Co. v. 
Atlantic Coast Line R. Co., 347 U.S. 298, 315 (1954) (Appendix). 
Beginning with the Act of 1920, and continuing through the passage 
of the Act of 1940 preservation of competition has lost the con
trolling significance it once had. As expressed in the merger 
recommendations of the Presidential ''Committee of Six" whose 
efforts contributed materially to the enactment of the present 
section 5 in 1940:13 

Competition between railroads ls of continually lessening importance to the 
public as other modes of transportation supply more and more of that com
petition which was once provided only by competition between the railroads 
themselves. The result ls that further railroad consolidations may be effected 
in many eases with great public benefit.14 

The Supreme Court has noted that emphasis upon competition in 
itself as a national policy: 

* * * would most strikingly disregard areas where policy has shifted from one 
of prohibiting re strain ts on competition to one of providing re lief from the rigors 
of competition, as has been true of railroads. * * * 

Federal legislation affecting railroads is a familiar but far from unique 
example of those many areas of economic activity in which serious inroads 
have been made on an original policy favoring competition. F.C,C. v. RCA 
Communication, Inc., 346 U,S. 86, 92-93, (1953), 

Finally as the Supreme Court recognized in McLean, supra, 321 
U.S. at 83, section 5, together with the national transportation 
policy reflect: 

* * * the altered emphasis in railroad legislation on achieving an adequate, 
efficient, and economical system of transportation through close supervision 
of business operations and practices rather than on the enforcement of free 
competition in various phases of the business. 

For these reasons, as seen in the recent Seaboard-Atlantic Coast 
Line merger, we may properly approve a transaction as consistent 

13Schwabacherv. United States, supra., 334 U.S. at 193, footnote 12 (1948); St. 

Joe Paper Co. v. Atlantic Coast Line R. Co., supra:34 7 U .s. at 319 (Appendix); H. 

Rept. No. 1217, Committee on Interstate and Foreign Commerce, 76th Cong., Jst 

Sess. (1939), pages 1•2; S. Rept. No. 433, Committee on Interstate Commerce, 
76th Cong. 1st Sess. (1939), pages 1·2, 28·29. 

14Report of Committee Appointed by the President to Submit Recommendations 

upon the General Transportation Situation, page 31 (Dec. 3 I, 1938). 
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with the public interest even though it eliminates competition be
tween two previously competing railroads in a given area and 
even where the transaction ''presents a head-on collision between 
the antitrust laws and the Interstate Commerce Act." Florida 
East Coast Ry. Co. v. United States, 259 F. Supp. 993, 996 (M.D. 
Fla., 1966), affirmed per curiam, 386 U.S. 544 (1967), sustaining 
our decision in Seaboard Air Line R. Co.-Merger-Atlantic Coast 
Line, 320 I.C.C. 122. 

The competition found decisive in the prior report was that 
between GN and NP in an area extending from the Twin Cities and 
Head-of-Lakes across the northern tier of States to the Pacific 
Coast. The preservation of this competition was crucial to the 
first decision. On reconsideration we conclude that this factor 
should not be decisive. Wefind thataproperly conditioned merger 
-with a substantially strengthened Milwaukee-will actually en
hance competition in the area and will be consistent with the 
public interest, notwithstanding elimination of such competition 
as exists between the two lines. 

At the outset, it should be noted that, as to many communities 
and shippers in the area involved, the lines of the GN and NP are 
in fact, not competitive with each other. In Montana and North 
Dakota, for example, the lines are generally widely separated, 
as much as a hundred miles apart. Obviously a shipper located 
on or near the lines of one road, but 50 or 100 miles from the 
line of another, is not influenced by competition in the selection 
of carriers. 

Next we consider those common points in the northern tier 
States of Minnesota, North Dakota, Montana, and Washington, 
where shippers have a choice-real or theoretical-as between 
the Northern Lines. Rail competition will be eliminated entirely 
at 47 communities (141 stations), served by GN and NP but by no 
other railroad. Rail competition will be diminished but not 
eliminated at 160 stations now served by at least one other road 
in addition to the Northern Lines. 

The tabulation below shows, as of 1960, in column A, the extent 
to which these stations reflect the Northern Lines (including 
SP&S) operations in the foregoing northern tier States, and in 
column B, the extent to which they reflect the systemwide opera
tions of all of the applicants: 
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Column A 

Percent 

Class I (served by GN and NP but no· other railroad) 

Stations - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -
Cars - - - - - - - - - - --- - - - - - - - - - - - - - - - - - - - - - - - -
Tons-----------------------------------
Revenues -------------------------------

4,25 
6,60 
5.60 
6,16 

Column BI 

Percent 

3, 15 
4,20 
8,61 
4, 51 

Class e (served by GN, NP and one or more other railroads) 

Stations--------------------------------
Cars------------------------------------

Tons ----------------------------------
Revenues-------------------------------

7,47 
82,67 
27,81 
87 ,71 

5,27 
20,89 
17,75 
26,90 

1Percentages for class 2 stations in column B are based on 286 stations of all 
applicants in 8 States. 

Limited to the northern tier, and exclusive of overhead traffic, 
88.28 percent of the Northern Lines stations, which accounted for 
60. 73, 66. 59 and 56.13 percent, respectively, of the cars, tons 
and revenues in those States, would not be directly affected by 
the merger. Systemwide for all applicants, there would be no 
direct competitive impact, no lessening of competition, at 91.58 
percent of applicants' stations. These 4,102 stations accounted 
for 74.91, 78.64 and 68.59 percent, respectively, of applicants' 
cars, tons and revenues in 1960. 

The number of stations at which rail competition would be 
eliminated entirely is small, and these stations do not produce 
any great volume of applicants' business. Moreover, some of 
these stations are located on the main line of one applicant and 
on the branch line of another, with the result that loss of com
petition is more theoretical than real. 

In analyzing the competitive effects systemwide, i.e., beyond 
the four northern tier States, the class 2 stations are of signifi
cance, because they involve large commercial centers and rail 
gateways which generate a substantial part of the applicants' 
tonnage-21 percent of the car loadings, 17. 7 5 percent of the 
tons, and 26. 9 percent of the revenue. Some of these stations 
are located at centers which, though served by more than one of 
the applicants, do not in fact have competition between the 
applicants today. For example, Sioux City has Burlington and 
GN end-to-end; the Twin Cities have the Northern Lines and 
Burlington end-to-end; SP&S, serving Portland from the East, 
does not compete with the Northern Lines or any other railroad 
on Portland's traffic to and from the North. 
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The stations in classes 2 and 4 (which, after the merger, would 
have at least two railroads) account for 21 percent of the appli
cants' carloadings, 48.5 percent of their tonnage, and 58.4 percent 
of their railway revenues. Among this group of stations are 10 
major terminals (having 140 stations) which comprise only 3.1 
percent of the applicants' stations, but account for 26 percent 
of their carloadings, 22 percent of their tonnage, and 30 percent 
of their rail revenues. These terminals and pertinent data about 
them are listed below: 

Class City 1Railroads Applicants' Truck 
revenues Lines 

Million 

4 Chicago - - - - - - 32 $30.8 294 
4 Denver------- 5 8. I 49 
4 Kansas City - - 12 16,9 77 
4 Omaha - - - - - - - 8 9.4 65 
4 St. Louis ... ·•·· 20 7,2 167 
2 H-L---------- 25 21 .a 18 
2 Portland - ... - - - 3 17.6 45 
2 Seattle------- 3 40 35 
2 Spokane - - - - - - 4 12.4 15 
2 Twin-Cities -- 29 37.5 78 

l Indicates number of railroads serving after this merger. 

2Number would be one less after C&NW-CGW merger, 

Bus Air 
Lines Lines 

10 20 
9 8 
9 8 
3 5 

16 8 
4 2 
3 11 
5 12 
3 3 
3 8 

While recognizing that not all carriers serving a particular 
point are in competition against each other, we cannot overlook 
the indications in data such as that shown above that, at the com
mercially most significant points in the · applicants' territory, 
there is, and after the merger would continue to be substantial 
intermodal and intramodal competition. 

In our view the competitive impact upon the class II stations 
is not so significant as to warrant denial of the applications. First, 
apportionment of traffic between GN, NP and the other roads 
serving these points is not wholly the result of interplay of com
petitive forces, but often results from other factors entirely. 
Second, shippers at these class II locations, in addition to the 
Northern Lines and one other rail carrier, are generally served 
by other modes of transportation vigorously competing for traffic. 
Third, by virtue of the conditions imposed in this case, the 
Milwaukee-which is the other railroad serving many of the 
class II points-will be substantially strengthened as a meaning~ 
ful transcontinental competitor. 
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Here, as in the Seaboard-Atlantic Coast Line merger, we 
must acknowledge that substantial competition would remain and 
new competition would be created. What was said in that case 
is equally applicable here: 

The impact of this merger, both good and bad, will be felt throughout the south
ern region and in evaluating its competitive advantages and disadvantages, we 
must consider * * * the sum of all of the competitive transportation facilities 
that will remain available in this broad area. 

* * * * * * * 

***the overall reduction in rail competition in the Southeastern States viewed 
as a whole will be relatively moderate when considered in the light of the 
alternative rail service that will be provided by competitors of the merged 
company at practically all of the major industrial centers throughout the 
affected area. The impact of this reduction in competition becomes even less 
significant when we consider the increasingly strong competition that the 
merged company will encounter from other modes of transportation. (320 l,C,C. 
at 166). 

We also accord great weight to the testimony of the many ship
pers, associations, and other groups who supported the merger 
often with express recognition that some competition would be 
eliminated or reduced. Many witnesses from within the northern 
tier, including some of the class I and class II points, supported 
the merger in one form or another. Much of the testimony as to 
the general value of competition between railroads was abstract 
and unparticularized. Some of this testimony actually emanated 
from witnesses who supported the merger but expressed concern 
over its impact on a particular carrier. Thus witnesses for 
General Electric, Rayonier, A. 0. Smith and Zenith-whose 
testimony was singled out in the prior report (328 I.C.C. at 
517)-actually favored the merger, subject to appropriate condi
tions for the Milwaukee. While recognizing that competition 
between roads can and does produce benefits, we also note testi
mony of several witnesses in this record to the effect that they 
perceived no differences in service as between competitive 
and noncompetitive points. On balance, in concluding that loss 
or reduction of competition between GN and NP in the northern 
tier does not require denial of the applications, we believe con
siderable weight should be given to the testimony of those wit
nesses supporting the merger-including particularly that per
taining to the users of rail service in those areas most immedi
ately concerned. 
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Denial of the applications for the purpose of preserving com
petition between the Northern Lines would merely perpetuate tlie 
existing dominance of the GN and NP in the northern tier, with 
the Milwaukee, despite shorter routes and superior grades, left 
to its comparatively small share of the market. Preservation of 
the competitive status quo would, in our view, relegate the 
Milwaukee to an increasingly marginal and deteriorating role. On 
the other hand, a properly conditioned merger, with NuCo com
peting against a strengthened Milwaukee, will serve to enhance 
rail competition, achieve a more desirable competitive pattern, 
while at the same time conferring substantial benefits upon the 
shipping public throughout the territory involved in this case. 

We reject the allegation of Justice that reliance upon the 
strengthening of the NW and Milwaukee as competitors to a merged 
Northern Lines would be a baseless ground on which to approve 
the merger. Its argument is predicated on excerpts of testimony 
given in the NW-Milwaukee merger application (Finance Docket 
No. 24182 et al.) where certain officials of these roads allegedly 
depreciated the value of the protective conditions to them. Justice 
contends that these officials themselves view the conditions as a 
"wash" whereby they will gain only what they will lose. 

This testimony must be viewed as a whole and in its proper 
setting. The testimony was given in a proceeding wherein the 
officials themselves were attempting to justify their own merger 
as consistent with the public interest. In this context it is under
standable that the Milwaukee and NW officials would attempt to 
portray their own merger in its best light. Moreover, the testi
mony dealt only with estimates of traffic diversion. The witnesses 
did not discuss their roads' abilities to obtain newly generated 
traffic; nor did the testimony detract from the obvious advantage 
to shippers of having a meaningful choice as between transconti
nental carriers. 

Then, too, this collateral allegation is too broad and not clearly 
established by the whole of the testimony in the NW-Milwaukee 
merger case. Much of that testimony is general, carefully 
qualified; and does not directly support the contention pressed by 
Justice in this case. Thus while some witnesses may have down
graded the conditions, the same witnesses at other times recog
nized their benefits. One of the witnesses at one point stated that 
he had not formed an independent judgment as to the benefits of 
the conditions. Another witness, though originally testifying to a 
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"wash," later limited his statement and recognized that there 
would be dollar benefits to his road from the conditions. At oral 
argument before the Commission in this case Milwaukee respond
ed to the Justice contention by clearly stating that it *'win be 
a stronger competitor against the new company with the conditions 
requested than it is against the separate" applicants. 

In any event.we find this collateral attack unpersuasive. Open
ing of the 11 gateways, and in particular Portland, makes it evi
dent we believe, that Milwaukee will become a viable transconti
nental rail competitor. As such, it will have a broader base upon 
which to solicit additional traffic, and to enter into heretofore 
inaccessible markets. Plainly its competitive posture will be 
enhanced. Indeed, even a North Western-Milwaukee merger will 
not result in a transcontinental service; only the opening up of 
Portland to Milwaukee will accomplish that. 

EMPLOYEE PROTECTION 

Under section 5(2)(c), we must give weight to, among other 
factors, the interest of the carrier employees affected by the 
proposed unification. Section 5(2 )(f) provides that as a condi
tion of our approval of any transaction under section 5(2 ), we 
"shall require a fair and equitable arrangement to protect the 
interests of the railroad employees affected.1115 Section 5(2)(0 
further provides that notwithstanding any other provisions of the 
act, the carrier or carriers and the duly authorized representa
tive or representatives of its or their employees may enter into 
agreements providing for the protection of employees. 

In the prior report it was found that the merger would result in 
a net loss of about 5,200 jobs on the applicant railroads, and that 
through the so-called bumping process the number of employees 
affected would exceed that number. In that report, the finding that 
"substantial" hardship would be inflicted upon employees as a 
result of merger was a significant factor in the decision to deny 
these applications. Since then, the situation as to protection of 
employees has been considerably changed. At the time of the 
prior report applicants indicated their willingness to provide the 
protection of the New Orleans conditions (New Orleans Union 

15 As found In the Seaboard-Coast Line case, employees affected are those of 
the carriers involved in the merger and most immediately affected thereby. Our 
discussion and conclusions herein should be viewed in that context. 
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Passenger Terminal Case, 282 I.C.C. 271, as modified in 
Southern Ry. Co.-Control-Central of Georgia Ry. Co., 317 I.C.C. 
557, 317 I.C.C. 729, and 320 I.C.C. 377). As noted above, appli
cants now have revised their estimate of the number of jobs to be 
abolished, and concomitantly have revised their labor protection 
costs. Whereas the New Or le ans conditions were offered then, 
attrition conditions will now be provided. Under the former, the 
total cost of employee protection was estimated at $4. 96 million, 
all chargeable to operating expenses and deductible in computing 
Federal income taxes.16 Now, based on the agreements entered 
into since the prior report with the Engineers and Trainmen and 
expected to be reached with other crafts, applicants estimate the 
total cost of employee protection at $10.15 million, similarly 
chargeable to operating expenses.17 Thus, while the costs of the 
labor protective conditions are greater than comtemplated at the 
time of the prior report, so too are the protections offered 
employees somewhat improved. 

The agreements entered into between applicants and the Engi
neers and Trainmen provide attrition-type protectionl8 for em
ployees, plus various monetary benefits, retirement allowances, 
and protection against loss from the sale of homes and the can
cellation of unexpired leases. The stated purposes of the agree
ments are: (1) to assure employment and/or earnings to employ
ees covered by the agreements, (2) to expedite the changes in 
services, facilities and operations resulting from the merger, 
and (3) to prescribe procedures by which existing agreements 
between the parties shall be modified and consolidated to con
form with such operating changes. Under the agreements, NuCo 
is obligated to take into its employment all covered employees of 
Great Northern, Northern Pacific, Burlington and SP&S and no 
employee is to be deprived of his employment status or placed in 
a worse position with respect to compensation, rules governing 

16 At the then current income tax rates, only $2,38 million would have been 
borne by NuCo, and interest at 5 Percent on that amount, or $119,08 I, was in
cluded in Study XIX as a charge against unification. 

17 Based on tax rates as of January I, 1967, of this total labor cost $5,28 
million would be borne by NuCo, and interest at 5 percent on this amount, or 
$264,051 is included in Study XIX in lieu of the prior figure. 

18 
In Chesapeake & O. Ry. Co.-Control-Western Maryland Ry, Co., 328 I.C.C. 

684, 715, we stated that attrition means that "no reduction in force ofemploy
ees shall occur other than principally by death, retirement, discharge for cause 
or resignation .. " For simplicity, the phrase ••attrition Protection" or "attrition 
agreement" will be used to reflect this concept. 
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working conditions, fringe benefits or rights and privileges per
taining thereto at any time during such employment. In addition, 
NuCo will assume and continue the employment relationship of 
employees on furlough or leave of absence. The agreement 
recognizes the right of Nu Co to transfer work throughout the merg
ed system and contemplates the consolidation and extension of 
seniority rosters and seniority districts, on an equitable basis, 
pursuant to implementing agreements providing for the use of 
employees and the allocation and rearrangement of forces. In 
lieu of the arbitration procedure prescribed by section 13 of the 
Washington Job Protection Agreement of 1936, disputes are to be 
settled by referral thereof to a Disputes Committee composed of 
one member from each party, and a neutral member to be 
selected by the parties, or in case of their disagreement by the 
National Mediation Board. 

Under the agreements, "employees would receive guarantees 
and job assurances for the rest of their working lives * * *." As 
stated, applicants have indicated their willingness to enter into 
similar attrition agreements with all affected employees-both 
union represented and individual employees not represented by a 
union-whom we are required by law to consider when weighing 
the proposed transactions. All these employees then are free to 
enter into such separate agreements. After analyzing these agree
ments, we are convinced that the interests of carrier employees 
covered thereby will be adequately and fairly protected by the 
terms of these agreements. In fact, the protection thereby 
afforded, providing as it does job security as well as monetary 
benefits, could hardly have been achieved except for the merger. 
Under the terms of the last sentence of section 5(2 )(f), the entering 
into such agreements takes from us the obligation of providing 
protection for employees covered thereby. As to them, therefore, 
we make no requirement for protection, but dofind the agreement 
does not render the proposed transaction inconsistent with the 
public interest. 

For any employees entitled to protection who do not enter into 
separate protective agreements, we must, under the first part 
of section 5(2 )(f), provide a fair and equitable arrangement so 
that the transaction will not result in their being placed in a 
worse position with respect to their employment. Agreements 
of the character discussed above would provide the guaranteed 
benefits, and be fair and equitable. In the interest of uniformity 

· and in view of applicants' willingness to extend attrition condi-
331 1.c.c. 
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tions to all employees, we require, as a condition to our approval 
of these transactions, the attrition conditions the same as set 
forth in the agreements mentioned above, be applied to all 
affected employees who have not entered into separate agreements. 
In order that all such employees shall be informed of the protec .. 
tion being hereby afforded, NuCo will within 30 days of the date 
of our order herein be required to disseminate to them the terms 
of the agreements already reached, informing them at the same 
time that they are being afforded such protection. 

We believe that the effect of attrition protection for all em
ployees of the merged system will tend toward greater efficiency 
and higher morale among the employees and will thereby promote 
the national transportation policy in the development and mainte
nance of an adequate and effective transportation system. Cf. 
United States v. Lowden, 308 U.S. 225, (1939). Additionally, we 
here conclude that the hardship on employees, which in the prior 
report prompted, in part, our denial of these applications, has 
been alleviated. 

RAILROAD PROTECTION 

It was found in the prior report that approval of the unification, 
subject to appropriate conditions, would not imperil the survival 
of any railroad operating in the territory involved. We reaffirm 
that finding here. Based on published 1960 data of the railroads 
concerned, applicants had estimated that diversions of traffic 
attributable to the unification, from NuCo to other railroads and 
from other railroads to NuCo, would have resulted in a loss of 
more than $9. 6 million in revenues to the more than 3 dozen rail
roads, large and small, affected thereby. Giving effect to the 
protective conditions which he recommended, the examiner found 
that the gain in revenues by NuCo as a result of traffic diversions 
would have aggregated more than $3.2 million. Giving effect to 
the additional protective conditions deemed appropriate, the prior 

report found that the result would have been the loss by NuCo of 
more than $2.5 million in revenues, reflecting a net diversion to 
Milwaukee and North Western ~f more than $11.6 million and a 
net gain from other railroads of over $9.1 million. As viewed 
by the Commission and applicants at that time, the potential 
revenue loss attendant upon imposition of all of these protective 
conditions might have precluded consummation ofthetransactions 
even if approved. 

331 I.C.C, 



UPRRIG-000473

280 INTERSTATE COMMERCE COMMISSION REPORTS 

Applicants have since reappraised their position, and we, in 
the light of the evidence adduced at the further hearings, have 
reappraised ours. Succinctly stated, our prior finding that impo
sition of these conditions might preclude consummation is no 
longer valid. 

Although in the prior report the Commission was sharply 
divided over the action taken on the unification proposal there was 
striking unanimity with respect to the need for protection for 
Milwaukee and North Western. Significantly, it was agreed that 
in any merger of the Northern Lines it would be necessary to 
include most but not all of the conditions that were sought by 
Milwaukeel9 and North Western.20 In particular, it was clear 
that any approval of the proposed unification would require as a 
minimum the granting of Milwaukee conditions 1, 2, 3, and 5, 
and substantially all of North Western' s conditions. Applicants had 
opposed those conditions in the beliefthattheywere not necessary 
for the protection of those railroads, and that conditions to 
improve the position of applicants' competitors would be in
appropriate in a section 5 proceeding. In view of the public 
interest criteria of section 5(2) and the goals of the national trans
portation policy there is no question of our power to improve the 

19 summarized, they are: 

1. Establishment of through routes and joint rates via the new gateways of 
Fargo and Linton, N. Dak,; Miles City, Judith Gap, Great Falls, Bozeman, 
Butte and Missoula, Mont.; and Spokane, Seattle and Tacoma, Wash., on all 
traffic interchanged at such junctions between NuCo and Milwaukee. (Bozeman 
has been substituted in lieu of Lombard, Mont,, by agreement of the parties.) 

2, Trackage rights for Milwaukee over NuCo's tracks between Longview Junc• 
tion, Wash., and Portland, Oreg. 

3. Trackage rights for Milwaukee over NuCo's tracks between Renton and Sno· 
homish, Wash., and between Everett and Bellingham, Wash. 

4, Extension of Milwaukee's service to Billings, Mont. 
5. Elimination of dual basis of switching charges in effect west of Twin 

Cities. 
6. Reestablishment of rate relationships affected by the merger. 

20summarized, they are: 

t. Establishment of through routes and joint rates via the new gateway of 
Crawford, Nebr., on all traffic interchanged at such junction between NuCo and 
North Western. 

2. Establishment of through routes and joint rates via the new gateway of 
Oakes, N. Dak., on all traffic interchanged at such junction between NuCo and 
North Western. 

3. Improved interchange at Minneapolis, Minn., through operational conditions. 
4. Cancellation of North Western rental obligations for tracks and facilities 

not used after unification and sale or lease of Union Yard trackage to North 
Western. 

5. Improvement in North Western interchange at Head-of-the-Lakes, with Du• 
luth, Winnipeg and Pacifi". Ry. Co. (DW&P). 

3 31 I.C.C. 
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position of carriers affected by a proposed merger. Now, as a 
result of applicants' reappraisal, and subject to apProval by their 
stockholders, applicants have agreed to accept allfoonditions that 
have been requested by the Milwaukee and North Western and con
sidered appropriate by us. Under the standard routing conditions, 
agreeable to all railroad interveners, existing routes, gateways, 
traffic and operating relationships between applicants and these 
carriers would be preserved. 

The effect of the Milwaukee and North Western conditions would 
be to strengthen the Milwaukee-both as to revenue potential and 
competitive posture. Milwaukee would receive all of the benefits 
that it has requested, including access to Billings, and North 
Western would also receive all the major benefits requested. 
Applicants have also accepted a condition which would require 
NuCo to ''improve and expedite interchange of freight with the 
Milwaukee at the Twin Cities." 

As modified by the conditions which we impose hereinafter, most 
of which were the subject of agreements between applicants and 
the railroad interveners, the proposed unification presents an 
entirely new perspective for intramodal competition in the effi
cient and economical movement of transcontinental, western. and 
Pacific Coast traffic. That perspective portends for a stronger 
capability in those railroads individually and collectively topros
per and to effect numerous economies and efficiencies from which· 
the public will benefit. 

Western Pacific occupies a position which is similar in some 
respects to that of the Milwaukee. Its principal interest herein 
stems from its competitive position, vis-a-vis Southern Pacific, 
in connection with traffic moving between California and points 
in the Northwest (including traffic moving through California), 
which is interlined with the Northern Lines. Most of Northern 
Pacific's California traffic is interchanged with SP at Portland, 
and much of Great Northern's is interchanged with WP at Bieber. 
Some of the latter traffic is interchanged at Portland and Chemult 
with SP, but this interchange is limited by the fact that GN is 
shorthauled thereby. Under a stipulation with SP, Nu Co would not 
insist upon its long haul via Bieber on southbound traffic, but 
would, in effect, compromise by replacing Portland and Chemult 
with Klamath Falls (located some 70 miles south of Chemult, to 
and from which GN operates over SP's tracks); on northbound 
traffic SP would endeavor to keep its long haul to Portland, but, 
in any event would carry the traffic at least as far as Klamath 
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Falls. In these circumstances, WP, which obtains 20 percent of 
its total freig~t revenues from Bieber gateway traffic, and which 
originally contemplated reliance solely on the standard routing 
conditions, entered into its own stipulation with applicants so that 
it might retain its Bieber traffic rather than lose it to the new 
Klamath Falls gateway. In this way, WP would maintain for itself, 
for its connections, and for its patrons an equality of competitive 
circumstances. Santa Fe, which participates in this traffic, has 
also entered into a stipulation with applicants. 

In our opinion, those aspects of the agreements between appli
cants and the various railroad interveners, which are basically 
the standard routing conditions tailored to the specific situations 
involved, represent the voluntary action of free parties, each 
looking to its reasonable interests and those of its patrons and 
markets. 

In our opinion, these stipulations are indeed in the public 
interest and should be approved. The combination of the equali
zation of opportunities through the Bieber and Klamath Falls (or 
Chemult or Portland) gateways and the Milwaukee's Portland and 
Sumas-route (trackage rights) conditions, should aid the establish
ment of genuine rail competition on the Pacific Coast, to the great 
benefit of the shipping and consuming public. Only UP opposes 
Milwaukee's entry to Portland, basing its opposition on the forced 
sharing of the fruits of its investment in the Portland area. Out
side of the stipulation, of course, we have no direct jurisdiction 
over UP in these proceedings; however, in the light of the agree
ments between applicants and the intervening railroads, upon 
Milwaukee's entry into Portland over NuCo's tracks other provi
sions of the law will apply to UP-Milwaukee relations there as 
connecting carriers. 

UP estimates that its potential annual loss of revenue through 
diversion to the Milwaukee as a result of the latter's Portland 
entry would be $1. 1 million. That is less than one-fourth of 1 
percent of UP's system railway operating revenue. Diversion of 
that proportion would not significantly affect UP's ability to pro
vide adequate service in its territory. However, we believe UP 
will be able to retain much of the vulnerable traffic. In this regard 
we have considered not only the strength and vigor of UP and the 
growth potential of the area, but also the fact that the addition of 
the Milwaukee as a competitor at Portland would be somewhat 
offset by the elimination of Northern Pacific and Great Northern 
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as separate competitors. Certainly the slight loss of traffic that 
UP might sustain would neither have a deleterious effect on 
service to the public nor outweigh the many substantial public 
interest considerations which favor the Milwaukee's direct access 
to Portland. This Commission is not under a mandate to protect 
against all diversions in this kind of transaction; we are con
cerned with diversion only as it bears on the public interest. 

Upon opening of the 11 gateways west of Twin Cities the Mil
waukee would be in a position to close Twin Cities, which would . 
particularly affect Soo. Our findings herein are conditioned to 
prevent this contingency. 

We believe that the overall effect of the conditions imposed 
here will portend for a strong degree of intramodal rail compe
tition in the affected territory, promote the effective development 
of improved transportation services to the shipping and receiving 
public, and comport generally with the purposes and objectives 
of the national transportation policy as declared in the act. 

The "terms ***conditions and ***modifications" we find to 
be just and reasonable in connection with, and to which we make 
subject, our ultimate finding that the proposed mergers and lease 
are within the scope of section 5(2)(a) and will be consistent with 
the public interest are set forth in appendix L. 

OTHER ISSUES 

Certain additional matters merit attention. One is the issue of 
economic effect or impact of the unification on various communi
ties in which, under the plan of operation of NuCo, there would 
be loss of job opportunities or tax revenues due to elimination or 
transfer of railroad facilities and services, and rerouting of traffic 
over the shortest or most economical routes of the combined 
railroad in lieu of the presentroutesoverthe separate applicants' 
lines. The impact upon employees and upon other railroads in the 
territory has already been discussed. The impact upon the com
munities themselves forms the basis for muchofthe opposition to 
the unification by such States as Minnesota and Washington, by 
such communities as Auburn, Sumner and Minneapolis, and by 
interests in such communities as Livingston, Spokane and Seattle. 
These economic disturbances affecting local governments and 
populations would be primarily in the nature of temporary dis
locations. In many instances, the adverse effects would be off-

331 .I.C.C. 



UPRRIG-000477

284 INTERSTATE COMMERCE COMMISSION REPORTS 

set by positive benefits. The greatest impact, it appears, would 
result from the elimination in great part of the now substantial 
interchange at the Twin Cities between the Northern Lines and the 
Burlington, due to the single-line service which NuCo would offer 
between Chicago and the Pacific Northwest. The adverse effect 
would be magnified, it is alleged, by the opening to the Milwaukee 
of additional western gateways which would, in turn, eliminate 
additional interchange at the Twin Cities. 

As indicated in our discussion of statutory criteria, the primary 
concern of this Commission herein is the development of an ef
ficient and economical transportation system. Our particular 
area of responsibility is found in the Interstate Commerce Act, 
and while our consideration necessarily extends to other matters 
affecting the well-being of the several States and communities, 
we must look to the act for the standards governing unifications 
of this nature. The record does not show, moreover, that the 
transportation requirements or the well-being of these areas and 
communities would best be served by denial of these applications. 
To the contrary, the evidence does not indicate any long-range, 
serious adverse effect on them. In our view, these mergers, 
suitably conditioned, augur an era of increased railroad strength, 
both in intermodal and intramodal competitive aspects in the long 
run resulting in a benefit to, and not a burden on, communities in 
the northern tier States. 

Much stress was placed during the earlier stages of these pro
ceedings on the effect of the unification on motor carrier rights 
and operations now controlled by the individual applicants. Motor 
carrier rights held by GN and Burlington involve operations in 
unrelated and unconnected areas, and are restricted mostly to 
services which are auxiliary to or supplemental of rail service. 
Similarly, the routes of the motor carrier subsidiaries of GN, NP 
and Burlington traverse, for the most part, entirely different and 
unconnected geographic areas. It is thus clear that following the 
unification of applicants each subsidiary motor carrier would con
tinue to operate its own eqUipment under its own authority and 
over its own routes, and that the proposed transactions would 
create no new motor carrier network. The only change would be 
in the ownership, NuCo in lieu of the individual applicants, and no 
adverse effect would be had on competing motor carriers. 

We note that, in the interest of corporate simplification and to 
facilitate administration and regulation, the recommendation was 
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made by the examiner that, after consummation of the transactions 
hereinafter approved, early consideration be given by NuCo, sub
ject to the Commission's prior approval, to consolidation of all 
of the motor carrier operations into a single corporate entity, and 
to consolidation into similar corporate entities the different 
groups of subsidiary service companies control of which NuCo will 
acquire through the transactions. We concur with and adopt these 
recommendations, and the recommendation, similarly-made, that 
early consideration be given as well by NuCo to a finalization of 
the status of SP&S and other affiliated railroads by merger into 
the NuCo system. 

One :ffoal comment is in order. Prior to the further hearings, 
no substantial objection was raised to the inclusion of the 
Burlington in the proposed merger. Such objection is now raised 
by Rio Grande. As previously indicated, proffered evidence 
relating to the alleged effect on Rio Grande of inclusion of the 
Burlington was rejected. However, on brief and at oral argument, 
it was made clear that Rio Grande's objections are based on the 
position taken by it that inclusion of the Burlington in the merger 
is not necessary to achieve the savings estimated from unification, 
that the Burlington is capable of being operated as a separate and 
independent carrier, that the maintenance of a separate and 
independent Burlington is necessary to carriers participating in 
the movement of traffic over the central transcontinental corridor, 
and that inclusion in the merger of the Burlington would result in 
substantial damage to Rio Grande. 

Although Rio Grande made no timely offer of evidence on this 
issue during the earlier hearings, such evidence was introduced 
by others and the issue was considered by the examiner. The 
testimony of Wyer, for example, was to the effect that the great 
bulk of the estimated savings from unification are not possible 
without inclusion of the Burlington, and that, operationally, the 
Burlington, providing access to the great cities of the Midwest, 
is absolutely essential to the proposed system. There i's no 
probative evidence on the other hand, of damage resulting there
from to Rio Grande or any other railroad. The examiner concluded 
for these reasons and others set forth in his recommended 
report, that inclusion of the Burlington is necessary to the merger. 
We reach the same conclusion, not only for the reason that the 
Burlington, in our opinion, is necessary to the proposed system 
if it is to fully achieve the results for which it is being created, 

. but also in order that the many shippers and receivers served by 
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the Burlington may participate in the public benefits flowing from 
the unification. 

On September 1, 1967, after the close of the further hearing, 
Rio Grande filed a petition seeking a hearing for the purpose of 
presenting evidence on the overall effects and cross effects of: 
( 1) the proposed merger of the applicant carriers herein, (2) of 
the consolidation proposals in Finance Docket No. 22688, et al., 
Chicago & Northwestern Railway Company-Control-Chicago, 
Rock Island & Pacific Railroad Company, the Rock Island case, 
and (3) the consolidations proposed in Finance Docket No. 24182, 
et al., Chicago, Milwaukee & North Western Transportation 
Company-Consolidation-Chicago & Northwestern Railway Com
pany and Chicago, Milwaukee, St. Paul & Pacific Railroad Com
pany, the (CNW-Mil) proposal. The petitioner further seeks 
withholding of decisions in the above-mentioned cases until 
determination is made of the effects of these proposals. The 
applicants replied to the petition. 

The Rio Grande request places in sharp perspective the impor
tant question of what will be the effect of our decision here upon 
the general railroad structure in the West generally in the event 
that other pending western rail unifications should later also 
warrant our approval. While we will not follow the course of 
action proposed by Rio Grande, we will herein provide an effective 
procedure by which that impact can later be measured and 
appropriately dealt with. 

Although, as discussed earlier herein, this Commission is 
enjoined under the existing law to test each railroad merger 
application on its own record as advanced by its proponents, we 
are not restricted to a simple approval or denial of the specific 
proposal presented. This Commission has a broad and flexible 
power to relate the application to other pending proposals, to 
determine what modifications or conditions are necessary to 
protect the public interest, and to impose conditions necessitated 
by consummation of the transaction. As particularly relevant 
here, where a number of applications are presented in the same 
territory, the Commission is faced with various procedural 
alternatives: Should it move ahead with the processing of separate 
applications, should it consolidate them for handling at one time 
on a common record, or should it handle them on separate 
records deciding them concurrently in light of one another? A 
key consideration in weighing these alternatives is the question 
of how best to protect the public and competing rail carriers 
caught up in the merger movement who may not be materially 
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injured by consequences of one merger but who could sustain 
serious injury from the cumulative effect of a second or third 
merger in combination with the first. 

As to whether the Western railroad realignment should be 
handled on a consolidated record or on an ad hoc basis, we have 
consistently adhered to the latter approach. Our experience 
makes it clear that a consolidation of the records of these cases 
would have been unworkable. On the other hand, were we to 
process each case separately but withhold final decisions until 
the last proceeding would be ripe for decision, the carrier 
interests and the public interest would be caught in a treadmill of 
litigation. 

Consequently we have chosen to test each transaction and its 
probable impact from the standpoint of events reasonably forsee
able at the time of decision. Obviously, this procedure may 
present problems-namely: (1) the fact that some parties, though 
not seriously affected by any one transaction standing alone, 
could face adverse consequences from the cumulative effects of 
a second or third merger; or (2) subsequent approval of the 
second or third merger, could require adjustments which, in the 
first case, would have been imposed had the three proceedings 
been decided simultaneously. 

In this respect, Denver & Rio Grande in its pending petition has 
requested this Commission to institute a separate proceeding at 
this stage to test out the cumulative and cross-effects of the three 
basic Western unification proposals (those in the Rock Island, 
C&NW-Milwaukee, and Northern Lines proceedings) actively 
pending before this Commission. The objective would be not 
only to obtain conditions or adjustments which approval of all or 
some of these transactions may warrant, but also to pursue its 
arguments that none or only some of them be approved. Accepting 
Rio Grande' s premise would amount to a de facto consolidation of 
all proceedings without any apparent benefit to be derived by the 
public. Such a step would place a new and formidable impediment 
in the path of the entire merger movement in the West despite 
the public benefit to be derived from soundly conceived rail 
unifications. 

We recognize the possibility, however, that after later decisions 
are reached in other western railroad unification proceedings, 
some modification or adjustment may be necessary for the 
benefit of Rio Grande or others. The Commission therefore re
serves· jurisdiction for a period of 5 years following consummation 
of the transactions herein authorized to impose such just and 
reasonable conditions upon petition by any party in interest, or 
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on its own motion, after hearing, as may be necessitated by any 
cumulative or crossover problems stemming from approval of 
this merger and any other transaction authorized under section 5 
with respect to the territory involved. Baltimore & o. R. Co. v. 
United States, 386 U.S. 372, 387 (1967). This reservation of juris
diction, of course, contemplates only the imposition of such condi
tions as would not render these transactions inconsistent with the 
public interest. Solely by way of example, a condition subsequently 
imposed herein might include the requirement of a grant of 
trackage rights by the merged company to another railroad or 
railroads in the territory involved to alleviate any competitive 
impact caused by this transaction or the transactions which may 
be authorized under section 5 in the Rock Island or Milwaukee 
cases. The Commission shall also retain jurisdiction over these 
proceedings for a like period of 5 years for the purpose, among 

· others, of considering petitions, under section 5(2)(d) of the act, 
by any railroad in the territory involved requesting inclusion in 
the merger so authorized. Matters arising under these reserva
tions of jurisdiction will be handled expeditiously. Consummation 
of the transactions herein authorized shall constitute irrevocable 
assent by applicants to the Commission's reservation of power 
to impose, after hearing, such just and reasonable conditions 
as may be necessary or appropriate. (See condition 33). 

SUMMARY 

We have in this report viewed this proceeding not only in the 
light of the statutory criteria relative to this case, but also 
considered it within the larger context of the western rail merger 
picture. We cannot isolate our actions herein from these 
developments, but intend this decision to be a beginning step in the 
orderly resolution of what has become a highly involuted situation 
affecting many railroads throughout the territory. 

The result in the prior report was the product of a weighing of 
three factors: a lessening of competition as between GN and NP; 
an adverse effect upon employees; and the benefits to be derived 
by applicants and the shipping public. Specifically, the Commission 
put the question as follows: 

* * * we must decide whether the disadvantages of a substantial lessening of 
competition, coupled with the adverse effect on carrier employees, outweigh 
the advantages that would be derived by applicants and by the shipping public. 
328 1.c.c. at 522. 
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On reconsideration of these factors, based upon the entire 
record-including the material adduced at the limited further 
hearing-we now reach a different conclusion. The concern 
expressed in the prior report as to employee hardship has been 
relieved by the attrition conditions imposed and agreed to. The 
speculation that imposition of conditions for the benefit of 
Milwaukee and NW might actually preclude consummation has 
been set to rest by the agreements accepting those conditions. 
The preservation of competition between the Northern Lines in 
the four northern tier States, which was a dominant factor in the 
prior decision, we now view in a different perspective and do not 
see it as an invincible impediment to this merger. Like the many 
shippers who support the applicants and who do business in the 
said States, and like the numerous States, State and Federal 
agencies, communities and shipper groups which have dropped 
their opposition and now favor the merger, we see this transaction 
as a means for achieving, through appropriate conditions, over
riding benefits to the public through improved transportation. 
Broadening the focus of our appraisal to the area relevant to 
trancontinental traffic and other interterritory considerations, 
and reweighing the facts pertaining to the ever-increasing inter
modal competition, have made it apparent that this merger can 
lead to the creation of meaningful rail competition through 
strengthening the Milwaukee and the NW, as well as making the 
combined applicants a more proficient transport agency. Viewing 
the considerations anew, we conclude that the proposals, with 
requisite conditions, are entirely consistent with the public 
interest. 

ULTIMATE FINDINGS 

Any increase in total fixed charges or guaranty or assumption of 
payment of dividends or fixed charges resulting from the unifica
tion will not be inconsistent with the public interest. Provision 
has been made for the protection of the traffic of other carriers 
and no other railroad has requested to be included in the unifi
cation. Conditions have been imposed for the protection of railway 
employees who may be adversely affected and adequate trans
portation service to the public will be assured by the unification. 
As conditioned herein, the various transactions under considera
tion meet the requirements prescribed by sections 5(2) and 20a and 
b of the act, and conform generally with the purposes and objectives 
of the national transportation policy declared by Congress. We 
are convinced the_ transacti_ons should be approved. 
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Any contentions and arguments not specifically discussed herein 
have been considered and found without material significance. 

On reconsideration we find (1) in Finance Docket No. 21478 
that, subject to the terms and conditions set forth in appendix L 
herein found just and reasonable (a) merger of the properties 
and franchises, including motor carrier operating rights, of 
Great Northern Railway Company, Northern Pacific Railway 
Company, Pacific Coast R. R. Co., and Chicago, Burlington & 
Quincy Railroad Company, into the Great Northern Pacific & 
Burlington Lines, Inc., for ownership, management and operation; 
(b) acquisition by Great Northern Pacific & Burlington Lines, 
Inc., of sole or joint control of carriers (including motor carriers) 
subsidiary to or affiliated with the merged carriers, through 
stock ownership or otherwise, and of all leasehold, trackage and 
joint use and joint ownership rights in any railroad line or lines 
and terminals incident thereto possessed by the merging com
panies; (c) lease by Great Northern Pacific & Burlington Lines, 
Inc., of the lines of railroad and other properties owned, used, 
or operated by Spokane, Portland and Seattle Railway Company, 
for a period of 10 years and through the terms of said lease 
acquisition by the Great Northern Pacific and Burlington Lines, 
Inc., of sole or joint control of carriers subsidiary to or affiliated 
with the lessor and of all leasehold trackage, joint use and/or 
joint ownership rights in any railroad line or lines and terminals 
incident thereto held by lessor, are transactions within the scope 
of section 5(2) of the Interstate Commerce Act, will be consistent 
with the public interest, will enable the Great Northern Pacific 
and Burlington Lines, Inc., as in the case of its predecessors in 
interest, to use service by motor vehicle to public advantage in 
its rail operations, and will not unduly restrain competition: 
(2) in Finance Docket No. 21479, that (a)the proposed issuance by 
Chicago, Burlington & Quincy Railroad-Company of not exceeding 
$70 million principal amount of its first and refunding4-percent 
bonds, due August 1, 2010, (b) issuance by the Great Northern 
Pacific and Burlington Lines, Inc., not exceeding 17. 5 million 
shares of common capital stock, without par value and of not 
exceeding 3,102,333 shares of preferred stock, par value $10 
each, and not exceeding $71,500,000 principal amount Series A 
Consolidated Mortgage 4-percent bonds, due October 1, 1984; (c) 
assumption by the Great Northern Pacific & Burlington Lines, 
Inc., of the obligations and liabilities of the Great Northern Rail-
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way Company, Northern Pacific Railway Company, Pacific Coast 
R. R. Co. and the Chicago, Burlington & Quincy Railroad Company 
and companies subsidiary to or affiliated with them, including 
obligations contingently guaranteed solely by them or jointly with 
other guarantors, and, during the term of the lease of the Spokane, 
Portland and Seattle Railway Company, the obligations and 
liabilities of the lessor and companies subsidiary to or affiliated 
with said lessor, including obligations contingently guaranteed 
solely by the lessor or jointly with others; and (d) the pledge by 
Great Northern Pacific & Burlington Lines, Inc., of $71,500,000 
principal amount of its Series A, Consolidated Mortgage4-percent 
Bonds; due October 1, 1984, as collateral security under Northern 
Pacific Collateral Trust Indenture; and the modification by the 
Great Northern Pacific & Burlington Line, Inc., of the status of 
the Northern Pacific Railway Collateral Trust Bonds through a 
supplemental indenture, all for the purposes set forth herein in 
connection with the transactions authorized in Finance Docket 
No. 21478, (a) are for lawful objects within the applicants' cor
porate purposes, and compatible with the public interest, are 
necessary and appropriate for and consistent with the performance 
of service to the public as common carriers and will not impair 
their ability to perform that service, and (b) are reasonably 
necessary and appropriate for such purpose, and should be 
authorized herein: and the modification andalterationofthe status 
of Northern Pacific Collateral Trust Bonds through a supplemental 
indenture thereto providing for assumption of Northern Pacific 
Railway Company's obligations under the Northern Pacific Col
lateral Trust Indenture, proposed substitution of collateral for the 
elimination of certain provisions of the Collateral Trust Indenture 
relating to substitution of collateral, and for grant of a right to 
the holders of the Collateral Trust Bonds to direct the manner of 
voting the pledged Series A Consolidated Mortgage bonds, is just 
and reasonable, and (a) within the scope of paragraph 1 of section 
20b of the Interstate Commerce Act, (b) will be in the public 
interest, (c) will be in the best interest of applicants, of each class 
of stockholders and of holders of each class of obligations affected 
by such modification or alteration, and (d) will not be adverse to 
the interest of any creditor of applicants not affected by such 
modification or alteration: (3) in Finance Docket No. 21480, that 
the present and future public convenience and necessity (a) 
require construction and · operation by Great Northern Pacific 
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& Burlington Lines, Inc., of connecting lines of railroad in 
Douglas County, Wis., Pine, Stearns, Wadena, Wilkin, Clay, and 
Polk Counties, Minn., Cass and Grand Forks Counties, N. Oak., 
Lewis and Clark County, Mont., Bonner County, Idaho, Spokane; 
Whitman and King Counties, Wash., and Multnomah County, Oreg., 
as set forth in appendix J hereto and; (b) permit abandonment by 
Great Northern Pacific & Burlington Lines, Inc., of portions of 
the lines of railroad of Great Northern Railway Company in Clay 
County, Minn., and Lewis and Clark County, Mont., and Spokane 
County, Wash.; and of portions of the lines of railroad of Northern 
Pacific Railway Company in Wilkin County, Minn., and Spokane 
County, Wash.; and (c) by Spokane, Portland and Seattle Railway 
Company, as lessor, in Spokane County, Wash., as set forth in 
appendix K hereto. 

An appropriate order will be entered. 

VICE CHAIRMAN TIERNEY, dissenting: 
In permitting consummation of this merger, the Commission has 

tossed away a golden opportunity to exercise meaningful control 
over the pending western merger proceedings.I The majority's 
action, if left unchecked by the courts, will restrict our alternatives 
in the pending proceedings-perhaps, confine us to a "Hobson's 
choice." 

In my judgment, the decision reached herein should be 
"tentative" until we decide the other major western railroad 
merger proceedings, at the very least, the C&NW-Milwaukee 
proceeding. This, along with the utilization of conditions prece
dent, hereinafter discussed, would give us effective continuing 
control over these western rail mergers. 

I recognize that this innovative procedural device precludes 
immediate consummation of the involved merger, thus postponing 
realization of some benefits to be achieved through consolidation 
rather than cooperation. However, the entering of a final order 
may force some parties, whose interests could well be satisfied 
in either the C&NW-Milwaukee or the Rock Island proceedings, to 
perhaps needlessly challenge this order, thus also delaying con
summation of this merger. 

In addition to . the time, effort, and money which the use of a 
"tentative" decision would s.ave for all parties and the Commis-

1Finance Docket No. 24182, et al., Chicago, Milwaukee and North Western 
Transportation Company-Consolidation-Chicago & North Western Railway Com· 
pany and Chicago, Milwaukee, St. Paul & Pacific Railroad Company (C&NW
Milwaukee); and Finance Docket No. 22688, et al., Chicago & North Western 
Railway Company-Control-Chicago, Rock Island & Pacific Railroad Com
pany (Rock Island), 
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sion, such an approach (1) would enable us to view the general 
railroad restructuring in the West in a sharper and more realistic 
perspective; (2) would inform all parties of our views with each 
"tentative" decision in the western realignment; (3) would allow 
us, after separate or consolidated proceedings-if such proceedings 
were necessary-to provide appropriate relief from the adverse 
cumulative and cross effects of a second or third merger in 
combination with the first-before the initial merger is firmly 
cemented; and (4) could be used to insure that effective rail 
competition remained in the northern and central corridors after 
consummation of any merger. Lastly, if and when our final orders 
are challenged, the courts would gain a total, as opposed to a 
fragmented, picture of our considerations in the western railroad 
mergers. Under the majority's approach, the courts and the 
parties are left to speculation. As the Supreme Court has 
emphasized repeatedly "We must know what a decision means 
before the duty becomes ours to say whether it is right or 
wrong." United States v. Chicago, M., St. P. & P.R. Co., 294 U.S. 
499, 511. 

At the present, we have only a partial picture of the eventual 
western railroad structure. In my judgment, until the total plan 
is before us it is impossible to reach a final decision in the public 
interest. Under section 5(2)(c) of the act, we are required to 
consider, among other things, "the effect upon the public interest 
of the inclusion, or failure to include, other railroads in the 
territory involved in the proposed transaction." The majority, in 
attaching the conditions subsequent, recognizes our lack of knowl
edge of what adverse cumulative and cross effects the approval of 
the second and third mergers in combination with this merger might 
have upon the public interest and upon other rail carriers within 
the involved territory. Geographically, this territory stretches 
from the Pacific Ocean to the Great Lakes. Because of such a 
vast expanse of territory the term, "*"' *other railroads in the 
territory involved "'"' *,'' in sections 5(2)(c) and (d) takes on 
added significance. In McLean Trucking Co. v. United States, 321 
U. S. 6 7, 87, the Supreme Court stated that we have the duty "to 
consider the effect of the merger on competitors and on the general 
competitive situation in the industry in light of the objectives of 
the national transportation policy.'' Those required statutory 
findings cannot be made with finality until the other merger 
proceedings are before us. 
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By the broad reservation of jurisdiction, the majority recognizes 
the close interrelationship between this proceeding and the other 
pending western merger cases. Postponing action in that fashion, 
however, entails an unnecessary risk of having the courts either 
(1) remand this proceeding for consideration in conjunction with 
the other merger proceedings or (2) affirm our order, but strike 
down some of the conditions imposed after consummation of the 
merger.2 At this stage of the western rail merger proceedings, 
we do not know the identity of the parties who may be adversely 
affected or the precise relief required to make the transaction 
consistent with the public interest. Moreover, we have no 
assurance at this time that we can draft conditions subsequent in 
the public interest which also will be equitable and acceptable to 
all parties concerned. Experience indicates that when consum
mation is permitted, there is little likelihood of enthusiastic 
acceptance of later imposed conditions. Furthermore, should a 
court, pursuant to applicants' urgings, strike down any condition 
subsequent as being inequitable or otherwise unacceptable, the 
merger stands-albeit stripped of the objectionable condition. 

Past mergercases demonstrate that conditions required as a 
prerequisite to consummation are excellent administrative tools. 
In Norfolk & w. Ry. Co. and New York, c. & St. L. R. Co. Merger, 
324 I.c.c. 1, we made the divestiture by the Pennsylvania Railroad 
of its holdings in Norfolk and Western Railway a condition of our 
approval. In Pennsylvania R. Co.-Merger-New York Central R. 
co., 327 I.C.C. 475, the Pennsylvania Railroad readily agreed to 
sell the Lehigh Valley to the Chesapeake and Ohio-Baltimore & 
Ohio Railroads, following a recommendation of the hearing 
examiners that such a sale should be required if it were later 
found to be in the public interest in order to assure New York 
City an additional competitive line. Further, Penn-Central 
acceded to taking over the passenger as well as the freight 
business of the New Haven Railroad. Contrast such uncontested 
acceptance with one example of a condition subsequent whereby 
the Norfolk and Western Railway was allowed to consummate 
its merger with the Nickel Plate several years ago, but it is still 
contesting the inclusion of the Erie Lackawanna Railroad, 
Delaware and Hudson Railroad, and the Boston and Maine Corpora
tion into its system. 

2Hereinafter, this type of condition will be referred to as a condition sub• 
sequent as distinguished from the condition precedent, or sometimes called a 
condition prerequisite, a condition which is specified· by us·, accepted by.the 
pertinent parties, and complied with-prior to the consummation of the merger. 
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If, however, we issue only "tentative" decisions before any 
merger is consummated, we can determine which parties may be 
adversely affected by the cumulative or cross-problems stemming 
from the combination of mergers and we can readily devise 
appropriate relief which might otherwise be litigated for years. 
Then, if some of the conditions precedent are unsatisfactory or 
even highly objectionable to applicants, they cannot consummate 
the merger and disavow the conditions. In such a situation the 
applicants, if they desire to consummate the conditioned merger, 
would undoubtedly hasten to advise us how, in their opinion, the 
same conditions could be equitably imposed, or the same ends 
accomplished-consistent with the public interest. This also 
would have the benefit of giving applicants a clear picture of what 
conditions are to be imposed on them rather than risking con
summating the merger with no idea of what may additionally be 
imposed on them in the future. 

I do not disagree that we have power to add on conditions after 
a merger has been consummated, given appropriate circumstances. 
My point is that it is easier for the agency and fairer to applicants 
and others to impose the conditions at the beginning. The other 
alternative would be for them to refrain from judicially challenging 
such conditions precedent. We have already witnessed a demon
stration by applicants of their willingness to accept conditions 
which initially were thought by them to be inequitable and in
appropriate-i.e., the Milwaukee and North Western conditions. 

Because of our limited funds and the shortage of personnel 
experienced in the merger field, this Commission should utilize 
every possible administrative device which enlists or insures the 
maximum constructive cooperation on the part of all western rail 
carriers, especially from the applicants to be merged, rather than 
adopting procedures which places a premium on applicants' 
judicially contesting conditions which may be specified and imposed 
long after the merger has been consummated. 

Although individual final reports were issued in each of the three 
northeastern rail consolidation proceedings, we were presented 
there with problems involving some financially weak rail carriers 
and other problems of a pressing nature. In the western merger 
picture, however, since there are none of those pressing problems, 
nor any policy, Commission or otherwise, demanding individual 
final reports seriatim, we should correlate these proceedings, 
thus insuring that all factors have been adequately considered and 
that the restructuring of the western railroads is in furtherance of 
the national transportation policy. 
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Section 17(3) of the act authorizes us to conduct our ,.proceed
ings under any provision of law in such manner as will best 
conduce to the proper dispatch of business and to the ends of 
justice." We have often recognized that we have the power, in 
appropriate circumstances, either to consolidate proceedings in 
which the issues are similar or closely related, or to postpone a 
particular decision when so required by the public interest. Like
wise, we can coordinate separate proceedings when necessary to 
secure the best possible results. I am not advocating a morato
rium on mergers; nor am I here insisting on a consolidation of all 
pending western merger proceedings. I would merely withhold 
entry of the statutory findings and the final order, labeling the 
decision "tentative." In my judgment, following this approach 
would place us in a better position to carry out our statutory 
functions. The other railroads in the involved territory would be 
more assured of proper protection-perhaps, better protection 
also. Certainly, the cooperation of all of the western rail appli
cants in the final disposition of these proceedings would be greatly 
enhanced. 

Turning now to the merits of the case, I am concerned with the 
effectiveness of the competition remaining in the northern corridor. 
Presently we have two large and relatively strong rail carriers 
and one relatively weak carrier in this corridor; and now with the 
majority's action there will be one very large and financially 
strong rail system and one relatively weak carrier. The Mil
waukee conditions will inject much needed vitality into that 
carrier; but on the evidence before us, I am unable to conclude 
that this railroad, absent further strengthening, will be a viable 
competitor of the merged applicants. 

Our attention has been called to the fact that this competitive 
deficiency is being emphasized by the Milwaukee officials in the 
C&NW-Milwaukee proceeding and that the Milwaukee conditions 
imposed here are being described therein as a "wash.'' The 
majority considers this a "collateral" attack and as being 
"unpersuasive," "too broad," and "not clearly established by 
the whole of the testimony.'' I cannot agree. That record is not 
before us. In fact~ the hearings are still being conducted. 

In the past, evidence of competitive impact has been withheld 
only to appear in a later proceeding in the form of evidence that 
the railroad adversely affected by the first merger must be 
permitted to merge with another railroad in order to protect 
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itself. In my judgment, we have the duty to examine that evidence 
in support of the second merger before disposing with finality .the 
first merger proposal, especially when it is obvious that the 
various aspects of the two proposals are interrelated. 

It is not my intent to deprecate the value of the Milwaukee 
conditions to the Milwaukee, for it is apparent that without these 
conditions the Milwaukee would not be an effective transcontinental 
competitor. This would be true even if its application in the 
C&NW-Milwaukee proceeding is successful. At the same time, 
however, exaggerated importance should not be attached to such 
conditions. In my view, the merged applicants, with their huge 
combined capital investments and superior solicitation forces, 
among other things, can undoubtedly minimize the competitive 
impact of the Milwaukee conditions. 

In summary, the point of my departure with the majority on the 
merits of these proceedings centers on their conclusion that the 
Milwaukee will be an effective competitor in the northern 
corridor. On the basis of the partial picture presently before us, 
in my judgment, a decision on that issue cannot be reached. Only 
after the evidence in the C&NW-Milwaukee proceeding is properly 
before us will we be able to make that determination. Only in the 
foregoing manner can the necessary direction and control of these 
proceedings be retained by the agency statutorily charged with 
the responsibility for rail mergers. 

COMMISSIONER BROWN' dissenting: 
I do not agree with the majority that the proposed transactions 

are shown to be consistent with the public interest. Reconsidering 
the matter at this time, after a rather limited further hearing, I 
am still not convinced that this merger should be approved. 
Applicants admittedly have entered into job protective agreements 
with various labor representatives which will adequately protect 
the interests of the railroad employees affected. Aside from this 
factor, which does not constitute grounds for approval of this 
unification, it is my opinion that the evidence has not changed 
materially from that previously considered. 

While applicants updated their estimated savings from the 
proposed consolidation at the further hearing, they made no 
thorough studies in several of the areas where they anticipated 
realizing a large part of their estimated savings. In the absence 
of such studies, it is my ·opinion that applicants have failed to 
prove their case in this respect and, accordingly, I still believe 
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that the estimated savings will be more in the neighborhood of that
shown in the prior report and much less than that relied upon by 
the majority herein. 

The other salient factor to be reconsidered is the fact that 
applicants have now agreed to open up a number of gateways to 
the Milwaukee and North Western and it is apparent that this was 
done to. get these carriers to withdraw their objections to this 
merger. Similar situations occurred in other merger cases and, 
needless to say, it was necessary for this Commission to go 
beyond such agreements in order to properly decide those cases, 
as we are clearly required to do under the statutory criteria 
enunciated by Congress. On the basis of the record herein, I 
do not believe that these agreements will make the present 
Milwaukee an effective competitor of the merged Northern Lines. 
Therefore, if these transactions are approved, we will have a 
single railroad composed of the Great Northern, Northern Pacific, 
and Burlington, which are large, strong, and prosperous railroads, 
on the one hand, competing against the much weaker Milwaukee on 
the other. The opening of the gateways, and other conditions 
agreed to by these applicants, will not change the fact that there 
will still be a drastic lessening of competition, due primarily 
to the fact that the Northern Lines constitute either the majority 
or the only lines serving many of the points. I, therefore, do not 
believe that applicants have met their burden of showing that this . 
merger will be in the public interest. 

In approving the proposed transactions, the majority relies on 
reserving jurisdiction for a period of 5 years in two respects (1) 

for imposing such just and reasonable conditions as may be 
found necessary because of problems stemming from approval of 
this merger or any other merger, such as the Rock Island and 
Milwaukee cases, and (2) for the purpose of considering petitions 
by any railroad seeking inclusion in the merger authorized herein. 
It would appear to me that an approval of this type leaves more 
work to be done than has been accomplished thus far. In addition, 
even though the Rio Grande has taken the position that it will be 
affected by the . inclusion of the Burlington and that there is no 
pressing need to include that railroad at this time, the above 
conditions apparently are designed to take care of this problem 
some time subsequent to the approval of this merger. Viewing 
this matter from another angle, it appears to me that the roof of 
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the building has been completed and that the foundation and side 
walls will now have to be constructed. 

COMMISSIONER HARDIN did not participate. 

APPENDIX A 

THE MAJOR PROPOSALS 

The Northern Lines merger.-Pursuant to the terms of an agreement of 
merger dated January 26, 1961, between New Company and its directors, 
Great Northern and a majority of its directors, Northern Pacific and a 
majority of its directors, and Pacific Coast and a majority of its directors, 
and as approved by appropriate resolutions adopted by the boards of di
rectors of New Company, Great Northern, and Northern Pacific on January 
26, 1961, and by the board of directors of Pacific Coast on February 6, 1961, 
and by appropriate resolutions adopted by stockholders at meetings held by 
them, by affirmative vote of 73.81 percent (4,422,600 shares) of the outstand
ing shares of capital stock (6.64 percent, or 397,949 shares, voting against 
the proposals) of Northern Pacific on April 27, 1961, by affirmative vote of 
81,03 percent (4,929,931 shares) of the outstanding shares of capital stock 
(0.17 percent or 10,491 shares, voting against the proposals) of Great Northern 
on May 11, 1961, by affirmative vote of 100 percent of the outstanding shares 
of capital stock of New Company on May 11, 1961, Great Northern, Northern 
Pacific, and Pacific Coast would be merged into New Company.*** 

New Company would continue after the Northern Lines merger is effected 
as the surviving company, a Delaware corporation, exclusively. Its authorized 
capital stock would, on the Northern Lines merger date, be reclassified and 
increased from 200 shares without par value to 3,102,333 shares of preferred 
stock, par value $10 each, and 17,500,000 shares of common stock, no par 
value, and the outstanding shares of capital stock of Great Northern and 
Northern Pacific would be converted under the Northern Lines merger into 
capital stock of the New Company, as follows: (a) each share of capital stock 
of Great Northern outstanding in the hands of the public immediately prior to 
the Northern Lines merger date would be converted into one share of common 
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stock and one-half share of preferred stock of the New Company, and (b) each 
share of capital stock of Northern Pacific outstanding in the hands of the 
public immediately prior to the Northern Lines merger date would be con
verted into one share of common stock of the New Company.*** 

* * * * * * * 

The. Northern Lines merger agreement further provides that upon the ef
fective date of the Northern Lines merger, New Company would become pos
sessed of all the rights, privileges, powers, and franchises (except any 
franchise to be a corporation of any State other than the State of Delaware), 
would be subject to all the restrictions, disabilities and duties of the con
stituent corporations, and all and singular, the rights, privileges, powers and 
franchises of each of them, and all properties and all debts due any of them 
would be vested in the New Company and would be thereafter as effectually 
the property of New Company as such were formerly the property of any of 
the constituent corporations and without further act or deed New Company 
would succeed to title to the real estate interests of each company, would be 
responsible and liable for all the debts, liabilities and duties of the con
stituent corporations and would be substituted in their stead as the party of 
interest in any existing claims or actions by or against either of the constituent 
corporations, assume all obligations and liabilities of Great Northern and 
Northern Pacific in respect of securities outstanding; and rights of creditors 
and all liens upon properties of any of constituent corporations would be 
preserved unimpaired and all debts and liabilities of constituent corporations 
would attach to New Company and may be enforced against it to the same 
extent as if incurred by it. New Company would assume all contracts, mort
gages, deeds of trust and indentures made by Northern Pacific, Great Northern, 
or Pacific Coast or their predecessors and other supplements and amendments 
thereto and all bonds and other obligations secured thereby, 

The Northern Lines merger agreementfurtherprovidesthatneither Northern 
Pacific nor Great Northern, without the consent of the other, shall, prior to 
merger date of the termination oftheagreement(a) declare dividends in excess 
of $2.60 per share per annum in the case of Northern Pacific, and $3 per share 
per annum in the case of Great Northern, or declare any stock dividend or make 
any other distribution on its capital stock, or make any purchase thereof at a 
price in excess of the then current market price; (b) issue or sell any shares 
of its authorized but unissued capital stock (except that Northern Pacific may 
issue shares to satisfy restricted stock options outstanding as of July 151 

1960) or any security convertible into capital stock, or issue or grant any 
option or warrant to purchase capital stock except those issued or granted pur
suant to its restricted stock option plan in effect on January 26, 1961, each to 
have at Northern Lines merger date in its treasury shares of its own stock at 
least equal in number to the number of shares then optioned under its plan, 
except in the case of Northern Pacific, shares optioned on or before July 151 

1960; or (c) sell any of its treasury stock except to satisfy restricted stock 
options. 

The Northern Lines merger agreement further provides that New Company 
will take such action as may be appropriate so that after the Northern Lines 
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merger date (a) holders of option agreements entered into pursuant to the 
Northern Pacific restricted stock option plan shall be entitled to purchase 
one share of New Company common stock for each share of Northern Pacific 
stock subject to such option agreements, for the same price and upon the 
same terms and conditions stated in such option agreements, and (b) holders 
of warrants issued pursuant to Great Northern restricted stock option plan 
shall be entitled to purchase one share of New Company common stock and 
one-half share of New Company preferred stock (or such other number of 
shares of such common stock or preferred stock or both or on such terms 
as shall be required to avoid modification of the options within the meaning 
of the Internal Revenue Code) for each share of Great Northern stock subject 
to such warrants, for the same aggregate price and upon the same terms and 
conditions (subject to appropriate provision with respect to fractional shares 
and except as such terms and conditions may be altered avoid modification of 
the options as aforesaid) stated in such warrants. It further provides that 
following the Northern Lines merger date no options would be granted under 
the Northern Pacific restricted stock option plan or the Great Northern stock 
option plan. 

* * * * * * * 

Pursuant to resolution adopted at a meeting of holders of more than two-thirds 
of the principal amount of bonds outstanding under Northern Pacific collateral 
trust indenture, dated October 1, 1954, held Apri120, 1961, there was approved 
an amendment of the indenture to be effected by a supplemental indenture per
mitting the substitution of New Company's consolidated mortgage 4-percent 
bonds, series A, due 1984, for Northern Pacific refunding and improvement 
mortgage bonds, series E, due July 1, 2047, as collateral security thereunder, 
and the elimination of certain sections of the collateral trust indenture, 

The Northern Lines merger agreement ls in conventional form to effect a 
statutory merger under Delaware law. In the statutory merger, the surviving 
company, here New Company, a party to the agreement and an applicant, or
ganized in Delaware to become the surviving corporation in the unification, 
now a subsidiary of Great Northern and Northern Pacific would remain so until 
the Northern Lines merger ls effected, whereupon it would by operation of law 
become the corporate successor of Great Northern, Northern Pacific and 
Pacific Coast, which would cease to exist as separate corporations, would issue 
its stock for the assets, properties and franchises of the companies being 
liquidated and assume all of their obligations.* * * 

The Btfl'lington merger.-Pursuant to the terms of another agreement of 
merger also dated January 26, 1961, entered into between New Company and 
its directors and Burlington and a majority of its directors, as approved by 
appropriate resolutions of their respective boards of directors on January 
26, 1961, and as approved by appropriate resolutions adopted by stockholders 
at meetings held by them, by affirmative vote of 100 percent of the outstanding 
shares of capital stock of New Company on May 11, 1961, and by affirmative 
vote of 99.5 percent (1,700,463 shares) of the outstanding shares of capital 
stock (0.02 percent or 310 shares voting against the proposal) of Burlington on 
May 3, 1961, Burlington would be merged into New Company.*** 

331 1.c.c. 



UPRRIG-000495

302 INTERSTATE COMMERCE COMMISSION REPORTS 

New Company would continue after the merger as the surviving company, a 
Delaware corporation exclusively. Its authorized capital stock on the Burling
ton merger date, as on the Northern Lines merger date, would be 3,102,333 
shares of preferred stock, par value $10 each, and 17,500,000 shares of com
mon stock, no par value, and the outstanding shares of capital stock of Burling
ton in the hands of the public would be converted under the Burlington merger 
agreement into capital stock of New Company, as follows: each share of stock 
of Burlington outstanding immediately prior to the Burlington merger date (other 
than such shares as are then owned by New Company) would be converted into 
three and one-quarter shares ofcommonstockofthe New Company, All shares 
of the capital stock of Burlington owned by New Company and any treasury 
shares of Burlington would be retired and canceled and no shares of capital stock 
or other securities of New Company would be issued in respect thereof, and the 
separate corporate existence of Burlington would be terminated on the Burlington 
merger date. 

* * * * * * * 

The Burlington merger agreement contains similar provisions in respect of 
merging of assets and assumption of liabilities of Burlington into New Company 
on the Burlington mergerdateaspreviouslydescribedunder the Northern Lines 

_ merger. 
The Burlington merger agreement furtherprovides(l) that after the Northern 

Lines merger agreement shall become effective, Burlington will, subject to 
necessary approvals of regulatory authorities, sell to New Company $70 million 
principal amount of its first and refunding mortgage series of 2010 4-percent 
bonds, to be issued underandpursuanttoBurlington's first and refunding mort
gage dated February 1, 1921, at a price in· cash of $70 million, plus accrued 
interest (if any) on such bonds to date of sale, such sale to be made prior to the 
merger date as New Company may appoint but not before the effect! veness of the 
merger provided for in the Northern Lines merger agreement, and such sale by 
Burlington would be a condition to the obligation of New Company to consummate 
the Burlington merger agreement, and (2) that New Company would purchase 
such bonds and immediately thereupon pledge same under New Company's new 
consolidated mortgage to be executed and delivered to it, subsequently dis
cussed herein with more particularity. In that connection, in the event of 
merger, the $17,632,000 principal amountofNorthernPacificrefunding and im
provement bonds series A would be redeemed and canceled. 

* * * * * * * 

The SP&S lease.-Under the terms of a proposed indenture of lease, between 
SP&S and New Company, whichwasapprovedbythe boards of directors of Great 
Northern, Northern Pacific and New Company on January 26, 1961, and by the 
board of trustees of SP&S on February 7, 1961, and by appropriate resolution 
adopted by the stockholders of New Company at a meeting held May 11, 1961, 
and by appropriate resolution adopted by the stockholders of SP&S on May 10, 
1961, SP&S would lease all of its properties and assets, including investments, 
current assets and after-acquired property to New Company for a term of 10 
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years from and after the effective date of the lease, except SP&S's franchises 
to be a corporation and its corporate books and records, to the extent required 
for its proper performance of the terms and conditions of the lease, such lease 
of properties and assets subject to (a) lien of SP&S first mortgage, dated March 
1, 19111 and all amendments and supplements thereto and extensions thereof, 
and the lien of any other mortgage or mortgages which may, with the written 
'consent of the lessee, be placed on the lease property on any part thereof, in 
replacement of the said first mortgage, after the effective date of the lease; 
(b) the lien of SP&S's equipmenttrustand conditional sale agreements specified 
in the lease; and (c) all other mortgages, trusts and other encumbrances upon 
affecting the demised premises existing on the effective date of the lease or 
thereafter created or entered into by SP&S with the consent of lessee. 

The lease indenture further provides that lessee would pay as rent for the 
lease: (a) all obligations reasonably incurred by lessor to preserve the fran
chises and corporate existence of lessor; (b) all taxes, assessments, and other 
governmental charges (with right of reimbursement from lessor for those 
chargeable to capital account) lawfully levied or assessed against the leased 
property or the earnings or income thereof, or against the lessor or the les
sor's interest in the lease or the income received by lessor, or paid for its 
account, under the lease; (c) all rental and other charges (with right of re
imbursement from the lessor for those chargeable to capital account) for 
which lessor may be liable in respect of trackage and other rights included 
in the leased property or acquired by the lessor wi~ the approval of the lessee; 
(d) all interest, including current amortization of discount and expense, ac
cruing on bonds, notes or other obligations in respect of which the lessor is 
liable, except such obligations as are owned by the lessee or its successors 
or nominees; and (e) amounts payable as pension benefits under the lessor's 
existing pension plan to persons, and widows of such persons, on or entitled 
to be on its pension rolls on the effective date of the lease. 

Additionally, lessee would pay, or account for amounts equal to deductions 
or similar allowances which would pay, or account for amounts equal to deduc
tions or similar allowance which lessee is entitled to claim for each calendar 
year under the Internal Revenue Code for depreciation, depletion or amortiza
tion in respect of the leased property, for retirement or abandonment of 
depreciable, depletable or amortizable property constituting part of the leased 
property solely on account of casualty, obsolescence, or other cause not ade
quately provided for in determining the rates of depreciation, depletion or 
amortization, and for retirement or abandonment of nondepreciable leased 
property. 

* * * * * * * 

The lease indenture further providesthatlesseewouldbe obligated to operate 
and maintain the leased property at its own expense, and to perform all cove
nants, terms, and conditions to be performed by the lessor under any lease, 
trackage or other agreement, mortgage, indenture or other instrument in force 
at the lease date or thereafter entered into by lessor with approval of lessee. 
Lessee would also be obligated to pay for the account of lessor, with right of 
reimbursement, all liabilities arising out of lessor's operation of the leased 
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property prior to the lease date and the principal when due on all bonds, notes 
and other obligations or evidences of indebtedness in respect of which lessor 
is liable other than those held by lessee, 

The lease indenture further provides that lessee may, for the account of 
lessor with right of reimbursement, add to, better improve or extend the leased 
property, and acquire other property, of whatever character, which lessee should 
deem in the lessor's interest for lessor to acquire, and subject to account to 
lessor for the net cash proceeds, abandon, retire, sell, exchange or otherwise 
dispose of any of the leased property. Subject to certain provisions for account 
to lessor, lessee may exercise all right oflessor with respect to all securities 
and investments of lessor included in the leased property, including the right 
to receive all dividends and interest thereon, to exercise voting rights, and 
to dispose of or encumber such property, · 

It further provides that for the purpose of refunding obligations of lessor, 
and financing or reimbursing lessee for payments of principal and sinking 
funds on obligations of lessor, capital expenditures in respect of the leased 
property, and other expenditures for the account of lessor, the latter would 
issue and deliver to lessee at its request bonds, notes or other obligations 
or evidence of indebtedness, subject to any necessary governmental approval; 
also for joinder by lessor in extensions or other modifications of bonds, notes 
or other evidences of indebtedness which in the judgment of lessee can be pro
cured on terms reasonable and in the interest of lessor. 

Provision is made for surrender and delivery of the leased properties to 
lessor upon termination of the lease by lapse of time or default, for termina
tion upon default under any mortgage or other lien on the leased property re
quiring that a lease of lessor's property shall be terminable on such default, 
and for an accounting and settlement between the parties. 

* * * * * * * 
THE RELATED PROPOSALS 

Acquisition of int,erests insubsuiiaries or affiliates .-Coincidentally with con
summation of the Northern Lines merger, New Company would acquire through 
stock ownership, such sole or joint control, as the case may be, of other car
riers as well as all direct or indirect interests which those carriers have in 
other carriers or their properties, and other properties, which Great Northern 
and Northern Pacific might hold immediately prior to consummation of that 
transaction, 

Similarly, with subsequent consummation of the Burlington merger, and 
coincidentally therewith, New Company would acquire through stock owner
ship, such sole or joint control, as the case may be, of other carriers as well 
as direct or indirect interests which those carriers have in other carriers or 
their properties, and other properties, which Burlington might hold im
mediately prior to consummation of that transaction. 

Coincidentally with consummation of the SP&S lease transaction, New Company 
would acquire for the duration of the lease term, such sole or joint control, as 
the case may be, of other carriers as well as all direct or indirect interest 
which those carriers have in other carriers or their properties, and other 
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properties, which SP&S might hold immediately prior to consummation of the 
lease transaction. In addition, NewCompanywouldalsoacquire on the effective 
dates of the respective merger transactions and on the date of the lease trans
action, all the direct and indirect interest which those carriers have in other 
carriers and other significant companies. 

Acquisition of motor carrier operations.-A significantaspectofthe proposal 
in the aggregate involves the motor carrier subsidiaries of applicants and motor 
carrier operations related thereto. Following approval and consummation of the 
Northern Lines merger transaction, New Company would acquire(l) among the 
assets and properties of Great Northern (a) certificates of public convenience 
and necessity in the name of Great Northern authorizing the conduct of motor 
common carrier operations in interstate or foreign commerce in the transporta
tion of property and. passengers, and (b) the capital stock of S&DT, a wholly 
owned subsidiary motor common carrier of property, and (2) among the assets 
and properties of Northern Pacific, the capital stock of NP Transport, a wholly 
owned subsidiary motor common carrier of property and passengers. * * * 
Following approval and consummation of the Burlington merger transaction, 
New Company would acquire among the assets of Burlington (a) certificates of 
public convenience and necessity in the name of Burlington authorizing the 
conduct of motor carrier operations in interstate or foreign commerce in the 
transportation of property and passengers, ***and (b) the capital stock of 
BTL, a wholly owned subsidiary motor common carrier of property.*** 

* * * * * * * 

The motor carrier rights of Burlington are limited. The routes do not con
nect with each other or wlth Great Northern's routes. Burlington's motor 
carrier rights were obtained by the railroad at the time certain train service 
was removed, Some authorize the transportation of passengers, mail, express 
and baggage; others authorize the handling of head-end traffic or, in some in
stances, general coII_lmodities, Burlington provides some of those services with 
its own employees. Some of those services are provided by its wholly owned 
subsidiary BTL under contract. MostofBurlington'scertificatesare restricted 
to service which is auxiliary to or supplemental of rail service. 

Great Northern•s operations as a motor common carrier of general com
modities generally parallel its lines of railroad in Montana east and south of 
Whitefish, with a few scattered operations in Oregon, North Dakota and Min
nesota, and as a motor common carrier of passengers in Montana and North 
Dakota. Most of Great Northern's certificates are restricted to service which 
is auxiliary to or supplemental of rail service. 

The motor carrier rights now held by Burlington and Great Northern would 
be acquired directly by New Company through the two merger proceedings as 
part of the assets of those companies. The Burlington rights do not authorize 
service nor do the operations connect at any point served by Great Northern
as they involve operations in widely different and unrelated areas. 

The capital stock of the three subsidiaries BTL, NP Transport and S&DT, 
wholly owned by Burlington, Northern PacificandGreatNorthern, respectively, 
are part of the general properties to be acquired by New Company as reflected 
in the application for authority herein whereby New Company would acquire 
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control of carriers subsidiary to Great Northern, Northern Pacific and Bur
lington. No change in the separate corporate identity of those subsidiaries of 
the service performed by them is contemplated. 

* * * The authority held by S&DT is limited to service which is auxiliary to or 
supplemental of rail service. Virtually all of BTL's operating authority is un
restricted in that respect. The operations of NP Transport in Idaho, Washing
ton, Oregon and a small segment of route in Montana west of Missoula are 
subject to restriction of service auxiliary to or supplemental of rail service, 
but the remainder of NP Transport'soperatingauthority, with some exceptions, 
is unrestricted. NP Transport•s operating authority, unlike those of BTL and 
S&DT include rights to transport passengers. 

* * * * * * * 

Acquisition of trackage rights .-As previously indicated, Great Northern, 
Northern Pacific, Burlington and SP&S each hold trackage rights to operate 
over lines of other railroads and utilize jointly with other lines common ter
minals or passenger station facilities. New Company would, under the trans'." 
actions here in addition, on the day of merger in each of the merger trans
actions, and on the day of lease on the date the lease transaction is consum
mated, acquire among the assets of the named carriers from the other appli
cant companies and in the case of the SP&S during the term of the lease, 
such property rights. Moreover, other agreements in effect permit use by other 
lines of portions of the lines of certain applicants, the obligations of which New 
Company would assume. All such trackage rights and joint use agreements 
* * * and the terms of those agreements, covering such rights generally are in 
standard form and provide for payments on a user basis. 

* * * * * * * 

Securities transactions 

Issuance of stock.-As previously indicated, New Company has outstanding 
200 shares of common capital stock, no par value, owned 100 shares each 
by Great Northern and Northern Pacific. Under the Northern Lines merger 
agreement, and subject to consummation of the transaction covered thereby, 
those shares would be retired and canceled upon accomplishment of that 
merger transaction and the authorized capital stock of New Company would 
be reclassified and increased to 3,102,333 shares of preferred stock, par 
value $10 each, and 17,500,000 shares of common stock, no par value, for 
the issue of which New Company seeks authority under section 20a. 

Preferred stock.-The preferred stock would befullypaidand nonassessable, 
have a par vaiue of $10 per share, and be entitled to fully cumulative dividends, 
payable quarterly, at the rate of 51/2 percent per annum, and no more, when 
and as declared by the board of directors out of funds legally available there
for, and to the benefit of cumulative mandatory sinking fund for its retirement, 
and no dividends would be declared or paid on the common stock unless divi
dends at the rate of 5 1/2 percent per annum, and no more, including arrearages, 
have been paid or declared, and funds sufficient to pay the same have been set 
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aside for that purpose, and the requirements of the mandatory sinking fund with 
respect to preceding calendar year and all deficiencies, if any, in the mandatory 
sinking fund for prior calendar years have been satisfied, 

On and after the fifth year following accomplishment of the Northern Lines 
merger and continuing so long as any preferred stock is outstanding, New 
Company, as and for a mandatory sinking fund, for said preferred stock, out 
of net assets legally available therefor after payment of dividends on the 
preferred stock, would retire shares of the preferred stock at an annual rate 
of 4 percent of the total par value of such preferred stock issued on the merger 
through redemption or cancellation of such shares of preferred stock there
tofore purchased by it at or below par value plus accrued dividends, (such 
purchase shares to be valued for sinking fund purposes at par), or both. New 
Company may at its election, (any deficiency in the mandatory sinking fund for 
prior year having been ma.de up), as and for an optional sinking fund in any one 
or more of such calendar years, so to redeem or cancel shares of such pre
ferred stock theretofore purchased by it, or both, up to but not in excess of an 
addltlonal 4 percent of the total par value of the preferred stock issued on the 
merger, and the aggregate of amounts by which mandatory sinking fund re
quirements have been so anticipated in any year or years may be credited 
against such sinking fund r_equirements for subsequent years; provided that in 
no event would New Company be relieved for more than 2 consecutive calendar 
years from the mandatory sinking fund requirement of purchasing and canceling 
or of redeeming, or both, in each calendar year 4 percent of the total par value 
of preferred stock issued on the merger. Preferred stock would be redeemable 
for sinking funds purposes at par plus accrued dividends, 

New Company may at its option redeem the preferred stock on and after the 
fifth year after Northern Lines merger consummation date at the following 
percentages of par plus accrued dividends thereon: In the first 2 years there
after, 105 percent; in the next 2 years, 104 percent; in the next 2 years, 103 
percent; in the next 2 years, 102 percent; in the next 2 years, 101 percent, and 
thereafter, 100 percent, 

In the event of liquidation preferred stockholders would be entitled to receive 
before any payment on the common stock the then applicable optional redemption 
price previously described under certain conditions, otherwise its par value plus 
accrued dividends. New Company may not voluntarlly liquidate without approval 
of the holders of a majority of the preferred stock. 

At any time when dividends are in arrears on the preferred stock, New 
Company may not redeem less than all of the preferred stock without approval 
of the holders of two-thirds of the preferred stock, or purchase any preferred 
stock except upon offer to all holders ofpreferred stock, Holders of preferred 
stock would not be entitledtovoteonany matter, except as provided by the laws 
of Delaware, and except in event dividends are in arrears in aggregate amount 
equal to six quarterly dividends, in which event holders of preferred stock would 
be entitled, voting as a class, to elect two directors at the next annual meeting, 
which voting rights would continue until such time as such arrearages have been 
paid, and New Company may not authorize the issue of any stock entitled to 
dividends to share in liquidation in priority to the preferred stock, and may 
not otherwise amend its certificate of incorporation in any way adversely af-
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fecting interests of preferred stockholders without approval by holders of two
thirds of the preferred stock, but no vote of the preferred stock would be re
quired to increase the authorized amount of preferred stock or create one or 
more classes of preferred stock so long as such class or classes rank sub
ordinate to the preferred stock either as to dividends or liquidation. 

Common stock.-The common stock of New Company proposed to be issued 
under the merger agreements would be fully paid and nonassessable, entitled 
to dividends, subject to the previously described conditions concerning the 
preferred stock, when and as declared by the board of directors of New Com
pany, out of funds legally available therefor, and entitled to one vote per share 
for directors and on all other matters. 

Upon the Northern Lines merger consummation date, each share of Great 
Northern stock then outstanding in the hands of the public would be converted 
into one share of common stock and one-half share of preferred stock of New 
Company, and each share of Northern Pacific stock then outstanding in the hands 
of the public would be converted into one share of common stock of New Com
pany. No new securities would be issued in respect of the shares of common 
stock of Pacific Coast. No fractional shares of New Company's preferred 
stock or scrip certificates therefor would be issued in respect of conversion 
of the shares of Great Northern common stock, but in lieu thereof provision 
is made to enable stockholders entitled tofractionalinterest to either sell such 
fractional interest or purchase such additional fractional interest necessary to 
entitle such stockholder to a full share of preferred stock. No new securities 
would be issued in respect of Great Northern's common stock then held in its 
treasury, or in respect of directors' qualifying shares. New Company would 
reserve out of its authorized capital stock (a) sufficient shares of its common 
stock and preferred stock to satisfy options granted under Great Northern's 
restricted stock option plan, and (b) sufficient shares of its common stock to 
satisfy options granted under the Northern Pacific restricted stock option plan, 
and, in each case, which maybe outstanding on the Northern Lines merger con
summation date. 

Upon the Burlington merger consummation date, each share of Burlington 
common stock outstanding in the hands of the public would be converted into 
three and one-quarter shares of common stock of New Company. No new 
securities would be issued in respect of shares of Burlington common stock 
owned by Great Northern and Northern Pacific or then held in Burlington's 
treasury. No fractional shares of New Company's common stock or scrip 
certificates therefor would be issued in respect of Burlington common stock. 
In lieu thereof, fractional interests would be treated similarly so that provided 
for the preferred stock issuable upon conversion of Great Northern common 
stock. 

* * * * * * * 

Issuance of. bonds.-ln the proposed program of unification, there are pre
sented two separate and distinct requests for authority to issue bonds; one by 
Burlington, the other by New Company. * * * 

Subsequent to consummation of the Northern Lines merger, and prior to 
consummation of the Burlington merger and execution of the supplemental 

331 1.c.c. 



UPRRIG-000502

GREAT NORTHERN PAC.-MERGER-GREAT NORTHERN 309 

indenture whereby New Company would assume the Burlington mortgage, 
Burlington would issue and sell to New Company $70 million principal amount 
of its first and refunding mortgage series of 2010 4-percent bonds, These 
bonds would be issued under and secured by Burlington's first and refunding 
mortgage, dated as of February 21, 1921, under which The First National City 
Bank of New York and Jacob M, Ford ll are trustees in part for the surrender 
for cancellation of $10,140,000 principal amountoffirstand refunding mortgage 
41/2-percent bonds, series of 1970, due August 1, 1970, and $19,729,000 prin
cipal amount of first and refunding mortgage 4-percent bonds, series of 1998, 
due February 1, 1998, now held in Burlington's treasury, and the balance of 
$40,131,000 on account of additions and betterments to the property subject to 
the lien of the mortgage, 

The Burlington bonds would be dated on the interest payment date next 
preceding the date of authentication, would bear interest at 4-percent per annum 
payable semiannually on the first days of February and August of each year, 
would mature on the first day of August 2010, would be issued in the principal 
amount of not to exceed $70 million would be issued as coupon bonds in the 
denomination $1,000 or as registered bonds without coupons in denomination 
of $1,000 or any multiple thereof, interchangeable asto form, would be payable 
at the office or agency of Burlington in New York, and would be redeemable 
before maturity on any interest date on 9 weeks' published notice at their 
principal amount and accrued interesL No sinking fund would be provided for 
the redemption of payment of the series 2010 Burlington bonds or any part 
thereof, The series of bonds would not be. converted into shares of capital 
stock of Burlington. The sale of the bonds would be made for cash at par and 
accrued interest, if any, * * * As regards the problem of conflict of liens, it 
is noted that, as indicated, Great Northern and Northern Pacific each own 
830,179 shares, or 48,59 percent of the issued and outstanding shares of 
Burlington. Of the shares owned by Great Northern, 829,337 are pledged as 
security under Great Northern's general gold bond mortgage; and of the shares 
owned by Northern Pacific, 829,337 are pledged as security under Northern 
Pacific's refunding and improvement mortgage, Each mortgage permits 
consolidation or merger with the mortgagor or of a company whose stock is 
pledged thereunder, but requires that upon such consolidation or merger all of 
the properties of the company whose stock is pledged shall be subjected to the 
lien of the mortgage. Such provisions would, of course, require that upon 
merger of Burlington all of the property of Burlington be subject to the lien of 
both mortgages, Because the provisions conflict and are obviously inconsistent, 
they could not both be satisfied, Accordingly, to effect the proposal, it would 
become necessary to satisfy and discharge one of the mortgages prior to merger 
of Burlington with the parent companies, 

* * * * * * * 

The issue and sale by bonds of Burlington to New Company is designed to (1) 
enable the latter to pledge the bonds under its proposed-to-be-created consoli
dated mortgage, subsequently discussed, and strengthen materially the security 
for the consolidated mortgage, and (2) preserve the bonding power presently 
available in the Burlington properties, Upon pledge of the bonds by New Com-

331 I.C.C. 

298-307 0 - 70 - 21 



UPRRIG-000503

310 INTERSTATE COMMERCE COMMISSION REPORTS 

pany under the consolidated mortgage, that mortgage would become an indirect 
lien on the Burlington properties, and upon the subsequent accomplishment of 
the merger transactions, no further bonds would be issuable under existing 
Northern Pacific, Great Northern and Burlington mortgages, except(l) Burling
ton bonds for the purpose ofpledgeunderthe Great Northern general mortgage, 
and (2) Great Northern bonds for the purpose of pledge under the consolidated 
mortgage. However, the Burlington first and refunding mortgage would be 
closed against any publicissueofaddltionalbondsby the provisions of the Great 
Northern general gold bond mortgage to which the Burlington properties would 
be subject. 

* * * * * * * 

In order that New Company be provided wltha satisfactory financing vehicle, 
the proposal in the aggregate contemplates, among other things, that a new, 
modern, flexible, and systemwide consolidated mortgage covering generally the 
railroad properties of the three principal railroad applicants be created by New 
Company, which consolidated mortgage would be strengthened by the pledge 
under it prior to the Burlington merger of $70 million principal amount of 
Burlington first and refunding mortgage bonds presently issuable under that 
mortgage. Upon effecting the Burlington merger, that mortgage would be 
closed against any public issue of additional bonds by the provisions of the 
Great Northern gold bond mortgage to which the Burlington properties would 
be subject. 

If bonds issued under the consolidated mortgage were to be substituted for 
the Northern Pacific series E bonds now pledged under the Northern Pacific 
collateral trust indenture, the consent of the holders of two-thirds of the 
Northern Pacific collateral trust bonds would be required, because the con
solidated mortgage would not have a lien equivalent to that of the Northern 
Pacific refunding and improvement mortgage on the properties of Northern 
Pacific, the Burlington stock would disappear and the Great Northern general 
gold bond mortgage would be a lien on the Burlington properties prior to the 
consolidated mortgage, • 

In summary, the consolidated mortgage, upon completion of the unification 
program, would be secured by a lien on the properties of New Company gen
erally as follows: (a) after the Northern Lines merger transaction has been 
accomplished by (1) a lien on the railroad properties of Northern Pacific equi
valent to the lien which presently secures the Northern Pacific refunding and 
improvement mortgage, being a first lien on approximately 1,390 miles 
(principally branch lines) and a third lien on the balance, and (2) a second 
lien on the railroad properties of Great Northern (other than the Klamath 
Falls division) which are subjected to the first lien of the Great Northern 
general mortgage, and (b) after the Burlington merger transaction has been 
accomplished by (1) a third lien on the railroad properties of Burlington which 
are the subject to the first lien of the Burlington first and refunding mortgage 
and further subject to the lien of the Great Northern general mortgage, to which. 
latter mortgage as of the date of accomplishment of the Burlington merger 
transaction such Burlington properties would be subjected, and (2) an indirect 
first lien on such Burlington properties through the pledge of the $70 million 
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principal amount of Burlington first and refunding mortgage bonds. After uni
fication, no further bonds will be issuable under existing Northern Pacific, 
Great Northern and Burlington mortgages except Burlington bonds for the pur
pose of pledge under the Great Northern general mortgage and Great Northern 
bonds for the purpose of pledge under the consolidated mortgage. 

The New Company series A consolidated mortgage bonds are proposed to 
be issued under and secured by the New Company consolidated mortgage 
creating such series and authorizing such bonds to be authenticated and de
livered as per draft of record, under which the trustees would be Morgan 
Guaranty Trust Company of New York and such individual trustee as may be 
required by law. The bonds would be pledged under the Northern Pacific 
collateral trust indenture, would mature October 1, 1984, would bear interest 
at the rate of 4 percent per annum, payable semiannually on April 1 and October 
1 of each year, would be issued as coupon bonds in the denomination of $1,000 
or as registered bonds without coupons in the denomination of $1,000 or any 
multiple thereof, interchangeable as to form, would be payable at the office 
or agency of New Company in New York, N. Y,, and would be subject to re
demption at any time as a whole at. the option of New Company at 102 percent 
of their principal amount to and including July 1, 1965, thereafter at 101 per
cent of their principal amount to and including July 1, 1970, and at 100 percent 
of their principal amount thereafter, in each case with accrued interest to date 
of redemption. 

In addition to providing for issuance of the series A consolidated mortgage 
bonds for purpose above described, the major provisions for such issuance of 
bonds would permit issuance as follows: (1) at any time in aggregate principal 
amount equal to aggregate principalamountofGreatNorthern general mortgage 
bonds issuable under Great Northern general mortgage on the latest practicable 
date prlor to Northern Lines merger andofNorthern Pacific refunding and im
provement bonds which wouldhavebeenissuableunderNorthern Pacific refund
ing and improvement mortgage on such date ( considering as to latter restrictions 
imposed by Northern Pacific collateral trust indenture on further issuance under 
the Northern Pacific refunding and improvement mortgage),*** (2) $70 million 
principal amount of bonds at any time after discharge of the Northern Pacific 
collateral trust indenture and cancellation of the series A consolidated mortgage 
bonds, (3) for refunding debt having a prior lien on property subject to the con
solidated mortgage, as well as for purpose of refunding previously issued series 
of consolidated mortgage bonds, other than series A bonds, and (4) for purpose 
of providing for 75 percent of cost of acquisition (subject to adjustments) of 
additions and betterments, additional lines of railroad and other transportation 
lines, other property, and of common stock of companies owning properties of 
such character which as of the date ofissuance of consolidated mortgage bonds 
are more than 50 percent owned subsidiaries whose common stock is subject, 
or is to be subjected to, the consolidated mortgage, such acquired common 
stock to be subjected to the consolidated mortgage which would be a first lien 
thereon. 

* * * * * * * 

Simultaneously with accomplishment of the Burlington merger transaction, 
the proposal contemplates satisfaction of the Northern Pacific refunding and 
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improvement mortgage. In order to secure satisfaction of that mortgage, New 
Company would (1) issue, and with consent first obtained of the holders of two
thirds of the Northern Pacific collateral trust bonds, pledge its consolidated 
mortgage 4-percent bonds series A due 1984, in aggregate principal amount 
not to exceed $71,500,000 under the Northern Pacific collateral trust indenture 
in order to secure releaseofanequivalentprincipal amount of Northern Pacific 
refunding and improvement bonds then pledged under such indenture * * * ; (2) 
cancel and retire such Northern Pacific refunding and improvement bonds when 
released from the pledge; and (3) call for redemption of all of the then publicly 
held Northern Pacific refunding and improvement bonds and deposit with the 
trustee of the Northern Pacific refunding and improvement mortgage funds 
sufficient to effect such redemption at a price of llO plus accrued interest. 

Modificati<m of inde11t'!O'e.-The pledge of the series A consolidated mortgage 
bonds of New Company in substitution for and the release of the Northern Paci
fic refunding and improvement mortgage bonds, would be effected under a sup
plemental indenture to the collateral trust indenture. The bonds, authority for 
which modification and alteration is sought, are Northern Pacific collateral trust 
4-percent bonds, of which not exceeding $52,000 principal amount, due October 
1, 1984, were authorized to be issued under and pursuant to, and secured by a 
collateral trust indenture dated October 1, 1954, between Northern Pacific and 
the First National Bank of the City of New York, trustee, pursuant to authority 
granted in Finance Docket No. 18644, Northern Pacific Railway Company Bonds, 
290 1.c.c. 816, decided October 13, 1954. The bonds mature October 1, 1984, 
bear interest at 4-percent per annum payable semiannually April 1 and October 1 
of each year, are redeemable upon notless than 30 days' nor more than 60 days• 
notice at option of Northern Pacific, as a whole or in part at any time prior to 
maturity, and are entitled to the benefit ofa sinking fund annually of $1,300,000 
for the years 1960-1964, inclusive, and of $1,560,000 for the years 1965-
1969, inclusive.* * * 

* * * The proposed supplemental indenture to permit the substitution of con
solidated mortgage bonds for the pledged series E bonds, and amendment of 
the collateral trust indenture in other respects was approved at a meeting of 
the collateral trust bondholders held April 20, 1961, by affirmative vote of 
holders of approximately 88.77 percent in aggregate principal amount of the 
collateral trust bonds outstanding; no votes were cast against such proposal. 

* * * * * * * 

Summarizing, the previously described phase of the unification proposal 
would be accomplished as follows: Upon consummation of the Northern Lines 
merger transaction, New Company would purchase for cash from Burlington 
$70 million principal amount of Burlington bonds; New Company would then 
execute its consolidated mortgage on the railroad properties of Great Northern 
and Northern Pacific and pledge the new Burlington bonds thereunder; New 
Company would then issue under the consolidated mortgage and pledge under 
the Northern Pacific collateral trust iijllenture, in substitution for the pledged 
Northern Pacific $71,500,000 principal amount series E bonds, an equal princi
pal amount of its series A consolidated mortgage bonds; and New Company 
would then cancel the series E bonds and deposit with the trustee of the Northern 
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Pacific mortgage sufficient cash to redeem all of the publicly held Northern 
Pacific bonds. Thereafter, the Burlington merger transaction would be accom
plished, Burlington would be merged into New Company, the Burlington prop. 
erties would be subjected to the lien of the Great Northern mortgage, and then 
to the lien of the new consolidated mortgage. 

A-ssumption of obligations.-Concurrently with consummation of the Northern 
Lines merger agreement, New Company proposes toassumeall obligations and 
liability of Great Northern and Northern Pacific in respect of securities out
standing on the effective date of the merger, The obligations of Great Northern 
and Northern Pacific as of the latest available date of record consist of bonds 
secured by encumbrances on their properties, equipment obligations, and 
guarantees of the obligations of other companies. Pacific Coast has no secured 
or contingent liabilities,* * * 

Other related assumption of liability.-In connection with the major and re
lated transactions described for which authority is sought and required, New 
Company would also assume obligations of the merging carriers in respect of 
pension fund service liability. While such assumption of liability does not 
require authority from thisCommission, itispartand parcel of the transaction, 
is pertinent and shouldbediscussed, GreatNorthernhas had in effect a pension 
plan for the past 44 years. Participation in the plan is limited to salaried 
employees who are employed on a monthly basis and who are not compensated 
for overtime. The plan may be terminated and discontinued at any time by 
Great Northern through action of its board of directors with approval of 
stockholders. Participants in the plan may be eligible at retirement for 
pension benefits computed by multiplying the participant's years of continuous 
service by 1-1/2 percent of the average salary received during his last 60 
months of compensated employment, less the annuity received under the Rail
road Retirement Act, as amended, Pension benefits are limited to a maximum 
of 60 percent of the average earnings received during the last 60 months of 
compensated employment prior to retirement. The plan provides that a widow 
of a deceased participant will be entitled to benefits equal to one-half of the 
benefit computed under the plan for her husband, without deduction of the 
husband's Railroad Retirement annuity, but with deduction of the amount re
ceived by the widow as an annuity under the Railroad Retirement Act, as 
amended, 

* * * * * * * 

Northern Pacific has had a pension system since 1922, limited, with ex
ceptions, to salaried employees paid on a monthly basis and not regularly 
compensated for overtime, under which pensions were charged to expenses 
as paid. Effective December 1, 1960, the plan was modified and placed on a 
funded basis with respect to those previously retired and certain others, 
including eligible widows of deceased employees and pensioners. Under the 
funded plan, which may be terminated or modified by Northern Pacific at any 
time, such salaried employees may be eligible at retirement for pensions 
computed by multiplying the individual's allowable years of employment by 
1 3/8 percent of the average of the 5 highest paid years during the last 10 
years immediately preceding retirement but prior to age 70 and deducting 

331 I.C.C. 



UPRRIG-000507

314 INTERSTATE COMMERCE COMMISSION REPORTS 

therefrom 85 percent of the annuity payable to him under the Railroad Retire
ment Act, as amended, subject to certain specified limitations. 

* * * * * * * 

Burlington has had a pension system since 1922, under which pensions are 
charged to expenses as paid. Under the plan as amended by its board of 
directors, effective January 1, 1952, which may be terminated or further 
modified by Burlington at any time, officers and certain employees (but 
not directors, as such), may be eligible at retirement for pensions computed by 
multiplying the individual's years of employment, but not in excess of 40 years, 
by 1-1/2 percent of his average monthly earnings received during the 5 years 
immediately preceding retirement but prior toage70after deducting therefrom 
the annuity payable to him under the Railroad Retirement Act, as amended. 
Pension benefits are limited to a maximum of 60 percent of the average earnings 
received during the last 5 years of compensated employment prior to retirement. 
The plan further provides that the widow of a deceased officer, employee or 
pensioner, meeting the requirements of eligibility, will receive a benefit equal 
to one-half her husband's pension which would have been payable under Burling:
ton•s pension system, but for his death. 

* * * * * * * 

The record indicates that it has been agreed that pension benefits payable in 
accordance with the provisions of the several pension plans of Great Northern, 
Northern Pacific and Burlington, described in capsule form above, and those of 
SP&S and Pacific Coast to persons on or entitled to be on their pension rolls 
when the unification is accomplished and to the widows of such persons shall 
thereafter be paid by the New Company to the extent that such pension benefits 
are not paid out of any trust fund theretofore established for the purpose, A 
new pension plan containing uniform provisions for the payment of benefits upon 
retirement to all employees of New Company eligible under the terms of exist
ing plans, which would preserve so far as practicable without substantial 
impairment the provisions made in existing plans for retirement and pension 
of employees of the applicant companies indicated who are in active service on 
the date of effectuation of the unification, will be adopted by New Company. * * * 

* * * * * * * 

Extension of lines of railroad.-As indicated, New Company, and SP&S to the 
extent of its interest as owner and lessor under proposed lease of portions of 
extensions described in items (19), (21), and (24), of appendix J hereto, seek 
authority to construct and operate the extensions of lines of railroad described 
in items (1) through (24), inclusive, of appendix J. No objections to the ex
tensions are raised, The proposed extensions, ranging in length from 303 feet 
to 6,568 feet, would be constructed by, would connect lines of the unified rail
road, and are intended for use solely as connection between existing lines which 
would be operated by New Company, following, and contingent upon, approval 
and consummation of the major transactions here involved, particularly the 

331 I.C.C. 



UPRRIG-000508

GREAT NORTHERN PAC.-MERGER-GREAT NORTHERN 315 

Northern Lines merger. The projects are located at one point in Wisconsin, 
seven points in Minnesota, three points in North Dakota, one point in Montana, 
one point in Idaho, five points in Washington, and one point in Oregon. Con
struction and operation of the indicated extensions are advanced as necessary 
to allow trains to pass from one line to another without delay at points where, 
under unification, such movements would be essential to economical and 
efficient operation of the railroad, The new connecting lines would not affect 
other railroads, nor would they serve any industries or shippers not now 
being served by applicant railroads. 

Passenger, freight, express, and switching service would be performed on all 
of the proposed extensions except as follows: those described in items (1), (3), 
(4), (5), (13), (20), (22) and(24) of appendix J would involve freight and switching 
service only; that described in item (23) of appendix J would involve freight and 
emergency line detour service. Diesel-electric motive powerwouldbe used on 
each of the proposed extensions. Construction of the section of 1,460 feet at 
Superior, Wis., would permit (a) freight trains moving from New Company's 
yard at Superior to reach present Northern Pacific line to Ashland, Wis., and 
(b) flexibility in yard switching movements. The section of 2,260 feet at Hinck
ley, Minn., would permit connection of the Minneapolis-Duluth line of Great 
Northern with the St. Paul-Duluth line of Northern Pacific as well as flexible 
operations of the two lines between Hinckley and Twin Cities, The section of 
303 feet at Sauk Centre, Minn., would improve flexib111ty of switching at that 
point permitting switching between the Little Falls-Morris branch line of 
Northern Pacific and the St. Cloud-Fargo main line of Great Northern. The 
section of 835 feet (400 feet constructed and 435 feet relocated) at Wadena, 
Minn., would improve flexib111ty of switching at that point to permit more eco
nomical arrangement of local freight and make possible future elimination of a 
railroad crossing at grade. The section of 1,375 feet (500 feet constructed and 
875 feet relocated) at Breckenridge, Minn., would permit New Company to 
consolidate freight terminal operations at that point, improve switching facili
ties, and make possible elimination of existing railroad crossing at grade, for 
which authority is concurrently sought elsewhere herein and described in item 
(1) of appendix C hereto. The section of 2,035 feet at Fargo, N, Dak., would 
permit rerouting of passenger trains on present Northern Pacific main line 
through present Great Northern passenger station at that point, which latter 
station would be used by all passenger trains of New Company serving Fargo. 
The section of 1,800 feet at Moorhead, Minn., would permit unified operation 
of the Fargo-Moorhead terminal area. The section of 1,480 feet at Moorhead 
would connect the two Great Northern Wahpeton-Moorhead and St. Cloud
Moorhead main lines, permitting (a) movement of freight trains from these 
lines of New Company's principal yard in Fargo area at Dilworth, Minn., on 
present Northern Pacific trackage, and (b) removal of approximately 2,000 
feet of the Wahpeton-Moorhead line for which authority is concurrently being 
sought elsewhere herein and described in item (2) of appendix K. The section 
of 1,550 feet at Moorhead would permit the movement of freight trains from 
present Great Northern lines intoNewCompany'sfreightyard at Dilworth. The 
section of 1,365 feet at Crookston, Minn., would permit improvement of switch
ing facilities to industries located on present Northern Pacific Crookston
Grand Forks branch line. The section of 1,415 feet at Grand Forks, N, Dak., 
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would permit improvement of switching facilities to industries located on 
present Northern Pacific line serviced from New Company yard on Great 
Northern at that point. The section of 700 feet (120 constructed and 580 re
located) at Grand Forks would permit movement of freight and passenger 
trains from New Company's terminal facilities (now Great Northern) to present 
Northern Pacific line from Grand Forks toward Grafton. The section of 5,500 
feet at East Grand Forks, Minn., would permit improvement of switching 
services to industries located at Northern Pacific trackage at that point. The 
section of 2,020 feet at Casselton, Minn., would permit the through transcon
tinental freight, trains of New Company to use present Northern Pacific main 
line between Twin Cities and Casselton and the Great Northern main line west 
of Casselton. The section of 4,615 feet at Helena, Mont., would permit re
routing of through freight service between Great Falls and Butte via the more 
favorable line through Garrison, Mont. The section of 2,600 feet at Helena 
and the connecting track previously described would permit convenient access 
to Northern Pacific freight yards and other facilities. Construction of the two 
previously mentioned sections in Helena would permit removal of approximately 
10,404 feet of Great Northern•s line for which authority is concurrently sought 
elsewhere herein and described in item (3) of appendix K. The section of 3,309 
feet and the section of 2,338 feet, both at Sandpoint, Idaho, would permit move
ment of principal transcontinental freight and passenger trains on the Great 
Northern line east of Sandpoint to the Northern Pacific line between Sandpoint 
and Spokane. The section of 6,568 feet at Spokane, including construction 
of bridge over Latah Creek is necessary to unify and would permit through 
freight and passenger facilities of Northern Pacific at Spokane. The south 
wye connection would join the facilities with trackage of SP&S reducing ruling 
grades on the line toward Pasco and Portland. The north wye connection permits 
Great Northern tobe reached viaSP&S and would reduce highway grade crossing 
problems in Spokane. Construction of the section would make possible removal 
of approximately 7.7 miles of Northern Pacific line between Spokane and Mar
shall, authority for which is concurrently sought elsewhere herein, and is 
described in item (5) of appendixK. Upon completion of the new construction at 
Spokane and the connecting track at Marshall, the trains now operated over that 
7.7-mile segment would be handled over tracks owned by SP&S and leased to 
New Company. In addition, it would make possible removal of approximately 
3.5 miles of Great Northern main line, authority for which is concurrently 
sought elsewhere herein and is described in item (4) of appendix K. The 
Spokane project would permit reduction of highway grade crossing problems 
in the downtown area of Spokane, to the benefit of both the Spokane public and 
the railroads. The section of 2,700 feet at Marshall, Wash., would permit 
trains operated over SP&S trackage between Spokane and M3:rshall to proceed 
to or from the Northern Pacific lines at Marshall to Lewiston and Pasco. The 
section of 2,540 feet near Espanola, Wash., would permit connection where 
tracks cross at separate grades and permit more favorable route for freight 
trains between Spokane and the Northern Pacific Washington Central branch 
line. The section of 880 feet at Rosalia, Wash., would permit improved local 
freight service to industries in that area. The section of 4,440 feet at Henry's, 
Wash., would permit a favorable connection for freight movements between 
points on Northern Pacific main line and the Renton, Wash., area. The section 
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of 2,320 feet at Willbridge, Oreg., wouldpermittrains to proceed directly from 
the Oregon Electric and Astoria lines over nearby Willamette River bridge to 
Vancouver, Wash., and eliminate necessity of reverse movement in order to 
reach principal freight yards at that point. 

At each point of connection, the rails used would conform in weight with rails 
of existing tracks. The construction would begin within 1 month after authority 
is received, and the work would be completed at the various points on different 
dates ranging from 6 months to 2 years after consummation of merger. 

The proposed extensions would be financed through available funds in the 
treasury of New Company without issue of securities for that purpose following 
consummation of the major transactions herein. No aid, gift, grant of right of 
way, or other donation has been promised in connection with the proposed 
extensions. 

With respect to the extensions described in items (19), (21), and (24) of 
appendix J, such construction of the portions of the extensions which are on 
SP&S lines would be for the account of the latter with right of reimbursement 
in New Company, pursuant to terms of proposed lease of properties of SP&S. 

Neither applicant is connected by stock ownership, or otherwise, with any 
industry to be served by the lines proposed to be constructed and operated. 
Estimates of the costs * * * based on 1960 levels, are as follows: Total esti
mated cost $7,642,380. 

Abandonment of lines of railroad.-As indicated, subject to consummation of 
the major transactions here presented, New Company, and SP&S to the extent 
of its interest as owner and lessor under proposed lease transaction, insofar 
as it relates to items (5) and (7) of appendix K hereto, seek authority to 
physically abandon various segments of. existing lines of railroad equivalent to 
approximately 14.86 miles, described in appendix K hereto, contingent upon 
approval and consummation of the major transactions here involved, particularly 
the Northern Lines merger, and, as to each abandonment, upon completion of 
the respective new portion or portions of line proposed to be constructed and 
operated, as discussed elsewhere herein. The proposed abandonments are 
unrelated to any decrease of freight or passenger traffic during recent years. 
The seven segments proposed to be abandoned range from 1,300 feet at Fort 
Wright, Wash., to 7.7 miles between Spokane and Marshall, Wash, 

No stations are located on the portions of the lines proposed to be abandoned, 
and no abandonment or reduction of service to any station or territory is in
volved. None of the segments of line proposed to be abandoned connects with 
other railroads for interchange of traffic. * * * 

* * * * * * * 

Retention of the segments proposed to be abandoned herein, after completion 
of the proposed extensions connecting existing lines described in appendix J 
hereto, it is advanced, would constitute an unnecessary duplication of lines 
within the unified transportation system of New Company. Moreover, in 
respect of the Spokane-Marshall segment described in item (6) of appendixK, 
which like the other segments serves no industries, its removal would not only 
save maintenance expenses for the railroad, but the State and Federal govern
ments would be beneficiaries of savings of approximately $1 million for grade 
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separation structures planned in the same area in connection with the interstate 
highway construction program. Inquiry dealing withprotectionofNew Company 
following abandonment of the 7.7 miles of track between Spokane and Marshall 
shows that it is present Northern Pacific trackage, that upon completion of this 
construction at Spokane, the trains now operated over the segment would be 
handled over tracks owned by SP&S and leased to New Company, that applicants 
conclude that since New Company would own the stock of SP&S as well as be 
lessee of SP&S, there should be no apprehension that SP&S might oust New 
Company from use of the tracks between Marshall and Spokane. While appli
cants contend that SP&S would continue as leased line of New Company or 
would be subsequently merged or consolidated, subject to approval, and that in 
either event New Company would continue to have full use of the tracks of 
SP&S, and that the Marshall-Spokane segment ~ould not be needed, it is not 
a matter of immediate concern. The matter of merger or consolidation of 
SP&S into New Company is clearly a matter for the future, and consideration 
must be given to the present status of the carriers and their properties and the 
resulting status if these applications are approved as requested. No objections 
to the abandonments, however, are raised, The same transportation service 
now provided over the segmentswouldcontinuetobe provided by New Company, 
after abandonment of the described segments, through use of and its operations 
over the proposed extensions described elsewhere herein. Since each of the 
proposed abandonments is related to and conditioned upon the construction of a 
new connection, the abandonments would not result in any abandonment of, or 
reduction in, service to those points or their surrounding areas. 

APPENDIX B 

Notes to proforma general balance sheet of the• GreatNorthernPacific & 
Burlington Lines, Inc. (New Company) as of December 31, 1966, after 
giving effect to Northern Lines merger 

NOTE 

I The combined general balance sheet as of the date of merger is subject to 
approval of the Bureau of Accounts, Interstate Commerce Commission. 

II This pro forma general balance sheet reflects the sum of the amounts 
carried and the balance sheets of the four companies as of December 31, 1966, 
adjusted to give effect to the merger as shown by notes below. 

A. To effect net debit balance in traffic and car service balances-debit 
upon transfer of credit balance reflected in accounts of Pacific Coast (see 
note C) - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - $240,755 

B. To eliminate book investment in affiliates as follows: 

Name of affiliate Amount Held by 
common stock 

Pacific Coast------------------ $1,700,000 Great Northern 
G.N.P.&B. Lines, Inc ---------- 500 ------ do ------

Do-------- ------------------ 500 Northern Pacific 

1,701,_000 - -
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c. To transfer to current assets credit balance in traffic and car service 
balances-credit (see note A) - - - - - - - - - - - - - - - - - - - - - - _ $240,755 

D. To set up capitalization of New Company at time of merger equal to the 
sum of the stated value of the capital stock of the Great Northern ($271,404,-
345) and the par value ($30,189,105) plus premium ($225,158,938) of the 
Northern Pacific outstanding in the hands of the public: 

Number of Amount 
shares 

Common stock-without par value: 
Northern Pacific 

$5 Par value - - - - - - - - - - - - - - - - - $30,189,105 
Premium thereon ------------- 225,158,938 6,037,836 $255,348,043 

Great Northern 
Without par value------------- 6,152,652 271,404,345 

12,190,488 526,752,388 
Less preferred stock-$10 ·par value: 

Great Northern 
6,152,652 shares@½ share - - - -·- 3,076,326 30,763,260 

Total common stock capitaliza-
tion----------------------- 12,190,488 495,989,128 

E. To eliminate capitalization of merged companies: 

Common stock actually outstanding - - - - - - - - - - - - - - - $302,594,525 
Premium on capital stock - - - - - - - - - - - - - - - - - - - - - 225,159,499 

F. The $699,364 reflects adjustment giving effect to the merger of the 
respective roads as follows: 

(1) Difference between book investment by Great North
ern and par value of Pacific Coast stock liability - - - - - -

(2) Retirement and cancellation of fifteen (15) Northern 
Paclflc shares of common stock held by directors as quali
fying shares: 

15 shares @ $5 par value - - - - - - - - - - - - - - - - - - -$75 
15 shares@ $37.38 premium ----------------561 
Charged to other capital surplus - - - - - - - - - - - - - - -

700,000 

(636) 
699,364 

G. The debit adjustment or reduction in shareholders' equity of $1,701,000 
is made up as follows: 

(1) Pacific Coast par value stock held by Great Northern - -
(2) Difference between book investment by Great North

ern and par value of Pacific Coast stock liability - - - - - - - -
(3) Cancellation and retirement of 200 shares of New Com

pany, common stock upon effectuation of merger - - - - - - - -
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APPENDIX B 

Great Northern Pacific & Burlington Linea, ·1nc., pro formo general balonce ahett tu of December 31, 1966, ofter gioing' effect to merger of 
Northern Pacific RaiffDay Company, Great Northern Railway Company and Pacific Co08t R.R. Co., into the Great Northem Pacific & Burlington Linea, -inc. 

Liabililie• cmd aharaholdera• i,quilu 

CuZTCnt Uabilltlel!J: 

GNP&B 
Llne,e, lno, 

Northern 
Paciflo 

On,at 
Northern 

Pacific 
Coast 

COPlblned Adlul!Jtm;,nts and eliminatlcna After adjustment.e 
Not,e,111 Amowit and "'llmlna\iops 

762 Trame and car service balancee-crodit • •- -- -- - -- - -- - -- -- -- -- - -- • • • • • • • -- - • • • • $240,755 C $(2_40,71515) - •• • •• • •• • •• •• -............... ............... $240,755 
753 Audited accounta and wagel!I payable •········--·-----·-········-··· -·-··-··--- 12,972,391 -··--····--·-·--·· $12,972,391 $7,148,443 $3,768,359 47,360 
754 Miscellaneoua accounta payable•--········--·-·--··----··········· ••••••••••• 5,885,325 ···-·············· 5,885,325 2,112,143 3,768,359 ,(,823 
755 Intorel!ltmaturod unpaid•······-····-····-···············-·-·--·-·- •··•-·-···· 4,664,188 •················· 4,664,188 1,685,308 2,978,880 ........... 
756 Dividends matured unpaid········-································ ••••••••••• 1_40,650 ·•················ 140,650 65,006 75,644 ........... 
757 Unmatured interest accrued •••••• -- • • •· - • - •· • - •· - • - • •· • •··· •· • •• • • • •• • • ••• • • •• 2,383,743 ••• • ••• • • • •• • • • • •• 2,383,743 1,625,158 758,585 ·····-····· 
758 Unmatured. dividends declared • •· •· • • • •· •· • · · •• •• • • • • •• •• • •• • ••• • -- • ·• • •• -· • •• 8,539,399 ·• • • •· • • - - · - • • • •• • 8,539,399 3,924,697 4,614,702 ........... 
759 A.corued accounta paye.ble••······································· ·········•· 30,393,442 •••••••••••••••••• 30,393,442 13,426,694 16,897,217 69,531 
760 Federal income taxes accrued •·-························••········ ••••••••••• 14,358,046 •••••••••••••••••• 1,4,358,046 4,197,967 10,097,404 62,675 
761 Other taxel!J aocrued ··········································-··· ••••••••••• 20,207,-(12 •••••••••••••••••• 20,207,412 9,589,368 10,454,860 163,184 

763 Other current liabilities•••••••••••••••••• - - • • • • • • • • • • • • • • • • • • • • • · -1-'-· •:.:·_·_· ·_·_·_· ·-·+--===+--===+---'=:::::if----'-'':::3.:;76::.,,.:,88:::5+.:..:..:.:..:.+.:.· ·:.:·.:.·.:.· ·:.:·:.:·.:.· ·:.:·:.:·.:.· ·:.:·:.:·:.:·::i· ___ <::,,,c37,.,6::,,6:::8,::.5 

Total current liabilities ·····--·····················-············f-'-··:.:·.:.·.:.··:.:·.:.·.:.··:.:·+--'===+--"'-"'e!:::.:::'-f---"'C:.:,""1f---'lc,0;:,4,c,l,:62::,,,::23::,6:+.:..:..:.:..:.+---~(2:_:<,::0:,!,7,::5,:5)~-.!l::03::.,,;:,90::,l::,,<=:6:!..l 

2,122,963 2,240,364 13,558 

45,897,747 57,662,603 601,886 

76< 

765 

766 

769 

771 
772 
773 
774 

78:.J 
783 
784 
765 

791 

Long-term debt duo witb.ln I year: 
Equipment obligations and other debt••••·• -- •· •• • ••• • • •· • • • • • • •· • •· 13,706,875 7,661,624 ••••••••••• 21,368,-(99 21,368,499 

Held by or ror company • • • • • • • • - • • • • • • • • • • • • • • • • • • • • • · • • • • • • • • • • ·1-· ·_·_·_· ·_·_·_· •-·+· •_·_·_· •_·_·_· •_·_·_· •-·+·-·_·_· ._._._ •. _._._. •-·-·1-·-·_· •_·_· _. •-·-· .;· 1-·-· ._._._._ .. _._._. •-·-·.;· 1-·-· ._._._. •+-· ._._._ •• _._._ •• _._._ •• _._._. ·-1-·-· ._._._ •• _._._ •• _._._ •• 

Actually out.etandlng •·····················-·····················1-··_·_·_··_·_-_ .. _.+--=l.:.3,'-'7.:.06:.:,,:,67;,,;5+--"7,:::66;:,l:.,,:;62:,:<+·-··-·_·_··_·_·_··+--=•.:.1,:::3:;68::,,.:;'°:.:"+·-··_·_·_··+-··_·_·_··-·-·-··-·-·-··-·-·-··+--...::.•1:.:,;:,•6:::8:.,,<::•:.:.• 

Long-term debt due arter 1 yem: 

~!e~d::~::'a.U::Y.:::::::::::::::::::::::::::::::::::::::::: .. :_:_:_: :_:_:_:_: :_:+--'~~;.:.~:c.~.:.:~:.::.:.::-'1)1-·-·_· ._'._'.8_.'._6·6_.'_.'~_'.'°_ • .;· 1-:-: :_:_:_: :_:_:_: :+_· -'~"-~"::cc:6.:.6~:.::•.:.o::o;,,;~+': ·_. :_:_: :_:+_: :_:_:_: :_:_:_: :_:_:_: :_:_:_: ·-l---':'-::,,::;:::,;~:,.:~:.:00:.:,l 

Actually out..standing • • • • • • • • • • • • • • • • • • - - - • • - • • • • • • • • • • • • • • • • • • • •~·-·-·-· •-·-·-·-· •-·+--''"9,:,5,:,:8.:.3•:.:•.:.700cc.il----''"-'8:.:,:::"=:2:.,,9:;0;,,;0+·-· ·_·_·_· ·_·_·_· ·+--=•c.1.:.• •c:••:c5:.,,:;600cc.i-· _. ·_·_· _. ·+-· ·_·_·_· ·-·-·_· ·_·_·_· ·_·_·_· +--.::•.::74::,,.:.••::•:.,,6:::00:.:. 
Equipment obligations•----·--··--•--•----------·------·---------- ----------· 89,736,250 63,99.4,000 ........... 153,730,250 ....... --------------··· 153,730,250 

Held by or ror company • • • • • • • • • • • • • • • • • • • • • • • • • • • • • - • • • • • • • • • • • • 1-·-·-· ·-·-·-· ·-·-·-·+·-·-·-· ·-·.,-·,.· ·.,.·-·-· ·-·-,,· +-·.:.· :,:· ·:.:·.:.· ·:,:·..c· ... • ·-·-,·_· ·+-· ·:.:•_·_· ·-·-· ... • ·:.:·+.:.· ·:.:·_·_· ·_·_·_· _. ·-·-· ·-·+-· ·_·_· _. ·:.:·+-·:.:·.:.· ·.:.·c:·.:.·.:.· ·:.:·.:.·.:.· ·:.:·.:.·.:.· :.:· ·1-· ·:.:·:.:·.:.· .:.· ·:.:·.:.· .:.· ·c:·.:.· :.:· · 
Actually outatandlng •••••••••••••••• • - • • • • • • •. • • • • • • • • • • • • • • • • • • 1-·..c·.:.· •:.:·..c· ... • •.:.·:.:·.:.· +---"89::,,.:;73::,6:.,,2::5:::0+-_ _:::63::,,9,::9:.,<:,:,00=0+-· •:.:·.:.·.:.· •:.:·.:.·.:.· •:.:·+-_.::l::53::,,,.,73:,0o,,2:,5:::0+·:.:·..c·.:.· :,:· •:.:·+-·:.:·.:.· .:.· •:.:·.:.·.:.· •:.:·:.:·.:.· •:.:·.:.·.:.· •:.:· •1-_.:;153::::,, 7:.,3:,:0,:,2:,5,:.0 

Total runded debt and equipment obligations out..standlng••··········1-·:.:·.:.··:.:·:.:·.:.·-.:.·:.:·.:.·+---=•::85::.,,::56::,8:.,,9::,5:::0+--.:'::,'2:,_,6:::5c,6o,,9:::0:::0+:-··:.:·.:.·.:.··:.:·:.:·.:.··:.:·+--""'::8::,,2::2::,5o,,8:,5:::0+-··:.:·.:.··:.:·:.:·+-·:.:·.:.··.:.·:.:·.:.·.:.··:.:·.:.·.:.··:.:·.:.·.:.··+--"'•2::80,,22e!S5!S,8:::5,:.0 

Amount..s payable to affiliated companies ····························1-·-·_··_·_·_··_·_·_·+·-·-·-··-·-·-··-·-·-··-·-·+-·-·-··-·-··-·_·_··_·_·_··+-··_·_·_··-·_·_··_·+-··_·_·_··_·_·_··_·_·_··_·+·-·_·_··_·_·-1-·-·_·_··_·_·_··_·_·_··-·_·_··+-··_·_·_··_·_·_·_··_·_··_·_ 

Total long•term debt due arter 1 yea.r••···························1-·-·_·_··_·_·_··_·_·+---=•.:.••:.:•.:.56:.:8c.,9:.:5c.0+---='.::":.,••.:.5;,,;6.:.,9;,,;0.:.0+-··-·-·-··-•-·-··-·-1--.::•.:.•8:.:,:;":.:•.:.•8:,;5,:,0+----1-·-·-·-··-·-·-··-·-·-··-·-·-··+--"••::8:,_,2:,;2:::5:::,8:::5,:;.0 

Reserves: 
Pension and wel!e.re reserves •· • •·· • • • • • •- •- ••• •• • • • • •··· • •· • •· •· •· 
Inauranee re.serves • •• ••• • •· - • • • •· •· • • • •· • •· • • • •· • •· •· •··· • • • • •· •· 
Equo.lization reeerves- •··• •• • •· • •· • •· • • •· •·· •· • • ••••• • -•. • • • •· • • • • 

3,8~4,098 
851,323 

11,300,000 ••••••••••• 

2,060,000 ······-···· 
15,114,098 
2,911,323 

15,11.4,098 
2,911,328 

Casualty and other reserve111 • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • 1-·-·_· _. ·_·_· _. ·_·_·+---':.,•.:.••:c1.,_,8:;7c.7+----'""''::;0;,,;8:.,,5;,,;5:::9+-· ·-·-·-· •:,:·_·_· •--·+----'9:.,,.:;13::6:.,,<::3:::6+--'-'-'+-·:.:·.:.·.:.· ·:.:·.:.·.:.· ·:.:·:.:·.:.· ·:.:·:.:·.:.· ·+c_ _ _:9::,, 7:.,3:::6:,:,<:;:3,:_6 

Total reserves •••••••••••••••••••••••••• - • - • • • • • • • • • • • • • • • • • • • • 1-·:.:·.:.· •:.:·:.:·.:.· -:.:·:.:·.:.· +----'9:.,,.:;19:,3o,,2::,9:::8+----"'8::,,5:::6:::8::;,5:::5:,_9+-· •:.:·.:.·.:.· •:.:·.:.·.:.· •:.:·+-__ 2::;7:.,, 7"6'-'l"',8:::5:,_7+-:.:.:.:.::.:+-·:.:·.:.· :.:· ·:.:·.:.·.:.· ·:.:·.:.·.:.· ·:.:·.:.·.:.· ·+ _ __:2:,7.,_, 7:.,6:.,1,s,6:,5!..7 

Other liabilities iuid deferred credits: 
Other linbill,Ioo -- --- -- -· • • ••• •• • • • • •• •• •••• • • • ••• • • • •• • • • - -- · - · - 378,{37 3,266,172 31,390 
Unamortiz.ed pnmulm on long•term debt,.••··························· 
Other deferred credit.a •····················-······················ ·····-····· 1,0-(3,"75 644,179 13A 1,687,788 ••••••••••••••••• 1,687,788 
A0<1rued de~ciation-leaaed property • • • • • • • • • • • ·:. • • • • • • • • • • • • • • • • 1-·..c·.:.· ·:.:·..c·.:.· ·.:.·c:·.:.· +---...:,37:.,6o,,2;,,;5:,_l+-----"13"6:,:,2:.,<:::2+:-· ·:.:·.:.·:.:· ·:.:·.:.·.:.· ·:.:·+.:.--...::.•I::2:.,,<::9:::3+-:.:.:..:..:..:+-·:.:·.:.· .:.· ·:.:·.:.·.:.· ·:.:·.:.·.:.· ·:.:·.:.·.:.· ·+ __ __:5::,l;:2,o,<:;:9::._3 

Total other liabilities and deferred credit..s ············-········•···1-•:.:·.:.··:.:·:.:·.:.··.:.·:.:·.:.·+---l:.,,.:;79:,8:.,,l:.,63"-½---''"-'0;:,4::6::;,5:,9,c3+---"-3:.,l,,c52::,"'l----'5::,,8e,7:.,6o,,2:,8,::0+-.:..:.:.::.:+-·:.:·:.:·:;··:.:·.:,·.:.··:.:·.:.·.:.··:.:·.:.·.:.··+--.!•:::•6,::7,::6::;,2:,8::._0 

Shart1hokit1r'a aquit~ 

Capital stock: 
Capital stock issued ··········-······························-··· ••••••••••• ••••••••••••••• 
Proposed new issue: 

Common stock (12,190,488 sbme111 without par value)•··············· •······-··· •·············· •·············· •·········· ••••••••••••••• D 495,989,128 495,989,128 
Pre rerred l!Jtook (3,076,828 eba.res-$10 par value) • • • • • • • • • • • • • • • • • • • 1-·.:.·.:.· •:.:·:.:·.:.· •:.:·:.:·.:.· ,i:·:.:·.:.· •:.:·:.:·.:.· •:.:·:.:·.:.· •:.:·:.:·.:.· +.:.·.:.· •:.:·.:.·.:.· •:.:·.:.·.:.· •:.:·.:.·.:.· ·+:-· ·:.:·.:.·.:.· ·:.:·.:.·.:.· ·:.:·i.:.-· ·:.:·.:.·.:.-·:.:·.:.·.:.· ·:.:·.:.·.:.· ·:.:·+-__:D::,_+----"-3,:0,c,7,c6'::,,.::26:::0+---'3"0"-, 7:,6:,_3,:,2:;:60,:._ 

Total • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • ·i,;·:.:·.:,· ·:.:·:.:·.:.· .:.· ·:.:·.:.·.1:·:.:·.:.· ·:.:·:.:·.:.· ·:.:·:.:·.:.· ·:.:·:.:·.:.· .i.:_·.:.· ·:.:·.:,· :;· ·:.:·.:,· ·:.:·:.:·.:·.:.· i·:.:·c:·.:.· ·:.:·:.:·.:.· ·:.:·:.:·J.·:.:·:.:·.:.· -.:.·:.:·.:.· .:.· ·c:·.:.· :.:· ·:.:·.1..:.· ·:.:·.:.·:.:· ·:.:·,L. __ ,::5.::26~,c!_7,c52~38~6cL_ _ _:5:,2:,6,o, 7c,5.::2,,::3,c88::_ 



UPRRIG-000514

Great NortMm Pacifi<: li Burlington Linea, Inc., proforma general balance aheet. as of December 31, 1966, aft.er gi-oiAg effect. t.o merger of 
Nort.Mm Pacific Rail1Day Company, Great NortMm Railway Company and Pacific Coaat. R.R. Co., into the Great Northsm Pacifi<: & Burlington Linea, /nc.-Continued 

Merging companies: 

GNP&B 
Llne11, .lno. 

Northern 
Paclrio 

GN>at 
Nonbern 

Pacific 
Coaat 

Combined Adiu11tmenta and eliminations After adjustmenta 
Note11 Amount and elhnination11 

Common stock•··.••·•••· - - - - •· • •· • •· • --· •· •··-· •··· •· • • · •· · •· · • · · $(305,244,640) •• •• • • • • •• •• • • • • $1,000 $30,215,490 $274,028,UiO $1,000,000 $305,244,640 
Held by or ror company•·······················-·······-··········~ 2,650,115 •••••••••••••••• 

Total • • • •• ·-·· ••• • •· •• • • • • •• · ••• ••• · ··• •• · • • ·• •• · · ·- · • •• · •• •• · _f----:-c-:-,l--:c,-""'=""-t--===""-l---:-:-:-+-,-'=-""=-""+--,E,--+--(-3_;02:.,,.::;'9::;4:.:,5:.;2.:5_) + •• -.-.-•• ".-'.-'-•• -.-.-•• -.-. 

.... --.. ·-. (26,310) (2,623,805) (2,650,115) 

1,000 30,189,180 271,404,345 1,000,000 302,594,525 

Total ca.pital 11toclr. •• · •• • · •• ••• •• · ••• • •• · · · ••• •• •• · · • • · • ·• • •• • · · ·t---'="-'-t--'==="---1-....::;c:.,:=="---1-===-+---'====+---+---=2:.24:.,,.:_1'::;7.:,6::;6a:::.._+_:,$:::5:.,26:.,,::;75e,2o,,3e,6:::6_ 
Capital surplus: 

1,000 30,189,180 271,404,345 1,000,000 302,594,525 

794 Premiums and a.sees.sments on capital 11toclr.•··················•······ E (225,159,499) ····-··········· . . .. . .. .. -· 225,159,499 ........... ·-· . 225,159,499 
795 Paid-In 11Urplus • ••• •· •· •· • • •· •·· • • • • •· • •· • • •·· •· •·· •·· •-· •· •·· • • • • • •• •• • · • • · •• • · · · • • 1,141,330 ........... 21,189 1,120,141 1,141,330 
796 Other capital surplus••••·••··••····••••··••·•·•····•···•·····•··· •1------,f--'"-'-=='-i------l-----+--'-'===+-'F--+----'(,;.69::9:.:;,3::;6;.:4.,_) +--"''-'' •.:.0.:51:!,3::2:.:ac.. ··········· 37,750,687 ··············· 37,750,687 

Total capital surplU.11· · • • - •• · • - •• - •• · - • •• ••• •• ••• •• · •• • · • •• •• •• ···1------,f--"===;:_i--..:.:;=='-l-----+-'====+---+----'(:::2=.26:.,,.:65::6:.:,6::;6:,:3.,_) +-....:c•B:.,,.:.19::2:,,6::5:.:3c.. -· ........ - 262,931,375 1,120,141 264,051,516 

Retained Income: 
797 Retained income-appropriated•··••·••• - • •· •·-·· • • •· • •·· • • • •· •· • •· •- • •• ·-· · · • · •• •• • · • • 1,125,000 ....... ··- . .............. 1,125,000 1,125,000 
798 Retained income-unappropriated-······•··············•············· • • •• • · • •· •• •• •• • • - 858,638,443 

Total retained Income··········································· .f-----,i---==:.;,.::="---l--"====--1-===-+-'====+---+-'-•• ".-.-'-•• ".-'.-'-•• ".-'.-•• -.-'.-•• +--',:::,9::,.:, .. =,,.:,:::,c.. 
.... ••· .. -· 424,270,218 432,012,542 2,555,663 858,838,443 

701 
702 
703 
704 
705 
706 
707 
706 
709 
710 
711 
712 
713 

715 
716 
717 

721 
722 
723 

731 
732 

........... 424,270,218 433,137,542 2,555,683 859,963,443 

Total sb~bolders' equity · • • • • · • · · • • · • • • • · • • · • · - • • • • • - • • • · • • · · • • • t---'=C:...,1---'-:..:..:;=:.;_:;::_l-...::;==="-1-===-+-"'====+-'G::_-+----'-(1:.,,.:_70::;1.:,0::;0:,0.:.) +...:.1,::,<.:24:.:,:.•.:0S:.,,<:::6::;4c.. 

Total lia.bilities and shareholders' aqulty•··-··········•···••······1---'.;;a~i-'a,;;.;;:,a::;,;:~:;_l=~~;:,:;,::::;,_1=~~;::::::..j..::.:.:.:,,;;:;:,::;;;;:,,+;.;.,;.;,;.;;.;j. __ _.(:.,l,::,94:,:1a,,7;_;5:,;:5~).j....:,2.,;,1,:_12~,,:;0;::62:.,,4;::6:,:1'-

1,000 717,390,713 705,662,028 3,555,663 1,426,609,484 

1,000 1,073,555,806 1,036,258,307 4,189,093 2,114,004,206 

Current Meets: 
Cash•······-··············-·-··············•····•··••···•······· 
Temporary cash investments······································•· 
Special deposits•·•····························-·················· 
Loa.ns and notes receivable•······•································ 

1,000 5,162,454 
60,768,506 

1,657,0:36 

4,604,951 
73,679,018 

3,476,398 

256,001 10,024,406 
134,447,524 

5,183,434 
.............. 

10,024,406 
134,447,524 

5,133,434 

Trame and car 11ervlce ha.lances-debit•····-························ •········-· 1/l24,635 2,298,716 (240,755) 3,282,496 3,523,251 A 
Net balance receivable from a.gents and conductol'S••·······-·········· •········-· 9,956,217 5,453,182 · •••••••••••••••••• 15,444,934 35,535 15,444,934 
Miscellaneous accounts reaeiVable-••···············•···•·····•····· ·········-· 11,763,325 6,126,350 ·········•········ 18,026,297 136,622 18,026,297 
lntereat mtd dividend!, receivable •· •· • •·· • • • • • • - •-·· •· • •· • •· • • •·· •· • • • • • •· • • •-· 1,114,034 1,545,503 •• • •• •• • • -· • • ••• • • 2,660,284 747 2,660,284 
Accrued accounts receivable ••••••••.•.•.••.•••••...•.••••.••••.••• •········-· 14,059,177 5,425,404 •••••••••••••••••• 19,519,235 34,654 19,519,235 
Werking fund advanoes·-····· • •··································· •········-· 296,690 237,147 ••·•·••••••····••• 533,842 • 533,842 

133,976 Prepayments-··••·······••·········•····························· •········-· 750 133,226 •••••••••••••••••• 133,976 
Material and supplies•············································ ·········-· 21,318,948 19,232,016 •················· 40,576,911 25,947 40,576,911 
Other current assets •·············································~---_·_··_·_·_··_-_.+ __ _;3;.:2;:_5,:,2..:.75::....f---'2::3;:_0,:,5;:_30::..._f---=+--..;:.:=.:..:.-1---4--··_·_·_··_·_·_··-·_·_··_·_·_··-1----"'::":.:••.:7:..:4c.. 769 556,574 

Tota.I current assets • - • • • • • • • - • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • •t---'1-",00=0+-.::12:.:7.c,6:..:4;:_6,:,9..:.47'-,1--"122=••:.:•.:.•:..:••.:.o;_l-_..:;==+-'====+--+----'("-2<::0:.:, 7:.:•::•.:.> +---=2::.•0:o•:::c••::•:.:••:.1:.:•c.. 
Special funds: 

490,280 250,580,668 

Sinking runds• • •·· •· • • • • •· •· • • •·· •· • •-- • •· •· •·· • • •·· • •· • •· •· • • •· •· .............. 
8,618,275 Capital and other reserve funds·····················•··············· •········-· 8,203,732 414,543 •••••••••••••••••• 8,618,275 

lnsW'll.Doe o.nd other funde • • • • • • -• • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • • · ·1-·-·_·_· _. ·_·_· ·-·-·+---,...:•:.:7;;.5:.:,9:::.96::_l---=2:,:,2:..:l:::.9:.:, l.:_75::_f"-'.:.:..:..C.:.:..:..c+-....::c:..:..:=.:..:.+;....-+:..:· ·:..:·.:.·.:.· ·:..:·.:.·.:.· ·:..:·.:.·.:.· ·:..:·.:.·.:.· "+---'":.:•c:.1:::95:.,,:_17;.:1_ 

Total specia.l funds • • • • • • • • • • -• • • • • • • • • • • • • • • • • • -• • • • • • • • • • • • • • • •1-·:..:·..c·.:.· :..:· ._._. •;,,.-..c·+-....::•:,:•1:..:7:::.9:.:, 7;;_26::....;l-_ _:2:,:,6:::3:::.3:..:, 1.,_1 s"-f"-'.:.:..:C:..:..:..:..c+-...:..:===+:..:..c.:..:.+.:.· •.:.·.:.·.:.· •:..:·.:.·.:.· •:..:·.:.·.:.· ·:..:·.:.·.:.· ·+----'-1~1,.:6:.:13c,,<::;•:::•c.. 

3,195,171 

11,813,446 

lnve.l!ltmenta: 
Investments in a.!rlliated companies•·•······•••······•••············ 
Other Investment& • • •· • •· •· • •· •· •· • •· •· • •· •· •·· · • •·· •·· · -· •• •• ·• ·• 

164,071,345 
3,871,644 

166,059,475 
5,813,682 16,000 

330,136,820 B 
9,701,326 

(1,701,000) 328,435,820 
9,701,326 

.............. Reserve for adjustment of inveatment and securities-credit·············~·-·-·_·_.·-·-· ·-·-·-1-·-·_· ·-·-·-· ·_·_·_· ·-·-·+·-·-· ·_·_·_· ·-·-·_· ·-·-·+----1-------,,---1-· ·_·_·_· ·_•_·_· ·_·_·_· ·_·_·_· ·-1-·-· ·_·_·_· ·-·-·-· ·-·-·-· ·--

Total lnvestmenta .• - •••••.•. - •••. • ... - - ••• • • • • • • • • • • • • • • • • • • • • • •1-·-·-·-· _. •_·_· •-·-·+_:..:16;.:7.c••:.:•.:.••:.:•.:.••:.....it-'--"17;.:1,:,6:..:7:::.3,:.:1.:.57=-il--==+-'====+--+----'-(:..:1,.:_70:::1:..:,0::;00=) +--.::•:::.•:o••c:.13.:7c,•:..14::6c.. 
Properties: 

16,000 339,838,146 

Road and equii:ment property•· • •· •· • • • • • • • • •· •··- • •·· •·· • •· •· •· •· •· • • • • • •· • •- • 951,117,684 978,660,4.98 2,709,798 1,932,481,980 ••• -· • ·- • • •• • •• • • • •· •· •• •- 1,932,487,980 
Improvements on leased property••••••••• - • • • • • • • • • • • • • • • • • • • • • • • • · ·1-·;...·_·_· ·_·_·_· ·-·-·+-,...=2,:,3::5.:.1,,:2.:;13'--ll---'3=2:::.0,,:2:::.84!....if-----'-"-'+---=•.c•6:..:7.:.1:.:,<:::.9:..7 +· ·:..:•_·_· ·:..:·..c·1-·:..:·:..:·.:.· :..:· ·:..:·.:.·.:.· ·:..:·.:.·.:.· ·:..:·.:.·.:.· ·+-__ 2:.,,:::c6:..71:..:,•:::•:..:7_ 

Total transportation property············· - • • • • • • · • • · • • • • • · • · • • • • - ·L·:..:·.:.·.:.· ·:..:·.:.·.:.· ·:..:·..c·..1..._•::•::•:::••::6:::.6,,::6:::.97:...J'--'::;7:,:6:,:,9:,:8:::0,:.:7:,:62::....JL....;2:.,,.:_709=• 7:_:9:::6....1.._;1:,:,9::3:,:6:,:, 1:,:6.:9,::,<.:.77:...J.:.· ·:..:·.:.·.:.· ·:..:·.:.·L·:.:·:.:·.:.· :.:· ·.:.·.:.·.:.· ·.:.·.:.·.:.· ·.:.·.:.·.:.· ·L...:.1,:.,9:::36::,,.:_16.:9:.:,<:.:7:.:7_ 
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Great Northern Pacific & Burlington Lines, Inc., proforma genual balance llhut as of December 31, 1966, after giving effect to merger of 
Northern Pacific Railway Company, Great Northern Railway Company and Pacific Coast R.R. Co., into the Great Northern Pacific & Burlington Lines, /nc.-Continued 

As.,ets.:..Continued 

Properties-Continued: 

GNP&B 
Lines, Inc. 

Northern 
Pa.cine 

Great 
Northern 

Pacific 
C=t 

Combined Adiustments and eliminations After adjustments 
Notes J\mount and eliminations 

735 Accrueddepreciation-road and equipment·························· ·········-· •·······••······· $(414,730,202) 
736 Amortl:zation of defense projects-road and equipment·•••••···•••••••• 1-·-· -_-_._. ·-·-·-· •+--====+-~===+----+--''-"===f----+-·-·_· ._._._. •_·_·_· ._._._. •-·+---"(7c;O,:;,O'J=4,,:2.:;43::,,.) 

Recorded depreciation and amortization ···········••·············· 1-·-··-·-·_··-·-·_··+-====4-'====+-===+--'-'====1---+-·-·-··_·_·_··-·-·-··_·_·_··_·+--'-(4,::S:.,:<,:;,7c::5c:_4•,::4.:;45::,,.) 
Total transp:irtation J)l'Operty less recorded dapreclation and 

$(185,215,252) $(229,277,510) $(237,440) $(414,730,202) 
(30,255,951) (39,768,292) ........... (70,024,243) 

(215,471,203) {269,045,802) (237,440) {484,754,445) 

amortization • • ·· •• • • •· • •· • •· • • • •· ·• •• • • • • •· • • • •·· ·· · • • • •· • •· • 1-·-· -_-_._. ·-·-·-··+--~~~-+-""-~=-'-+....:.==""-+-"-'-'====f----+-·-·_· -_-_._. -_-_._ .. _._._. --·+ •_;'c.••.::•c:o,c,<c:0,;:_5,::03.c2c.... 
737 Miscellaneous phy.sicaJ property·············-··············-·····• ·········-· •···-------·-···· 46,081,633 

737,997,694 709,934,980 2,472,358 1,450,405,032 

16,360,803 2B,550,HO 1,170,690 46,081,633 
738 Accrued depreciation-miacella.neous physical property••··-··········· 1-·-··-·-·-··-·-·-··+--'-===+--'-===+----+--====f----+-·-·_··_·_·_··-·-·-··_·_··_·_·4--· _ _;(.;,6::,0:::6"7,c_70.::lc:..) 

Miscellaneous physical property Jess recorded depreciation•········· 1-·-··_·_·_··_·_·_··+--'-===-+-....:.===+....:.===+--===:=....f----+-·-·-··_·_·_··_·_·_··_·_·_··_·4--_....:•.;:.•::•'c.:.".::•::".::2c.... 

Total properties less recorded depreciation and amortization • • • • • • • • • f--. -_-_._. ·-·-·-· •-·+-====+-====+--"'===~====c.:...i---~-•_·_·_· _. •-·-· _ .• _._. -_-_._. +-....:.' ::•':::"""'"9,::l6c,,9::.;6:.,:<c.. 

(5,076,127) (1,491,574) ··········- (6,567,701) 

23,474,013 14,869,229 1,170,690 39,513,932 

761,471,707 7'24,804,209 3,643,045 1,(89,918,964 

Other assets and deferred charges: 
741 Other assets···········-·-·······················-············-·· ·········-- •·····--··•·-···· 2,149,059 1,300,912 848,147 ········--- 2,149,059 
742 Unamortized discount on loag•term debt······•• - • • • • • •· -· ·• • •· • • •· •· • • · · ·• • • • -· • • •. •·· • • • •• • • •• •. 3,491,722 1,281,393 2,210,329 ··········· 3,491,722 
748 Other deferred charges- •• •--·•·••··••· - •· • • - •• • • • • • •· •· •· • •• -- • • •• ,_·_· •_·_·_· •_·_·_··-+--~~--+--~~-+-~=~+---"~~-1---+-·-·-··-·_·_· ._._._ •. _._._··-·+--'~•ec••~12cc,cc•"-01'-

Total other assets and deferred charges··························· 1-·-··_·_·_··-·-·_-·+--~~~-+--'-==~+-....:.=.c..c..+--====f----+-·-·_··_·_··-·-·-·-··_·_··_·_·-1·--.c•~1::,8.:;52::.;,cc•.::••c.... 

Total assets - • • • •• • - • - • · · ••• • • • • • •• • •• • • • • •· • • • • · •• •• • • • • ·-- • $1,000 $(1,941, 755) 2,112,062,451 

4,726,130 1 t ,446,306 39,765 16,212,201 

7,308,435 14,504,782 39,765 21,852,982 

1,073,555,806 1,036,258,307 4,189,093 2,114,004,206 

( ) Denotes contm. 
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APPENDIX C 

Notes to proforma general balance sheet of the Great Northern Paoific & 
Burlington Lines, Inc. (New Company) as of December 31, 1966 after 
giving effect to the Northern Lines merger and the Burlington merger 

Note 
I The final combined general balance sheet as of the date of merger is 

subject to approval of the Bureau of Ac.~ounts, Interstate Commerce Commission. 
II This pro forma general balance sheet reflects the amounts shown in pro 

for ma general balance sheet giving effect to the merger of the Northern Pacific, 
Great Northern and Pacific Coast into New Company, and the Burlington, as 
of December 31, 1966, adjusted to give effect to the merger as shown by notes 
below: 

A.-(1) To purchase newBurlingtonfirstandrefundingmort
gage series of 2010 4-percent bonds to be pledged under the 
New Company's consolidated mortgage- - - - - - - - - - - - - - -

(2) To deposit with Trustee ofNorthernPacific refunding 
and improvement mortgage sufficient funds to redeem at a re
demption price of llOthe$17,367,000parvalueoutstanding re
funding and improvement mortgage series" A" 4 1/2 percent - -

B,-To reflectinvestment in $70 million Burlington first and 
refunding mortgage bonds, 

C,-To reflect reduction in Federal income tax liability 
applicable to premium paid upon the redemption of Northern 
Pacific refunding and improvement mortgage series "A" 4 1/2-
percent bonds, (See note E) - - - - - - - - - - - _. ________ _ 

D,-To eliminate Northern Pacific refunding and improve
ment mortgage series "A" bonds called and redeemed- - - -

E,-To reflect charge to retained income-unappropriated as 
a result of net premium costs ($1,736,700 less Federal income 
tax reduction of approximately $903,084) incurred in redemp
tion of Northern Pacific refunding and improvement mortgage 
series "A" 4 1/2-percent bonds. 
~ee n~eC)---------------------------------

F .-To reflect receipt of cash by Burlington from sale of 
$70 million Burlington first and refunding mortgage bonds to 
the New Company. 

G.-To reflect issuance by Burlington of $70 million new 
first and refunding mortgage 4-percent bonds and cancella
tion of $29,869,000 Burlington first and refunding mortgage 
bonds ($19,729,000 4-percent series 1998 and $10,140,000 
4 1/2-percent series 1970) held in treasury. 

H.-To effect new debit balance in traffic and car service 
balances - debit upon transfer of creiiit balance reflected 
in accounts of Burlington. (See : note J): - - - - - - - - - - - - - • -

331 I.C.C. 

$70,000,000 

19,}-03,700 
89,103,700 

903,084 

17,367,000 

833,616 

470,474 
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I.-To eliminate book investment of New Company, in Bur-
lington as follows: 

Common stock - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - • - $218,491,429 
Other secured obligations 
Burlington first and refunding mortgage bonds - - - - - - - - - - • 7010001000 

288,491,429 
J.-To transfer to current assets credit balance in traffic 

and car service balances-credit. (See note H) - - - - - - - - 4701474 
K.-Toreflecttheelimlnatlon of the New Company's liability 

with respect to Burlington first and refunding mortgage bonds 
upon concurrent pledging of same under the new consolidated 
mortgage - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - 70,000,000 

L,-To set up capital stock liability equal to par value of Bur-
lington common stock outstanding in the hands of minority 
stockholders: 

Common stock-without par value 
481033 shares@ 3.25 

Shares 
156.107 

Amount 
$4,803,300 

M, -Giving effect to the merger of the respective roads, 
results in adjustments representing: 

(1) Differences between book investment of New Company 
and par value of Burlington common stock liability (218,-
491,429 less $166,035,800) - - - - - - - - - '.". _·;. - - - - - - - - - -

The $52,455,629 has been debited to other capital sur
plus, to the extent available- - - - - - - - - - - - - - - - - - - - -

And the balance has been charged to retained income-
unappropriated - - - - - - - - - - - - - - - - - - - - - - - - - - • - - -

N,-The net debit adjustment or reduction in stockholders' 
equity of $218,491,429 ls made up as follows: 

(1) Elimination of Burlington common stock held by New 

$52,455,629 

37,051,323 

15,404,306 
52,455,629 

Company - - - - - - - - - - - - - - - - - • - - - - - - - - - - - :. - - - 166,035,800 
(2) Difference between book investment of New Company 

and par value of Burlington common stock 11ab111ty - - •• - . 52,4551629 
218,491,429 

331 1.c.c. 



UPRRIG-000518

00 .. 00 ., -';" .. -s h 
0 h ... 
0 

' .. .. Currentuseta: 

APPENDIX C 

Cr,ot Nonh,'71 Pacil',c {i Burlington Li,w11, Inc. FO /ormo ,,.,,n,r-aJ bolanc• •hut 0,1 of D11c,ml,,r JJ, 1966, o/tu (li"'ins, •fl•ct to ,,.,,s,,r of 
Cr,ot Nortliem Pacific {i Burlington Linea, Inc. and th, Chicago, Burlington G Qvincr Roilrood C(Jmp,:,ny 

GNP&B Linea, Inc. 8\ul\n<>ton 
Adjuatmenta and No< 

General Adjustments and General Adjuatmenta a,11,d combined eliminations 
bahaooe ollmlaatioa11 bal!U!CO ollmlna.t.lona .... , sheet No""' ...... , 

Noiea Amount Noiaa Amounl. 

Arter 
adjuain.enta ~· ollmioatlOQa 

701 Casb•···•···-·•····--·•··•······•············ $10,0'J4,406 A $(89,103,700) $7,743,886 F $70,000,000 $(1,335,408) $(1,335,.(08) 
702 Temporary cash inveatmeota •············-····•• 134,447,524 •···········- 24,725,131 •---••.-•·--· 159,172,65(1 159,172,655 
703 Special deposlta•··················------------ li,133,434 ------------- 1,li05,884 ------------- 6,639,298 6,639,298 
704 l..cNuaa 11nd 11ote11 racelvable ------------·-------- -·--··----·-- --·--·---·--- 2,151 ------·-·-··- 2,1151 2,151 
705 Traffio and car service balance11-debit --·--·-·-·- 3,282,496 •·--------·-- •-·--·-----· --·--·--·---- 3,282,496 H 5(470,474) 2,812,0'l2 
706 Net balllDce receivable from 88'"1ta arid conductors• Hi,4U,934 ----------·-- 7,048,345 -·--·-------· 22,493/n9 22,4.93,279 
707 Miscellaneous aocounta receivable •----·--·-·--· 18,0'l6,297 •·-··--·-··-- 13,500,764. -··---·----·· 31,527,061 31,527,061 
708 lntere11t and divldenda receivable •--·--··--·--- 2,660,284. ----··----··· 777,3U -------·--··- 3,4.37,1599 3,437,1599 
709 Aocrued acoowita receivable-···-·-·-···-·-···-· 19,1519,235 •····-···-·-- 10,582,937 •-·-··------- 30,lO'l,172 30,IO'l,172 
710 Wodd11g fund ad.van~•----··---•-·-·-·····--·- 1533,842 •-------···-· 13t ,t30 ------··---·- 668,272 t168,2T.! 
711 PTepaymenta •·-·---····-··----·----·-···-···-· 133,976 --····-·-·-·· 94.,535 •-·-·····--·- 228,1511 228,511 
712 Material and au.ppllea ----- -- ----·-- -------- -- -- 4.0,576,911 • •· •·· -· - - --· lt,116,111 --· ·• - ---- ··- 54,693,022 54,693,0'J2 
713 Othercuh'f111t-ta •-··----··--·-·--·----···--t--~•'6=,5"7-'-4+----+-·-··-·_ .. _._ .. _._._ .. +-_~2"42",7'-'83"-1----+-·---_·_·_ .. _._ .. _._ .. +_-'7"'9::,••=c":.:'-+--+----+---'-'""'•"•:::'7:.. 

Total curnmt aaaota 250,339,913 (B9, 103,700) 80,474,252 70 000 000 811 710 4615 (470.470 311,239.991 

Sped.al tunds: 

715 Sinking f1mda ---·--··-·-·-·-··-·-···-·-·------ ------·-····· -·-··--·----- 1,732 •-·-··----·-- 1,732 1,732 
718 Capital and ot.berreaerve funda -··-·-·-·····-·-- 8,618,275 ---·····-···· 15,838,386 --···-·-·-··· 14,tl56,661 14,450,661 
717 Insurance and other funds - - - - • - - • - • - - - • - - • - - - - - t--"-' '"-l:.:9'e., 1:,:7.,_I +-"'-"'-'4-'·-'-·;..:--.c.·;..:--_;•;..:--_;·c;c--+--"-'''-"•=oo:..9:.:0::c'+==+·cc·cc--_;·c;c· •_;·c;c--;..:·_;·'l· _.,:6,,;,0fl=••c,1::23<4-,;..:.;,;..:.;+..;..:.;c;.c.:..:.c.:..:.+---•:::•;:c••:::•-"' 1"'23::,. 

Total special funda • • • • - - - - • • • • - - - • - • • • • • - • - t-~l.,_l ,"'8'-'!3"-,4'-'4-'-•+---+-·---_·_--_._._ .. _._ .. +--"-'"-""'"'0:.:7.,_0+--+·-·_ .. _._ .. _._ .. _._.,· -•:.:•c.••:.:5.,_6,"-0-'-16-+--+----+--"-'0=":.:•,,•:.:l,c6 _ 
Iavesbnenta: 

721 lnve.11Ui:1enta 111 affiliated com.panlea ----------·--- 3213,435,820 B 
722 Other h!.veatmenta --·----·---·······-·····-·-·- 9,701,326 

70,000,000 52,008,830 
8,250,6~15 

----·------·· 4.50,4(4,1150 
--·---·------ 17,951,991 

(288,491,429) 181,9152,721 
17,Ul,991 

723 R=t• !~~!~~~~~t.~~!~~~~~~~-i~.~~~~:~~~--f-·-·_--_._._ .. _._ .. _._.-fl_._._ .. _._ .. _.+-·---_·_ .. _._._ .. _._ .. +-·----·-"-·---_·_ .. --f __ --f_._._ .. _._ .. _._ .. _._ .. + __ ....,;_+---t-----f--·----·_ .. _._._ .. _._ .. _ 
Total investments -... -......... -• • • • --------t-~"-'-•~,._,_13:.:7~ .,l-'-46"-t---+-~••:.:•.,_OOO=,OOO=-t-~•.,_o,:.:2.,_'8"-9~9-'-'-t---+·---_·_ .. _._._ .. _._ .. +-'-••:.:•~••"'••"•"-""l-+---+-'~"-•~••-•-1,~42~9~)+-~1.,_79=·••~•.·•-'-12~ 

Prcperttea: 
131 Road and equipment property--·--·----··---··-•· 1,932,487,980 •·---------·· 1,0915,669,092 ---·---·--·-- 3,028,157,072 •.·.·.·.· ...... l a,~8,157,072 
732 Im~vement.a on leaaed property·--·-----·-······1--.:.2",6"-71=49'-'7+----+-·-·-.. _·_ .. ;.;·.c. .. ;..:·;.;·'l· ---''"''0=87'-'6+--+·-·-·---.c.·_ .. _._ .. ;.;·.;.·t--'3=16:::2_.,,.3"-73'--+-'----+----+---"3"1"'2:.,•3:o7a,..3 

Total tmnaportatlon pro party - • - - - - - - • - - • - • - • • f-""'1 ... 9-'-3~5 . .:.1'~9 •. 4"7"-7 +---1--·---_·_ .. _._ .. _._._ .. +'1~09=6~1.,_.,"-•~•"'•-t---+·-· _ .. _._ .. _._ .. _._ .. -r,'"'03:.:1.a:.:1~• ,:.44-"0-+--+-·---_·_ .. _._ .. _._. +' ~•-"•03=1 .,_31'-'•••'-'•~• 
735 Accrued depreciat.ion-road and equipment ·-····-- (tH,730,202) •·······-·-·· (305,492,639) •------ •··-----·-··· (720,222,841) (720,222,841) 
736 Amortlzat.1011 of defense projectl!l•road. and •quip-

ment -• --• • • ---• ----• -• • -------· --• -• • · · • -• - t--"'''c::•.:02c:,<,.,.2:,<e:3,-,l ,_;..:,;..:.;=+·cc·cc .. _;·.:.--;,:·.:.--;,:·.:.· Cl. _ _,,,f2e:•c:,06::,3:.,,-""""'t-·-'---;..:·.:.--;..:·+·;..:·.c.· ;..:".:.•;..:--_;·c;c--;,:·.:.· µCl.:c98e,,:e,O•cc•_.,.a,,97'-'1l+.:.c.:..:.=;....:,;..:.;=='-'-f---"''':::•.:•::.•T,.a::,•"-"~ 
Roconleddeprociatlonandamorti:z:atJon ···-·-·1-.. ''-""='-'-""'-'-'"'"'-t-----+-·-·_--_._ .. _._ .. _._.,·_ .. c:3"'3:::3..:,5cc":a•'-'":::"'t-·----·----·+·-·-.. _·_·_ .. _._ .. _._.f-,"•"'18".3"'1"'0",2"'38""+---+------+--""•:.:1:.:•.:•-'-10"2:.:3:::81,_ 
Total tni.n11portation property le114 recorded 

dept9clatlon e.od 111,mortization - • - • - • - • - • - - - - - t-1'-',4-",0=•'-"°'"'03=2+·-·_ .. _._. ---+·-·_ .. _._ .. ;.;·.;.--;.;·.c. .. +-7'-'6"'2".6-'-04c,,'-'17"0+·-.. _·_ .. _.+·-·_ .. _._. _ .. _._ .. _._. i=',:•'c,;13:.,,;::009:::•,:.-2c,:07:..+,;."_._ .. _._. +------+--=':.2:,:1::,3,:009=2::,0'1::..,. 
737 M.lac:ellanooua pbyolcal property ·-·--·--·--·-•-• 46,081,633 •··--···••··- 14,857,910 -·-···· •·--···-···-· 60,939,543 ....... 60,939,HJ 
738 Accnied dapreciation-iacellan0011e pbyaical 

FrOJ>erty • _ ••• _ ••• _. ____ • ______ •• ____ •••• _. _. t---'""•·"''"•'e.• ,,,•c."+----+-'·-·_ .. _·.:.--;.;·.:.--;..:·.c. .. +--='"'"' ':.:":a•':::':::"'+-·----·---;.;·+·-·_--_ . .:. .. _·_·.:.--;.;·_· f--'-" c100.,•:::•:::•,:•••,c"""+.:."-·----·-· +---.,;,._--+ __ c.,1::.•.:•:::""•"'"-'-" 
Miecellaneoua pbyalcal property leaa r.corded 

depreclat.1011 •·-·-· •--- --- --- --- ---- ----·-- 1--•-•~••-"~•••~'-'-+----+-·-·_--_._ .. _._ .. _._·_,· __ 1_1~,1.:.32:.:•"-••~•-1----+-·-·_ .. _._._ .. _._ .. _._. t--'-'°'-''-'-64'-'6-",6"-06"--+---+-----+--~'°-'-'~•••-'-••"•~0S~ 
Toial propertl.ea leas recorded depreciation 

and amortizatioa-----------··-·--·····-··· ,-1~•~•-'-•~·••.,_18"-.9,~6'-'4-+----+-·-·_ .. _._ .. _._ .. _._·_,· _ _,_77'-'3•7'-'3~•:.:"~'-+----+-·-·_ .. _._ .. _._._ .. _._.1"2~-•'-'-'~'=""'~•'-'1~•+---+------+~''-'''~•-'-•~-••~"="'-''-
Other u:seUI IIDd defernd cbarpt 

741 Ot.berasaetl!I ··--·-·-·--·-·------·-----···-·-· 2,149,059 •-·-·-·--·--- 3,231,494 •····--··-·-- 15,380,653 5,380,15153 
742 Unamort.lz;ed diaoO\lllt on 101111:-&ena debt-··•··---- 3,491,722 •-· -· --- -· - -- 1,267,582 •••••• -·-- •-- 4,759,304 4,769,804 
74.3 Other derened charge• • - • - - • - •• - •• - - - • • - - • • - - - t---'1"•"''-"""'"0"-l+,;..:.:.,;,._'-'-f_;·_;·c;c .. _;·c;c--_;•c;c";..:·.c. .. +--'•"'•:::•:a• """''+-=,;..:.;+·;.;·.c.--;..:·.c.· ;..: .. .c.·;..:--_;·.:.· t--'-"=·'"e:'.:•''-"":..+.c.-...;..:,+..;..:.;,,;..:.;.;..:.=+--'1-"•'-"•'"""'-''"•:,__• 

~:: ::ta~~~-~~~~~-~~~~~~~~~~+--c,-,1-'-'.,~
1

.oo-'-""':~.·:.,_::7 ---t-"-:;-c;;,-:1--;;.-·,-~-~-;+--,-;~;:~•::.::~:~"•~:+---+-·-.. ...,~,, .. ..,,;;.,.-·,-·:.,.~:-:--+,.~~":~:~=•~:."'!::.::+.-.-.. -.-.. -i-,,:-: • .,-• . .,.••.,,1-,eoa=,-+-,-.s":•",:"::~:'"·.•:=:~: 
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Current llablllt1es: 

G,tJat Northt!m Pacific {i Burlington Linn, foe. pro fO't'ffla gt!ner'Ol balance 11heet a11 of Decembe, JJ, 1966, after gi'riillg ef/t!ct to me,ge, of 

Great Northe,n Pacific {i Burlington Lines, Inc. and the Chicago, Burlington & Quincy Railroad Company-Continued 

General 
balance 
sheet 

GNP&B Lines, Inc. 

Adjust.IOOnts and 
elh:ninations 

Notes Amount 

General 
balance 
sheet 

Burlln¢,on 
Adjustments and 

eliminations 

Notes Amount 

Net 
combined 

Adjustments and 
elimln.lltiOns 

Notes Amount 

After 
adjustmenta 

and 
eliminationl!I 

752 Trame and ce.r service balances·medlt•··········· •••...•••••.• ·······•····· $470,474 ••••·••••••• $470,474 J $(470,474) •••••••·••••• 

753 Audited l\OOCuntB and wages payable •············ $12,972,391 ······•······ 10,914,732 •••·•••••••• 23,887,123 •·•········ $23,887,123 

754 Miscellaneous accounts payable •················ 5,885,325 ••••••••••••• 3,133,530 •••••••••••• 9,018,855 •·········· 9,018,855 

755 Interest matured unpaid•························ 4,664,188 •••••••••·••• 378,871 ········•··· 5,043,059 •·······•·· 5,043,059 

756 Dividendz, m.lltW'ed unpaid•······················ 140,650 ·······•····· •·······•··· ···-····•··· 140,650 •••···••••• 140,650 

71S7 Unmatured interest accrued • • • •• • • • ••• • • • • • • •• • -· 2,383,743 • • • •• •• • • • •• • 2,709,816 • • ·• ••• • • • • • 5,093,559 • •· • •• • • • • • 5,093,559 

758 Unmatured dividends declared · · •· - - •• · ·• • •• ••• •• 8,639,399 • • • •• •• • •• •• • • • •• • • • ••· · · •• • • ••• • • • • • 8,~9,399 • • • • • • • • • • • 8,539,399 
759 Accrued 8000unts payable....................... 30,393,442 •••••••••·••• 22,157,258 ••••••••••·· 52,550,700 •·········· 52,550,700 

760 Federal Income taxes accrued •················-· 14,358,046 C ••• $(903,084) 5,141,715 ••••·••••••• 18,596,677 ••••••••••• 18,596,677 

761 Other taxes accrued--·························· 20,207,412 ••••••••••••• 9,454,289 •••••••••••• 29,661,701 •·········· 29,661,701 

763 Other current liabl Ii ties • ••• - • • - • • • • • • • • • • - - - - • · · 1---'•c,,,3c,7,e6,.e,8e,8e,5 +..=:.:.C:.:..:.~..:-.:.-.:.--:,:-,:,-.:.--:,:-,:,-.:.--:,:-+_.::3.:.:,5:::3e,3,,:e3,e8,_I +,::.:..:.:.:..:.+.:.--:,:-,:,-.:.--:,:-,:,-.:.--:,:-.:.-+--''"''"'-'',e0,e,2,e66"4_:..::.;.c+.:.--:,:-:,:-,:,--:,:-:.:-.:.--:,:-➔ __ 7c,,!_91"0!,,2!!6!!!._6 

Total current liabilities •• • • - - • • • • • • - • - • • - · · · · 1-_;_;103=••:.:2:.:l,;,4:::8.;.I +-----+--.:<•c:oa;::.•:.:•;::.84")+--''"7",8"9.:,< ,:,:0;::.66::;---I---_-_-_--_-____ -----+-:.:":.:"-"''"';::.2,..,<;::.63::;-=+--''""'-'0:,,,4::;7:.:,4:,,) +-_:,l::;60::,,,,:·H::;l:,,,9e,8"'-9 

Long-term debt due within l year. 
764 Equipment obligations and other debt •· -- • • -· ••• •• 21,368,499 • •• • • • • •• •• • • 17,692,316 • ••• • • • • • • • · 39,060,815 ••• -·· •· • -· 39,060,815 

Held or by for compe.ny • • • • • • • • • • • • • • · • • • • • • • • • • • i-:-.:.--:..:-..:-.:.--:..:-:.:-.:.--:..:-:.:-+..===""1-'-..:-.:.--.:.-..:-.:,--.:.-..:-.:.-.:.--+_;(,:2.:.:,•c:•.e••,!l.!.15,cl4-':.:..:,=+.:.--.:.-..:-.:.--.:.-..:-.:,--.:.-..:-+--'("'2",6:.,0e,5 ,c,1,:;15e,)+--::..:...i-:-.:.--:,:-:.:-.:.--:,:-:.:-.:.--➔---' C:2:,,,e60e,5:,,,'-11"5:i.) 

Actually outstanding - - • ••••• • • - • - • • • - • - • - • - • • • - - l--'2,_,1.,,,a,,ae,8,:,,4,:9:,9 +c:.:..:.="Cf-'-..:-.:.--.:.-:,:-,:,-.:.--:,:-,:,-.:.--+_;l:.:5.:.:,0:::8,c7 ,.,,2,e0l'-4_:..::.:.c:.:..:.i-:-:,:--:,:-,:,-:,:--:,:-,:,-.:.--:.:-+--'•:::6,e,4:::5,c5 ce7::;00"4_:..::.:.c.:j..:.:-.:.--:.:-:.:-.:.--:,:-:.:-.:.--➔--"36,c,~4:!;55~,70"0'

Lona:-term debt due after 1 yeu: 
165 Funded debt un.mat.uNtd ••••••• · •••••••.••• • • -·-- '4.<l8,S60,600 D (11,361,000) 14..3.,264.,885 G $4.0 13.1 000 614 889 4B5 • • • •· • • • •• • 614,SS9,4S!I 

Held by or for company ••••• • • • • • • • • • • - - • • • • • • • • I---' t'7c,4s;,3:::6:::5.:.:,0:.,00;::."'!------f----_----...,-_--_-_-_----+-""3:.:2"-' 4:,:4;::.6,::8:::8,:.5)+---+-"29:.,•:;::.,86::,9"• 9:::00c:..i--'.:7.::6:.:-• •.:.••::i:,,:8;::85:,."+-K"--f-'(C.70::,,c:OOO=,O::OO=) r-'("l;:;<6::,,,,:::,9<,:2:,,8e,8:::5>:,_ 

Actually outstanding - · - .••• - - · · · - • • • - · · · • • • · · · · l--'3""7:.:,<.,;<:,9:::5,e6:::00"+---+--""'"'7",3:::6,s7 "'0"00""+--"""0"8:,:l,;8 "'O"OO"-f_:..:=.:..:.,t---"70= •00:::0:.0:::00:::.+--''"3:,:7,.,9:.:,4,o6ce6::::00"-+--=+..1'.c70e.,e000=0:::00:::ll"f--"'""'7"', •e:•:.:•se•e,OO,.e_ 

766 Equipment obliptioo8 •··········•·············· 163,730,250 ••••••••••••• 132,015,455 ········•··· 285,745,705 •••··•••••• 285,745,705 

769 

771 
772 
773 
774 

762 
783 
784 
785 

791 

Held by or for company· - • - • - • · · - · • • • - - · · · - - • • • · · i-:-.:.-:,:--..:-.:.--:.:-:.:-,:,-:,:--:.:-+..:..:.=.:...i .... -:.:-.:.-:,:--:.:-.:,-.:.--:..:-.:.-.:.--+.:.--.... -_-_--.... -.:.-.:.--:..:--1_:..:=:.:..:.i-=,-.:.--:,:-.:.-.:.--:,:-,:,-.:.--:.:-+-:.:-.:.-.:.--:.:-.:.-.:.--:,:-..:-.:.---1...:.:=+:.:·.:.· -:,:·:.:·.:.· -:..:·:.:·.:.· ·:..+..:·.:.· -:..:·:.:·.:.-·:..:·:.:-,:,· .:.· ·:,:·_ 

ActuaHy outstanding - • • •••• • • • • • • • • • • • • • • • · • • - • l--'-15,:3:,,, 7,:3:::0,.,.2,,.,5,c0+-,.:.:.:..:..c:..+..:-.:.· ·:.:·..:·.:.· ·:..:-:.:-.:.· -.:.-:.:·+_lo,3:o2.:.:,0:.,,1:o6 c,<,c55'4_:_:,==i-·:..:·:.:-.:.· -.:.·:.:·.:.· -.:.-:.:·.:.· +--2::,8:::5:,:, 7c,<.:c5!!, 7,::05:c+_:..::..:.:..J-::;--:,:·:.:-.:.--:,:·.,:·:,;· •:..:·4_,!2e,85;,,,:;74!,5", 7"0"''

Total funded dobt and equipment obligations 
outsui.nding - - •••••••••••••••••••••• - • • • • - • 1--"'52e,8,.,,2e,2,e5,.e.•8,e50"+_:..::.:.c=+--"'"'..:7,.e,3e,6,c7 ,e,000""')+-_,2,:<,:2-",83,ee,3,.:,<2e554 _:..::.;_;~l--"70;,,0::,00~,oo~o+-_;8e,2::,3-".,o,.,92e,,,e3,e05e.+..:..::..:.:-1-..1".!c70!!,,~ooo~,OOO~ll~_.!75e,3o;6!!,92!:,:3!!0~5 

Amounts payable to afriliat.od companies ·••·•••••• 1-··;,.·_·_··-·-·-··-·-·-·-1-----+-----.,--,,-_-_ •• '."'._-_-·_-+-._.:-·".'··-,·".'-:,;··_·_-_-+-_;_'-+-··-·-·-··-·_·_··_·_·+---_--_-_._-·_·_·_··-·-+-....:.:+.:.-•:.:·.:.·;..··:.:·.:.·.:.··:,:·+------'·.,;·:,;·-:.:·..:-.:,··:,:·..:_· 

Total long·tenn debt due aft.er I year • • • • • • • • • • l-_..:::52:,8:,:,22=5,::,8:::50"+---+--(""1"-7,::.3c::6,c7 ,e,000=)+-..,;2::;42=•8:;:3e.3•,:,4;::.55'-+_:..:=..:..:.1-.....:.70:.,,000=:.00=0+-_;S,:2c::3.:,,6:;:9'l=.,e,30::;51 _ _:.,:+..:<,:;70;,,::;00::,0c;,O::,OO=) 1-.....:.'•:::>c,,6e,9,:2c,,,3e,0::,6_ 

Resenes: 
Pension Nld welfare reserves·············••····· 15,114,098 ·······•···· 15,114,098 ••••••••••• 15,114,098 

Insurance reserves • • · ·• • • • • ••• • • • •• •• •• • • ••• • • • 2,911,323 -············ 4,086,481 ·······-···- 6,997,804 ·······-·-- 6,997,804 
Equalizat.ion reserves··· ••••• •••·••··••··.·•·•·• •• - • - •••••••• 

CA13ualty and other reserves • • • • • • • • - - - • • • • • • • • • • !---'""' 7':'3:,6,_.'4:,3c::6+----+---·_· _. ·_·_· _. -_-_-_. -+--''"'' lcc7c::5.:,,9:.:l.;.7 +---+--_. -_-_--_-_._. ·-·--+--'l:'0,::,9:'1=.2 ,:::3::;53':-t--'-+.:.· .:.· -:,:-_-_--_-..;·.:.· ·:..+-.....:.' 0::,,,::.9:.,12:,,3::,5ec,3 

Tot.al reaorvoe • • • - • • • • •. • • • · • • • • • · · • • • • • • • • • f--2::;7c,7"6:.,:l-",8"5:.,,7+----!-·-·_· _. ·_·_· _. ·_-_._--+--''"'-'2:.,0c::2,::,3:;:9::.S +==+-· _. ·-·-· _. -.,;-.:,· .:.• ·--+--3"3"-,0:.,2:.,:<,::,2:,:5:;;5+--::..:...1--'·.:.· ·:,:·.:.·.:.-·:,:-.:.-.:.· -:..+--"33::,,.!02e;4"-,2e,6,:c6 

Other liabUIUes and deferred credits: 
Other liabilities •··•···················--······ 3,675,999 -·-·········· 1,246,988 ·····--·--·- 4,922,987 •••• · • •••• • 4,922,987 

Unamortized premium on long-term debt •·········· •·······•···· 
Otberdaferredcrorlltn •························· 1,687,788 ••·•••••••••• 600,379 ••·····••H• 2,294.,167 •·········· 2.294,167 

Accrued deprvciation·len.sed property • • · · · • • • - • • - 1---'"''"2"-,4"9"3+----!----_-_---·-· _--_-_-_--+-....,..'':''c::8,::,3:.,ti::,3 +---+-' -_-_._-_·-------·--+--:-'7:..:lc::0:,,Sc::56"-t--'-+.:.·.:.· ·:,:-_-_--_-_-_--➔---'-'"10:,,8::,6:::6c, 

Total other liabilities and deferred credits f---''"·'8::;7:.,6,: 02:,8:::0+---j---·_· _. ·_·_--_-_-_----+--'2",0°"5:.,:1,,;, 7:.,3:::0+---t--•-· ·_-_._ •• _._._. ·-·+--'7,.,9:,:2,c6z,:,0c:,I01 _ _..:,c+.:.-•:,:·.,:·.:,· ·.:.·.,c·.:,· ·.:.·-t---:..7 ,e,92:::8""-0le,0e, 

Shareholder■' equity 
Capital l'lt.ock: 
Capital stock issued 
Proposed now issue 

Common stock (12,346,595 shares-without pm 
value)•··············-··-··········-······ 495,989,128 ••••·•••••••• ••··•••••••• ••••··•••••• 495,989,128 L 4,803,300 500,792,428 

Preferred stock (3,076,326 eha:ea-$10 par value)-l-_3::;0c,,7"63""',2e,6,c0+-===.:.i, .... -..:·.:.··:.:·:.:-.:.·-.:.-:.:·.:.-.:.--+-·:..:·.:.-.:.--:..:·.:.·:.:··:,:·,:,·.:.· +c:.:..:.=.:i-.:.·-:.,:-:,:-,:,--:.:·:.:·.:.··:.:·:.:-+--"'':::0,_,,7,e63,c,,!26e,0~_:..::.:.:'-l,....:.··:.:-.:,-,:,··:..:-:.:·.:.··.:.·+-~••!!,•,!c76e,3~,2!!6~0 

Total - • • • • • • • • • • •• •• - • • • • • • • · · • • • - • • • · • • 1-..--"'2e,6:,,, 7c,5e,2c,,-•3e,8e,8,1.....:.:..:.=C,J. .... -:..:·,:,· .:.· ·:.:·,:,· -:.,:-:.,:·,:,-::;-·:,_;·:,:·,:,-.:.· -:,:-,:,-::;· ·:.,:-,:,-::..· ,1.....:.:..:,:.:.;,1,:,· -:..:·:.:-,:,-·:..:-:.:·.:,· ·:.,:-:.:·.1--''e,2,e6,_,.7 •,e5!a2 '"3e,88W,_:..::.:.:CL,_4!c,"8~03:,,,~300~1--!!'e.31!..,.!;55!,5o;,6!!;8!:!,_8 
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Great Northem Pacific & Burlington Linea, Inc. proforma general balance sheet as of December 31, 1966, after git>ing effect to merger of 
Great Northem Pacijic & Burlington Linss, Inc. and the Chicago, Burlington & Quincy Railroad Company-Continued 

GNP&B Lines, Inc, 

Adjustments and 
eliminations 

Burlington 

Adjustments and 
eliminations 

Net 
combined 

Adjustments aod 
eliminations General 

balance 
sheet Notes Amount 

General 
balance 
sheet Notes Amount Notes Amount 

LiabilitWs and shareholders' equity-Continued 

Shareholders' equity-Contlm.led 
Merging companies: 

Common stock - - • - - - - - • • - • • • • - • - - • - - - - - - - - - - - - $170,839,100 $170,839,100 $(170,839,100) 
------------

After 
adjustments 

and 
eliminations 

-----------
-----------Held by or for company-----··················· 

Total - - • - • - • - - - •• - • - • - ••••• - - - - • -- - - - - - - ·i-:-· ·;_;·_;·..;.·..;.· •;_·_·..;.·_· -----+---~:--·--_-_-_-_. -_-_._._. ·--+--'l'-'7:':0'-',8:::3.::.9..:1.::0::.0-+--"..;...;.t--'"-'"..;."..;.· •;_;·_;·..;.·..;.· ·..;.·-·+-l'-'7'-'0"',8"3°"9'-'1'-'0"'0--t_;.,;...;.:..+-'-'-""""'-"'-!~4-:.:,::.:..:..;.;,.; 
Total capital stock • - - - - - - - - - • - • - - - • - - - • •1--"$:::52._7,.,_,_7.,_52::.:,3:::8.:<8-r..;.;_;;_;_;c:..:_r·.:.·..;.·..;.· ·;_;·;_·_-_-_._._. ·+.....:.17:..0,o,c,8,c39::.,c:l.::0,c0-+c:..:_..;...;.;,.;_;+.:.·..;.·..;.·..;.· •:c·:c·.:.·.:.·.:.·..;.· ·'-f--'6::,9_,7..:5"9c,l.;4:.,8"8'-J:..:._:.:..:~l-.!c!.::::.:.'.::'..::~:::L.f-'~!.!.:.~ 

(170,839,100) -----------· 
(166,035,800) $531,555,688 

Capital surplus: 
794 Premium and assessments on capital stock-------- ------------ -----------
795 Paid-in surplus-··----------------------------- 1,141,330 -------·-···- ------------ •··--------- 1,141,330 ------------ 1,141,330 
796 Other capital surplus • - - - - - - - - • • • - - - - - - - - - - - - - - - 1----3:..7.:.,0:.5:..lc:•;:32::;3'-+----+-·-·_--_-_._._._._-_. ·-·+-·-· -_-_._._._-_. _. ·-·+---+-·--_. -_-_-_._-_. _-·-·+--"3'-7 ,,_,0"'5:,_li,,3,:2::,3~_,:::_~--'!:.~::!!.:!!!:!.!..~:.:..::.:..:.:..:. M 137,051,323) -----------

Total capital surplus ------------------------ 38,192.653 ·------·····- ------------ ··---------- 38,192,653 (37,051,323) 1 141,330 
Retained income: 

797 Retained Income-appropriated ---------···------- 1,125,000 ------------- 48,'J25,460 ·----------- 49,150,460 ------------ 49,150,460 
798 Retained income-unappropriated - - - - - - - - - • • • • - - - - - l--8:::5:::8=83:::8=4_,;43'-+--E"--l---_.'8::;3:.:3:..,,::.6:..16::,i\4-..;3e,8:,:9"-0::;5::;2:.,.:.12::;5::_I----II-"-" -_-_-_._-_. _-·-·--+-'':..z';:2,!47=0:::5.::.6!-',9"'5:::2~_.,::_~-"'-'"-"-~~~µ~C!-"~ 

Total retained income- - - - - - - - - -- - - - - - - - - - - - - • • l--'8::;5:::9:..,'•::;•96::;3:..,,,!4;::;43'+---+---"''8::;3:,:3:..,,::.6:.;16::,"+--"4"'3.:.7..:0:..:7.:.7,:5:::8:.:5:....,1---~----_-_-_-_-•;_·;,.;· .. ·-·-·+..:'.1:•2::;9:::6:.., '2::;0::;7c,';,. •4_:;12::_+.:..:.:c:..:..4--....1..!c,c,;~~~-I-~~~" 
Total shareholders' equity - - - - • - - - - - - • - - - - • • • • l--'':..:•.!42::;4;::;•c:9,c08e.,:,:,4::,8;,.4+.:...;...;...;.;_;_l---"("83::;3::;,e,6;.1::.6)4-...:6:.:0:..:7.c9,;l:..:6:,.,6::;8::;5e....1-...:..:c:..:._1-· ·:..·;..;·_;·.:.·..;.·..;.· ·:..·;_·_·+..:2:,,,c03::.1:..,'e: •9.::.9:..1 ,c,5:::53"-+-':....+!.!.;~:!.:c~~4.:..,,::.:.::::::.;:: 

M (15,404,306) l 231 652,616 

115,404,306) 1,280,803 106 

N (218,491,429) 1,818,500,124) 

(288,961,903): Total liabilities and shareholders' eauitv - -- - - -- 2,112,062,451 (19,103,700) 931,045,535 70,000,000 3,094,004.286 2,805,042,383 

() Denotes contra. 
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328 INTERSTATE COMMERCE COMMISSION REPORTS 

APPENDIX D 

Notes to pro forma general balance sheet of the Great Northern Pacific 
& Buriington Lines, Inc. (New Company) as of December 31, 1966 after 
giving effect to lease of Spokane, Portland and SeattZe Railway Com
pany 

A.-Transfer debit balance in traffic and car service balances-debit to traffic 
and car service balances-credit as the net balance becomes a credit after 
recording SP&S accounts on books of the New Company. 

B,-Represents property investment accounts, depreciation reserves, funded 
dept, eqU1pment obligations and shareholders' equity to remain in the SP&S 
accounts. 

C,-Represents net liability of the New Company to the SP&S for excess of 
assets over llab1lities of the SP&S to be recorded in the accounts to the New 
Company, as follows: 

Debit Credit 

Current assets---··---·····•····---· $14,451,838 ---------------
Capital and other reserve funds - - ......... 123,381 

____ ., __________ 

Investments -·-~-------·----------~- 30,586,096 ----·----------
Other assets ----------------------- 95,245 ---------------
Other deferred charges ............................. 265,015 -------·-------

· Current liabilities - - - - - - - - - - - - - - -- - -- ...................... ____ $10,633,690 
Casualty and other reserves 

_.,. _______ ---------··----- 148,257 
Other liabilities -------------·-------

____ ....................... 2,694 
Other deferred credits -----------·--- ................ ___ .......... 115,341 
Net liability of New Company to SP&S 

(Note D) account 769, amounts pay-
able to afrlllated companies .. ---.... - - -----------·---- 34,621,593 

Total ..................................................... 45,521,575 45,521,575 

D.-The proforma balance sheet as of December 31, 1966, after giving effect 
to the merger of the Great Northern, Northern Pacific, Burlington and Pacific 
Coast shows total long-term debt of $790,148,005. After giving effect to the 
lease of the SP&S the new figure is$824,769,598. The difference of $34,621,593 
represents an intercompany indebtedness of the New Company to the SP&S 
as indicated under note C above. 

331 I,C.C. 
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APPENDIX D 

Great Northern Pacific & BuPZington Lines, Inc., pro forma generaZ bal.ance sheet as of December 31, 1966 giving effect to merger of Great Northern 
RaiZl,)(ly Company, Northern Pacific RaiZ~ Company, Chicago, BuPZington & quincy Railroad Company and the Pacific Coast R. R. Co.and the Zease of 
the Spokane, PortZand and SeattZe RaiZ~ Company by Great Northern Pacific & BuPZington Lines, Inc. 

GNP&B 
Adjustments and After adjustments 

eliminations and eliminations 
Lines, SP&S Combined 

Inc. 1 Notes Amount. 

Assets 

Current assets: 
701 Cash---------------------------------------------------- $(1,335,408) $3,117,639 $1,782,231 ---- ------------ $1,782,231 
702 Temporary cash investments------------------------------ 159,172,655 2,096,131 161,268,786 ---- ------------ 161,268,786 
703 Special deposits---------------------------------------- 6,639,298 37 6,639,335 ---- ------------ 6,639,335 
704 Loans and notes receivable------------------------------ 2,151 ---------- 2,151 ---- ------------ 2,151 
705 Traffic and car service balances-debit----------------- 2,812,022 ---------- 2,012,022 A $(2,812,022) ---------------
706 Net balance receivable from agents and conductors------- 22.,493,279 1,020,995 23,514,274 ---- ------------ 23,514,274 
707 Miscellaneous accounts receivable----------------------- 31,527,061 1,710,796 33,237,857 ---- ------------ 33,237,857 
708 Interest and dividends receivable----------------------- 3.,437,599 2,569 3,440,168 ---- ------------ 3,440,168 
709 Accrued accounts receivable----------------------------- 30,102,172 3,630,194 33,732,366 ---- ------------ 33,732,366 
710 Working fund advances----------------------------------- 668,272 1,153 669,425 ---- ------------ 669,425 
711 Prepayments--------------------------------------------- 228,511 8,662 237,173 ---- ------------ 237,173 
712 Material and supplies----------------------------------- 54,693,022 2,747,799 57,440,821 ---- ------------ 57,440,821 
713 Other current assets------------------------------------ 799,357 115,863 915,220 ---- ------------ 915,220 

Total current assets---------------------------------- 311,239,991 14,451,838 325,691,829 ---- (2,812,022) 322,879,807 

Special funds: 
715 Sinking funds------------------------------------------- 1,732 ----------- 1,732 ---- ------------ 1,732 
716 Capital and other reserve funds------------------------- 14,456,661 104,029 14,560,690 ---- ------------ 14,560,690 
717 Insurance and other funds------------------------------- 6,098,123 19,352 6,117,475 ---- ------------ 6,117,475 

Total special funds----------------------------------- 20,556,516 123,381 20,679,897 ---- ------------ 20,679,897 

Investments: 
721 Investments in affiliated companies--------------------- 161,952,721 38,979,469 200,932,190 ---- - ------------ 200,932,190 
722 Other investments--------------------------------------- 17,951,991 540,917 18,492,908 ---- ------------ 18,492,908 
723 Reserve for adjustment of investment in securities-

credit------------------------------------------------ ------------ (8,934,290) (8,934,290) ---- ------------ (8,934,290) 

Total investments------------------------------------- 179,904,712 30,586,096 210,490,808 ---- ------------ 210,490,808 
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Great Northern Pacific, & BuI'Ungton Lines, Inc., pro fo:rrna general balance sheet as of December 31, 1966 giving effect to merger of Great Northern 
Railway Company, Northern Pacific Railway Company, Chicago, Burlington & Quincy Railroad Company and the Pacific Coast R. R. Co. and the lease of 
the Spokane, Portland and SeattZe Railway Company by Great Northern Pacific, & Burlington Lines, Inc.-Continued 

GNP&B Adjustments and j.After adjustments 
Lines, SP&S Combined eliminations and eliminations 

Inc. Notes Amount 

Assets--Continued 

Properties: 
Road and equipment property------------------------------- $3,028,157,072 $122,782,005 ~3,150,939,077 B $(122,782,055) $3,028,157,072 
Improvements on leased property----------------------~---- 3,162,373 507,518 3,669,891 B (507,518) 3,162,373 

Total transportation property--------------------------- J,uv.i.,J.l~,"t"t;J l:lJ,..:o:, 1 ;:,.t:..J J,J.!:>4,ovo,::ioo ---- (123,289,523) J,v.:i.1.,J.l~, .... "+:J 

Accrued depreciation-road and equipment------------------ (720,222,841) (30,397,649) (750,620,490) B 30,397,649 (720,222,841) 
Amortization of defense projects-road and equipment------ (98,087,397) (1,945,981) (100,033,378) B 1,945,981 (98,087,397) 

Recorded depreciation and amortization-----~------------- (818,310,238) (32,343,630) (850,653,868) ---- 32,343,630 (818,310,238) 

Total transportation property less recorded 
depreciation and amortization-------------------------- 2 ,'213, 009, 207 90,945,893 2,303,955,100 ---- (90,954,893) 2,213,009,207 

Miscellaneous physical property--------------------------- 60,939,543 6,391,4915 67,331,038 B (6,391,495) 60,939,543 
Accrued depreciation-miscellaneous physical property----- (10,292,937) (1,270,277) (11,563,214) B 1,270,277 (10,292,937) 

Miscellaneous physical property less recorded depreciation 50,o•o,606 5,121,218 55,767,824 ---- {5,.lL.L,218) :iv,040,ovo 

Total properties less recorded depreciation and amorti-
zation------------------------------------------------- 2,263,655,813 96,067,111 2,359,722,924 ---- (96,067,111) 2,263,655,813 

Other assets and deferred charges: 
Other assets---------------------------------------------- 5,380,553 95,245 s,1.ns, 798 ---- ------------- 5,475,798 
Unamortized discount on long-term debt-------------------- 4,759,304 ------------- 4,759,304 ---- ------------- 4,759,304 
Other deferred charges------------------------------------ 19,545,494 265,015 19,810,509 ---- ------------- 19,810,509 

Total other assets and deferred charges----------------- 29,685,351 360,260 30,045,611 ---- ___ ... _________ 
30,045,611 

Total assets-------------------------------------------- 2,805,042.383 141.588,686 2,946,631,069 ---- (98,879,133) 2,847,751,936 

0:, 
0:, 
0 
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Great Northern Pacific & Burlington Lines, Inc., pro forma general balance sheet as of December 31, 1966 after giving effect to merger of Great Northern 
Railway Company, Nol'them Pacific Railway Company, Chicago, Burlington & Quincy Railroad Company and the Pacific Coast R. R. Co. and the lease of the 
Spokane, Portiand and Seattle Railway Company by Great Northern Pacific & Burlington Lines, Inc. -Continued 

Liabilities and s"hareholders' equity 

Current liabilities: 
Traffic and car service balances-credit-----------------
Auditied accounts and wages payable----------------------
Miscellaneous accounts payable---------------------------
Interest matured unpaid----------------------------------
Dividends matured unpaid---------------------------------
Unmatured interest accrued-------------------------------
Unmatured dividends declared-----------------------------
Accrued accounts payable---------------------------------
Federal income taxes accrued------------------------------
Other taxes accrued---------------------------------------
Other current liabilities---------------------------------

Total current liabilities------------------------------

Long-term debt due within l year: 
Equipment obligations and other debt---------------------

Held by or for company----------------------------------
Actually outstanding------------------------------------

Long-term debt due after l year: 
Funded debt unmatured------------------------------------

Held by or for company----------------------------------
Actually outstanding------------------------------------

Equipment obligations-------------------------------------
Held by or for company----------------------------------
Acrually outstanding.------------------------------------

Total funded debt and equipment obligations outstanding
Amounts payable to affiliated companies-------------------

Total long-term debt due after 1 year-------------------

GNP&B 
Lines, 
Inc. 

$23,887,123 
9,018,855 
5,043,059 

140,650 
5,093,559 
8,539,399 

52,550,700 
18,596,677 
29,661,701 
7,910,266 

160,441,989 

39,060,815 
(2,605,115) 
36,lfSS,700 

614,889,485 
(146,942,885) 
467,946,600 
285,745,705 

~ ----------
285,745,705 

753,692,305 

753,692,305 

SP&S 

$3,186,504 
1,445,151 

431,408 
539 

582,151 

2,709,760 
(335,000) 

1,755,619 
857,557 

10,633,690 

793,842 

793,842 

42,710,000 

42;710,000 

3,037,658 

45,747,658 

45,747,658 

Combined 

$3,186,504 
25,332,274 
9,450,263 
5,043,598 

140,650 
5,675,710 
8,539,399 

55,260,460 
18,261,677 
31,417,320 
8,767,823 

171,075,679 

39,854,657 
(2,605,115) 
37,2lf9,Slf2 

657,599,485 
(146,942,885) 

510,656,600 

288,783,363 

288,783,363 

799,439.963 

799,439,963 

Adjustments and 
eliminations 

Notes 

A 

B 

B 

B 

C 

Amount 

$(2,812,022) 

(2,812,022)1 

(793,842) 

l793,842) 

(lf2,710,000) 

(42,710,000) 

(3,037,658) 

(3,037,658) 

(45,747,658) 
34,621,593 

(11,126,065) 

After adjustments 
and eliminations 

$374,482 
25,332,274 
9,450,263 
5,043,598 

140,650 
5,675,710 
8,539,399 

55,260,460 
18,261,677 
31,417,320 
8,767,823 

168,263,657 

39,060,815 
(2,605,115) 
36,455,700 

614,889,485 
(llf6,942,885) 
lf67,946,600 

285,745,705 

285,745,705 

753,692,305 

788,313,898 

c,., 
c,., 
...... 
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Great Northern Paeific & Bu.Plington Lines, Inc., proforma gerierol balance sheet as of December 31, 1966 after giving effect to merger of Great Northern 
Railwy Company, No:rthern Pacific Railwy Company, Chicago, Burlington & Quincy Railroad Company and the Pacific Coast R. R. Co. and the lsase of the 
Spokane, Portland and Seattle Railwy Company by Great Northern Pacific & Burlington Lines, Ine. -Continued 

Liabilities and shareholders' equity-Continued 

Reserves: 
771 Pension and welfare reserves-------------------------------
772 Insurance reserves-----------------------------------------
773 Equalization reserves--------------------------------------
774 Casualty and other reserves--------------------------------

Total reserves-------------------------------------------

Other liabilities and deferred credits: 

GNP&B 

Lines, 
Inc. 

$15 ,114-, 098 
6,997,804-

-------------
10,912,353 
33,024-,255 

4,922,987 

-------------2,294,167 

SP&S 

-----------
------------
-----------

$148,257 

148,257 

2,691.J 

-----------
115,34-1 

Combined 

$15,114,098 
6,997,804 

-------------
11,060,610 
33,172,512 

4,925,681 

-------------
2,409,508 

Adjustments and 
eliminations 

Notes Amount 

-----------
-----------
-----------
-----------
-----------

----------------------
-----------

782 Other liabilities------------------------------------------
783 Unamortized premium on long-term debt----------------------
784 Other deferred credits-------------------------------------
785 Accrued depreciation-leased property----------------------

Total other liabilities and deferred credits------------- 1----::-:-:-:--'-cc:-:+---..:..,,.,--+----,--,-,.,-'---,-+----+-~'-
710,856 43,103 753,959 B $ (43,103) 

7,928,010 161,138 8,089,148 (43,103) 
Shareholders' equity: 
Capital stock: 

791 Capital stock issued 

794 
795 
796 

797 
798 

Proposed new issue 
Common stock (12,346,595 shares-without par value)-------
Preferred stock (3,076,326 shares-$10 par value)----------
Total----------------------------------------------------

Merging companies: 
Common stock------ - · -------------------------------------- -
Held by or for company-------------------------------------

Total----------------------------------------------------
Total capital stock--------------------------------------

Capital surplus: 
Premiums and assessments on capital stock------------------
Paid-in surplus--------------------------------------------
Other capital surplus------------•------------------------

Total capital surplus-----------------------------------
Retained income: 

Retained income-appropriated------------------------------
Retained income-unappropriated----------------------------

Total retained income-----------------------------------
Total shareholders' equity------------------------------
Total liabilities and shareholders 1 equity---------------

() Denotes contra 

500,792,428 
30,763,260 

531.555-688 

-------------
-------------
-------------

531,555,688 

-------------
1,14-1,330 ______ .,,.._.,_ ____ 
1.14-1.330 

4-9,150,4-60 
1,231.652,64-6 
1,280.803.106 
1,813-500,124 
2,805,04-2,383 

------------ 500,792,4-28 

===========' ----------- 30,763,260 

----------- 531-555-688 -----------
40,000,000 40,000,000 B (40,000,000) 

----------- ------------- -----------
4-0,000,000 40,000,000 (40,000,000) 
4-0,000,000 571,555,688 (40,000,000) 

,----------- ------------- -----------
9,300,000 10,4-4-1,330 B (9,300,000) 

----------- ------·-----.. -----.------
9.300,000 10,441-Til:f [9 300.000) 

----------- 49,150,460 -----------
34,804.101 1-266,4-56- 747 B (34 804,101) 
3lL804,101 1-315-607-207 (34-.804-,101) 
84,104-101 1.897-604-225 (94 104,101) 

14-1,588,686 2,946,631,069 (98,879,133/ 

After adjustments 
and eliminations 

$15,114,098 
6,997,804 

-------------
11,060,610 
33,172,512 

4,925,681 
-------------

2,409,508 
710,856 

8,046,045 

500,792,4-28 
30,763,260 

531,555,688 

-------------
-------------
-------------

531,555,688 

-------------
1,14-1,330 

-------------
1.141.330 

4-9,150,4-60 
1.231.652,646 
1,280.803,106 
1.813,500,124-
2,84-7,751,936 
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APPENDIX E 

Great Northem Pacific & Burlington Lines, Inc. pro forrrri retained income--unappropriated as of 
December 31, 1966 after giving effect to merger 

Pacific 
NP GN CB&Q SP&S Coast Combined 

Ry. Co. Ry. Co. R.R. Co. Ry. Co. R.R. Co. 

Credit balance at beginning of year--- $409,295,177 $412,979,682 $371,084,412 $32,131,784 $2,904,246 $1,228,395,301 
Credits (current yearl 

Credit balance carried fran income---- 30,673,591 36,547,109 23,810,592 3,297,580 206,380 94,535,252 
Othe!" c?"edits to retained income------ ------------ 1,737,309.- 9,355,885 ----------- ---------- ll,093,19ij 
Federal income taxes assigned to 

retained income (net)--------------- ------------ ------------ 1,258,679 577,000 ---------- 1,835,679 
Total credits----------------------- 439,968,768 451,264,100 405,509,568 36,006,364 3,110,626 1,335,859,426 

Debits (current year) 
Loss on sale or retirement of property ------------ ------------ ------------ ----------- ---------- --------------
Appropriations for sinking and other 

reserve funds---·------------------- ------------ 1,125,000 ------------ ----------- ---------- 1,125,000 
Other debits to retained income------- ------------ ------------ 3,644,541 1,202,263 105,668 4,952,472 
Federal income taxes assigned to 

retained income (net)--------------- ------------ 795,000 ------------ ------------ (SO, 725) 741.J,275 
Appropriations released--------------- ------------ (1,125,000) ------------ ------------ ----------- (1,125,000) 
Dividends----------------------------- 15,698,550 18,456,558 12,812,902 ----------- 500,000 47,468,010 

Total debits------------------------ 15.698.550 19.251,558 16,IJ57 ,443 1.202.263 554,943 53,164,757 
Credit balance as of December 31,1966- 424,270,218 432,012,542 389,052,125 34,804,101 2,555,683 1,282,694,669 

Adjustments 
and 

eliminations 

---------------
---------------
---------------
---------------
---------------
---------------
---------------
$51,042,023 (a) 

---------------
---------------
---------------

51,042,023 
(51,042,023) 

(a) Net premium on redemption of Northern Pacific Refunding and Improvement Mortgage Series "A11 4 1/ '.}-percent Bonds------------------------
Cost of Burlington common stock in excess of its par value after application of other capital surplus to the extent available----------
Elimination of credit balance of retained income-unappropriated of the SPfS Ry. Co. as of August 31, 1961 not recorded by 

the GNP&B Lines, Inc. under terms of lease of the SP&S Ry. Co.-----------------------------------------------------------------------

After 
adjustments 

and 
eliminations 

$1,228,395,301 

94,535,252 
11,093,191.J 

1.835,679 
1,335,859,426 

--------------
1,125,000 

55,994,495 

744,275 
(l,125,00Cl) 
47,468,010 

104.206.780 
1,231,652,646 

$833,616 
15,404,306 

34,804,101 
51,042,023 
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APPENDIX F 

Great Northern Railway Company, long-term debt 

Nominal date of Amount 
Description issue Date or maturity Interest rate outstanding at 

December 31, 1966 

(Percent) 

Amount due after 1 year: 
Mortgage bondsa 

General Mortgage Gold Bonds, Series C--------·- January 1, 1923--- January 1 • 1973--- 5 $14,154,900 
General Mortgage Gold Bonds, Series D ----·---- July 1, 1926------ July 1, 1976----·- 4 1/2 14,508,000 
General Mortgage Gold Bonds, Series N --------- July 1, 1945------ January 1 ' 1990--- 3 1/8 37,500,000 
General Mortgage Gold Bonds, Series 0 - ------- ------ do - ....... ---- January l, 2000 - - 3 1/8 37,500,000 
General Mortgage Gold Bonds, Series p --------- January I, 1946·-- January 1 ' 1982--- 2 3/4 40,000,000 
General Mortgage Gold Bonds, Series Q 

,..,. ____ .,_.., _ .. _,. -- do 
___ ,. ___ ., 

January l ' 2010··- 2 5/8 35,000,000 

Equipment obligations----···-··-····-·---······· Various ..... -------- Various - -- - - .. -- -· 2-5 1/4 63,994,000 

Total amount due after l year- - ..... - .. - ,. - "' - - ... - .. - - - .. 
_____ ,.._.,.,.,. ............ ------ .................. .. ..................... 242,656,900 

Amount due with in 1 year: 
Equipment obi igati ons- • - • - - • - • - - - • - - - • • - • - • - • - - -------·---~---- ---------------- ... - ' ............... - 7,633,000 
Miscellaneous obi igations ~---------------- --- ---·--·---- .. ---- --~--------~-·-- - -.............. - .. 28,624 

Total amount'due within 1 year--····--···--····· -----------~---- ---------------- ........................ 7,661,624 

Total long-term debt ~-~----~---·----------~-- ................... _ .. _____ -~---·--·---~--- ...... - ......... ,. - - b242,656,900 

a1ssued under Great Northern Gold Bond Mortgage, dated January 1, 1921. 

booes not include or reflect liability of Great Northern as guarantor or certain obligations of affiliated companies of approx!
:"" mately $10 million, Also Great Northern is contingently liable as guarantor along with other railroads for its proportionate 
0 share of any contingent obligations not met by other railroad participants or obligations of Trailer Train Company aggregating 
0 $81,892,855 . . 
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APPENDIX F-Continued 

Northern Pacific Railway Company long-term debt 

Nominal date of Amount 
Description issue Date of maturity Interest rate outstanding at 

December 31, 1966 

(Percent,) 

Amount due after 1 year: 
Mortgage bonds 

Prior lien mortgage - - - - - - - • • • - - - - - - - • - - - - - - - - January 1897---- January 1997----· 4 0 $93,365,800 
General lien mortgage------·------·-···--·-·- January 1897---- January 2047----- 3 d53,585,900 
St. Paul-Duluth Division Mortgage - - - • - - - - • - - - - June 1900--- - -- December 1996 - - 4 e252,ooo 
Refunding and Improvement Mortgage, Series A. - µuly 19 14 - - - - - .• - July 204 7 - - • - - - - - 4½ f•g 17,367,000 
Refunding and Improvement Mortgage, Series E - - July 1945-----·-- July 2047-------- 4 
St. Paul, and Duluth RR First Consolidated 
Mortgage-------····--·-----·-

_______ .... _ - June 1898------- June 1968 -- ------ 4 h1,ooo.ooo 
Collateral Trust Bonds-••-·--------·-·------·--- October 1954 .... - - October 1984----- 4 i30,2a2.ooo 
Equipment ob Ii gati ons - - - - - - - - - .. - .... ___ ,__ .. .,_,. __ 

Various•-··---·· Various 2 3/8-4 7/8 89,736,250 

Total amount due after I year--•·----------··- !- - - .... -

.. _ .. ____ .. _ ...... - - - - .... - .... - ...... - - - ----------- 285,568,950 

Amount due within I year: 
Collateral Trust Bonds••·····--·-··--·--····- ~---------·----- _,._ .................... ____ -------- 1,560,000 
Equipment obligations - -

_________ ... ______ - .. - .. _________ .. _____ ,_ .................................... ..- ....... _ .. ___ 10,677,000 
Miscellan!"OUS ob ligations - • • - - - - • - - - - - - - - · - • • --------- .. -- .. -- ... 

____________ ., ____ --------·- 1,469,875 

Total amount due within I year .... - - - .... - - - ~- - - -
_________ ... _ .. ___ .. ,.. __________ ,., ____ - - - ....... - - - -- 13,706,875 

Total long-term debt---··--------···------·· -----·-·-------- -------------~--- -- -- .. -- -- - 299,275,825 

Cissued under Northern Pacific Prior Lien Mortgage, dated November 10, 1896. 
d1ssued under Northern Pacific General Lien Mortgage, also dated Novern.ber 10, 1896. Figure shown does not include $5,555,· 

000 he Id in treasury or pledged. 
8 Issued under Northern Pacific St. Paul-Duluth Division Mortgage, dated June 15, 1900. 
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fJssued under Northern Pacific Refunding and Improvement Mortgage, dated July I, 1914. These bonds would be redeemed 
and canceled as part of the proposed unficatlon program. 

glssued under same vehicle described in (f) above. In addition to those publicly held $63,250,000 principal amount of North• 
ern Pacific Refunding and Improvement bonds, Series E, Issued under same mortgage are pledged under Northern Pacific Col· 
lateral Trust Indenture dated October I, 1954. After merger of Northern Lines those bonds would be released from pledge and 
like amount of New Company's new consolidated mortgage bonds would be deposited and pledged in substitution therefor. 

hissued under the St. Paul and Duluth First Consolidated Mortgage, dated June I, 1898. 

i1ssued under Northern Pacific Collateral Trust Indenture, dated October 1, 1954. Figure shown does not include $5,358,000 
he Id in treasury or pledged, 

APPENDIX F-Continued 

Chicago, Burlington & Quincy Railroad Company long-term debt 

Nominal date of Amount 
Description issue Date of maturity Interest rate outstanding at 

December 31, 1966 

(Percent) 

Amount due after 
Mortgage bondsj 

1 year: 

First and Refunding Mortgage, Series 1970-·-··· -August 1, 19 44 • • August 1, 1970--- 4 1/2 k$- - --·. - - •• 
First and Refunding Mortgage, Series 1970---··· August 1, 1945 • • August I, 1970--- 2 7/8 143,333,000 
First and Refunding Mortgage, Series 1978------ February 1, 1958 • February 1, 1978-- 4 3/8 m18,677,000 
First and Refunding Mortgage, Series 19·55 - - • • -· August 1, 1945··· August I • 1985--· 3 1/8 n29 ,251,000 
First and Refunding Mortgage, Series 1990------ February I • 1950- February l, 1990 - 3 0 19,557,000 
First and Refunding Mortgage, Series 1998···--- February 1, 1958- February 1, 1998 - 4 

p _________ 

Equipment obligationS••··--······--------- -···· Various-----·--- Vario us • - - - - - - - •· 2 5/8 -5 3/4 132,015,455 

Total amount due after I year -------------- .. -- - - ------····-- .......... - -- - - .... - ...... - ----,•-··-- 242,833,455 

Amount due within I year: 
Equipment obligations - - • • - - • - - • - - - - - - - - - - - - • • • 

- ............ ____ ., _____ 
--------------~-- 2 5/8 -5 3/4 15,087 ,20 I 

Total amount due within 1 year· - - • • - • -- • • • • • • - ------------------ --------·-------- ----------- 15,087,201 

Total lon1:1•term debt····--···-··············· - .. - .. -- - -- - .. -- - .. - ..................................... ........... _____ 257,920,656 



UPRRIG-000530

c,o irssu ed under Burlington First and Refunding Mortgage, dated February I, 1921, under which 
'.:'.: cessor trustee, and secured by a first lien on 7,854.03 miles of railroad owned by Burlington 
,.... capital stock owned by Burlington in C&S and various terminal companies. 

First National City Bank is sue
and on all (358,563) shares of 

0 
0 . 

k$10, 140,000 principal amount excluded-heretofore reacquired and held in treasury. 

1$796,000 principal amount excluded-heretofore reacquired and held in treasury. 

m$1,260,000 principal amount excluded-heretofore reacquired and held in treasury. 

n$2,205,000 principal amount excluded-heretofore reacquired and held in treasury. 
0 $922,000 principal amount excluded-heretofore reacquired and held in treasury. 

P$19,729,000 principal amount excluded-heretofore reacquired and held in treasury. 

APPENDIX F-Continued 

Spokane, Portland and Seattle Railway Co. long-term debt 

I 
Nominal date of 

Description issue Date of maturity Interest rate 

(Percent) 

Amount due after 1 year: 
First Mortgage Bonds - - - - - - - - - - - - - - - - - - - - - - · March I, 19 7 I - - March I' 19 11 -- - - 4 
Equipment obi igations - - - - - - - - - - - - - - - - - - - - - Various - -- --- - Various-------- - - 3 3/4 - 4 5/8 

Total amount due after I year-------------- --------------- ------------------- ------------
Amount due within I year: 

Equipment obi igations - - - - - - - - - - - - - - - - - - - - - • --------------- ------------------ 4 - 4 5/8 

Total amount due within I year------------- ---------------- ~----------------- ------------
Total long-term debt---------------------- ---------------- - - - -- --- - - - - - - - - - - - ------------

Amount 
outstanding at 

December 3 1, 1966 

~42,710,000 
3,037,658 

45,747,658 

793,842 

793,842 

46,541,500 

qOwned one-half each by Northern Pacific and Great Northern. These bonds were originally due March I, 1961, extended to 
March 1, 1971, under Finance Docket No. 21468, dated February 24, 1961. 

Because the proposal involving SP&S contemplates lease only these bonds held in equal proportions by Great Northern and 
Northern Pacific would not be extinguished. 
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APPENDIX G 

Great Nonhem Raiway Company Compa:,,ative Income Statements 

1958 1959 1960 ~966 

Rai way operating ineome 

Railway operating revenues----------------- $251,671,504 $254,559,530 $246,024,650 $281,777,075 
Railway operating expenses----------------- 190,854,844 197,108,501 194,051,856 207,856,575 

Net revenue from railway operations------- 60,816,660 57,451,029 51,972,794 73,920,500 
Railway tax accruals----------------------- 32,386,938 29,861,886 28,701,516 37,351,961 

Railway operating income------------------ 28,429,722 27,589,143 23,271,278 36,568,539 

Rent inaome 

Rent from locomotives---------------------- 276,997 223,276 191,135 48,141 
Rent from passenger-train cars------------- 1,151,525 1,155,677 1,073,814 919,116 
Rent from work equipment------------------- 14,922 33,275 24,044 42,508 
Joint facility rent income----------------- 1,694,034 1,579,726 1,612,979 1,600,210 
Total rent income------------------------- 3,137,478 2,991,954 2,901,972 2,609,975 

Rents payable 

Hire of freight cars-debit balance--------- 2,249,511 3,111,672 4,473,541 3,716,153 
Rent for locomotives----------------------- 150,698 91,520 89,012 48,974 
Rent for passenger-train cars-------------- 1,008,478 959,966 920,445 746,337 
Rent for work equipment-------------------- 25,381 3,318 1,513 6,376 
Joint facility rents----------------------- 2,309,822 2,204,193 2,253,291 2,372.775 

Total rents payable----------------------- 5,743.890 6,370,669 7,737.802 6,890,615 
Net rents--------------------------------- 12,606,412) l3,378,71SJ· (4,835,830) l4. 280. 640J 

Net railway operating income--------------- 25,823,310 24,210,428 18,435,448 32,287,899 

Other income 
Income from lease of road and equipment---- 5,588 6,390 4,674 .4,175 
Miscellaneous rent income------------------ 631,581 679,734 705,401 873,875 
Income from nonoperating property---------- 680,997 641,101 545,553 693,943 
Separately operated properties-profit -- ------------ --------------- 56,447 ---------------
Dividend income---------------------------- 6,405,789 6,338,014 6,313,714 7,391,247 
Interest income---------------------------- 2,183,588 2,633,966 2,915,729 4,928,363 

..... 
0 . 
0 

Income from sinking and other reserve 
funds------------------------------------- 188,062 312,548 262,081 86,671 

Miscellaneous income----------------------- 925,543 721,208 645,151 380,639 
Total other income------------------------ 11,021,148 11,332,961 11.448. 750 14,358,913 

Total income 36,844,458 35,543,389 29,884,198 46,646,812 



UPRRIG-000532

GREAT NORTHERN PAC.-MERGER-GREAT NORTHERN 339 

Great Northern Raiu.Jay Company comparative Income Statements-Continued 

1958 19 9 J.960 

Misooitaneous deduction from income 

Miscellaneous rents------------------------- $51,479 $58,837 $59,592 
Miscellaneous tax accruals - --- - -------- --- - - 201,930 209,375 230,670 
Separately operated properties-loss--------- 37,829 161,218 ---------------
Miscellaneous income charges---------------- 634,399 139,547 383,815 
Total miscellaneous deduct ion-------------- 925,637 568,977 5.,0 ,077 

Income available for fixed charges---------- 35,918,821 34,974,412 29,210,121 

F'i:r;6d charges 

Rent for leased road and equipment---------- 1,695 2,071 3,854 
Interest on funded debt--------------------- 8,195,887 8,261,042 8,337,072 
Interest on unfunded debt------------------- 3,576 -------------- 072 
Amortization of discount on funded debt----- 139,865 153,026 1"5 509 
Total fixed charges 8,341,023 8,416,139 8,486,907 

Income after fixed charges------------------ $27.577 798 S26 ,558,273 S20, 723,214 
QE_erating _!:'at!o: .lf>!r~~~~ 1..:--.:::.-.:-.:-.:-:---_:..-.=---:~:~ ·- __ . _ 10 ,u'+ ,4> , ... 

( ) Denotes contra 

Northam Pacific Raib.uay company Comparotivs Inaoma Statements 

Raib.uay operating incane 

Railway operating revenue-----------------
Railway operating expenses----------------

Net revenue from railway operations------
Railway tax accruals----------------------

Railway operating income------------------

Rent income 

Rent from locomotives 
Rent fran passenger-train cars------------
Rent from work equipment------------------
Joint facility rent income-----------------
Total rent income 

Rents poyabLe 

Hire of freight cars-debit balance-------
Rent for locomotives----------------------
Rent for passenger-train cars-------------
Rent for work equipment-------------------..
Joint facility rents----------------------
Total rents payable-----------------------
New rents------------------------------- --
Net railway operating income--------------

331 I.C.C. 

- $179,107,731 

- 143,066,032 
- 36,041,699 
- 21,139,202 
- 14,902,497 

253,114 
- 957,507 
- 74,700 
- 4,365,869 

5,651,190 

- 591,654 
- 53,548 
- 585,449 
- 1,432 

1,096,285 
- 2,328,368 
- 3,J22,822 
- 18,225,319 

$183,608,782 $174,915,492 
146,426,171 147,871,058 

37,182,611 27,044,434 
25,492,066 20,212,004 
11,690,545 6,832,430 

254,430 227,471 
913,552 1,084,861 
102,313 183,797 

4,546,122 4,645,780 
5,816 417 6,181,909 

1,186,321 855,438 
62,514 66,759 

508,878 647 t 751 
3,015 5,718 

1,177,716 1,283,133 
2,938,444 2,858,799 
2,877,973 3,283,110 

14,568,518 10,115,540 

$71,111 
276,279 

8,143 
863,661 

1,219,194 
45,427,618 

1,618 
a, 105,453 

120 
173,314 

8,880,509 
S36 547,109 

,a, n 

$210,189,700 
168,697,965 

41,491,735 
24,255,091 
17,236,600 

122,365 
867,330 
33,876 

4,626,387 
5,649,962 

194,935 
17,359 

406,408 
7,553 

1,219,432 
1,845,687 
.s,804,27::, 

21,040,919 
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Northern Pacific Bai.Way Corrpany Comparative Income Statements--Continued 

1958 1959 1960 

other income 

Income from lease of road and equipment---------- $45,964 $47,081 $46,693 

Miscellaneous rent income------------------------- 1,371,432 1,489,083 1,386,611 

Income from nonoperating property---------------- 5,722,257 9,115,847 8,404,803 

Dividend income---------------------------------- 6,603,231 6,356,530 6,986,559 

Interest income---------------------------------- 2,667,261 3 ,211,ti.59 3,547,428 

Income from sinking and other reserve funds------ 69,917 113,156 208,428 

Miscellaneous income 1,192,201 1,380,301 932,096 

Total other income------------------------------· 17,672,263 21,713,457 21,s+2,s1e 

Total income----------------------------------· 35,897,582 36 ,2BL975 31,628,158 

Mi.seellaneous deductions from income 

Miscellaneous rents ------------------------------ ·30,391 29,579 30,627 

Miscellaneous tax aceruals 661,702 711,481 683,912 

Hiscel.i.aneous income charges------------- 2.085,874 593,609 932,674 

Total miscellaneous deductions 7,777,967 1,334,669 1,647,2.13 

Income availab.le for fixed charges-------------- 33,119,615 34,942,.306 29,980,945 

Fi"6d eharges 

Rent for leased road and equipment---------------· 49,618 49,768 49,618 

Interest on funded debt 10,924,586 11,009,193 11,256,439 

Interest on unfunded debt 1,966 1,878 10,927 

Amortization of discount on funded debt---------- 131,469 105,302 116,767 

Total fixed charges 11.107,639 11,166,141 11.433.751 

Income after fixed charges---------------------- S22 1 0ll,976 $23,781,165 SlB,547,194 

Op erating ratio: (percent}------------------------- ·1y .87 79 • .,. o,.,. 

Chi=qo, Burlington & quincy Railroad Company Comparative Income Statements 

Rai Zwcry operating income 

Railway operating revenues-------------
Railway operating expenses-------------
Net revenue from railway operations----

Railway tax acc~uals-------------------
Railway operating income---------------

Rent ineome 

---------· 
---------
----------
---------

Rent from locomotives -----------------
Rent from passenger-train cars---------
Rent from work equipment---------------
Joint facility rent income--------------

------------------
---------
---------

Total rent income-------------------------------

$258,027,700 
200,263,598 

57,764,102 
27-403,280 
30.360.822 

177,810 
1,451,453 

41,104 
779.659 

2,450,026 

$263,0?2,883 $251,135,890 
209,875,069 203,951,532 
53,197,812 '-1-7 .184.358 
27,339.438 25,178,072 
25-858-376 22,006,286 

139,111 93,316 
1,368,610 1,423,519 

145,917 59,21.fO 
828,502 867,468 

2,482,140 2,443,543 

1966 

$44,720 
1,824,106 
8,856,254 
6,620,487 
3,919,421 

341,723 
1,801,910 

23,ti.08,621 
44,449,540 

29,761 
1,040,445 
1,016,620 
2,086,8:.!0 

42,.362,714 

49,618 
11,474,521 

3,064 
161,920 

11,689,123 
:;;30,6·13 1 :i9.1 

ov.,o 

$ 209 ,s22 ,3 ... 7 
227,622,927 
61, 999",420 
25,738,844 
36.260,576 

35,100 
1,397,428 

56,274 
835,900 

2,324, ,u~ 
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Chicago, Burlington & Quincy Railroad Company Comparative Statement--Contirrued 

Rents payable 

Hire of freight cars debit balance----------------
Rent of locomotives-------------------------------
Rent for passenger-train cars---------------------
Rent for work equipment---------------------------
Joint facility rents------------------------------
Total rents payable 
Net rents----------------------------------------

Net railway operating income----------------------

Other income 

Income from lease of road and equipment-----------
Miscellaneous rent income-------------------------
Income from nonoperating property-----------------
s 
D 
I 
R 
M 

:p~ratel~ operated properties--------------------
1v1dend income-----------------------------------
nterest income-----------------------------------
elease of premiums on funded debt----------------
iscellaneous income------------------------------
Total other income ------------------------------
Total income-------------------------------------

Mis ce l Zaneous deductions from income 

Mi 
M 
s 
M 

scellaneous rents-------------------------------
iscellaneous tax accruals------------------------
eparately operated properties-loss---------------
iscellaneous income charges----------------------
Total miscellaneous deductions-------------------

I ncome available for fixed charges----------------

Fixed charges 

ent R 

I 
I 
Am 

for leased road and equipment----------------
nterest on funded debt---------------------------
nterest on unfunded debt-------------------------
ortization of discount on funded debt-----------

Total fixed charges------------------------------
N et income after fixed charges--------------------

Operating ratio: q,ercent)-----------------------

--- ----- ~-- - ·- .. 1958 1959 1960 

$4,817,495 $4,654,351 $3,252,317 $6,259,999 
84,980 (617) 4,640 247,239 

1,039,396 1,061,073 l,ll8,395 1,085,029 
272 118 57 2 

3,195,902 3,183,635 3,11111,922 2,286,6114 
9,138,045 8,898,490 7 ,817;331 9,878,913 
(6,688,019) \6,416.350) (5,373,788) 0 ,5511,211J 
23,672,803 19.4112.026 16,632,1198 28,706.365 

7,724 6,787 6,910 6,835 
732,6119 783,071 875,862 1,268,996 
3611,1167 409,087 334,672 4211,5611 
12,073 12,205 13,545 ~------------

992,127 723,198 753,370 572,401 
793,078 1,290,237 1,238,197 1,586,588 

21 21 20 ------------
6311,363 2,7611,870 573,21111 1,1178,366 

3,536,502 5,989,476 3,795,820 5,337,750 
27,209,305 25,1131,502 20,428,318 34,01111,ll5 

31,072 29,1146 33,210 110,861 
137,226 153,1192 181,523 213 ,4111 

---------------- -------------- --------------- 11,653 
180,049 203, 5611 108,072 1118,313 
348,3117 386,502 322,805 677.241 

26,860 .. 958 2s ;045 ;ooo 20,105,513 33;366;8711 

57,632 56,623 57,293 53,383 
7,2117,259 7,228,783 7,484,585 9,297,477 

1,7011 1,4111 1,245 18,629 
62,631 62,010 69,252 186,793 

7,369,226 7,348,857 ·7 ,612 ;375 ·9;s5s,202 
S19,1191,732 $17,696,143 Sl2,493,138 S23,810,592 

11.0.L ·,a. 99 8.L.li ftj. ;y:, 
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Spokcoie. Port"Land and \Seattle RaiWay Company. Comparative Income Statements 

1958 1959 1960 

Rai way operating income 

Railway operating revenues---------------------- $24,040,519 $26,824,576 $25,048,890 
Railway operating expenses----------------------· 19,699,569 20,403,517 20,030,653 
Net revenue from railway operations --- 5,340,950 6,421,059 5,018,237 
Railway tax accruals----------------------------- 2,237,201 2,217,938 2,491,501 

Railway operating income----------------------- 3,103,749 4,203,121 2,526,736 

Rent income 

Hire of freight cars-credit balance------------- 65,451 -------------- ---------------
Rent from locomotives---------------------------- 455,904 465,889 471,569 
Rent from passenger-train cars------------------- 188,075 207,923 177,759 
Rent from work equipment------------------------- 98,423 127,871 108,317 
Joint facility rent income----------------------- 367,407 383,602 416,916 
Total rent income------------------------------ 1,175,260 1,185,285 1,174,561 

Rents payabfo 

Hire of freight cars -debit balance-------------- ----------------- 26,032 77,356 
Rent for locomotives----------------------------- 1,582 25,819 18,697 
Rent for passenger-train cars-------------------- 142,789 150,445 146,514 
Rent for work equipment-------------------------- 292 13 (7,602) 
Joint facility rents----------------------------- 394,566 530,689 489,317 
Total rents payable ---------------------------- 539,229 732~998 724,282 
Net rents--------------------------------------- 636 031 452,287' 450,279 

Net railway operating income--------------------- ~, rv.=,, rov 4,655,408 2,977,015 

Other income 

Miscellaneous rent income------------------------ 106,264 118,114 147,707 
Income from nonoperating property---------------- 427,657 393,332 468,024 
Interest income---------------------------------- 27,000 45,037 30,855 
Income from sinking and other reserve funds------ 644 1,217 2,555 
Miscellaneous income----------------------------- 10,658 126,875 (5,371) 
Total other income------------------------------ 572.223 684. 575 643,770 
Total income ____________________________________ 

4.312,003 5,339,983 3,Gal,78!:i 

MisceHaneous deductions from income 

Miscellaneous rents------------------------------ 1,328 1,335 1,139 
Miscellaneous tax accruals----------------------- 46,765 42,349 36,842 
Miscellaneous income charges--------------------- 61,541.J: 33,012 24,722 
Total miscellaneous deductions ------------------ 109,637 76,696 62,753 
Tnrome available for fixed char~es-------------- 4.202.366 5 ~ 263. 287 3.558.032 

1966 

$40,491,537 
29,078,396 
11,413,141 

4,409,660 
7,003,I.J81 

1--------------
860,536 
157,276 
166,131 
662,406 

1,846,349 

2,299,866 
859,718 
156,966 
104,943 
704,074 

U,125,567 
l 2; 'ZJ<j, 21.BJ 
4,724,263 

327,272 
328,879 
359,313 

3,607 
34,730 

1,053,801 
5,778,064 

1,681 
43,211 
32,854 
77,746 

5.700.318 
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GREAT NORTHERN PAC.-MERGER-GREAT NORTHERN 

Spokane, Portl.and and SeatttB Rail.iJay Company Conpamtivs Inc01116 Statements--Continued 

1958 1959 1960 

Fi:r:ed cha:rgss 

Rent for leased roads and equipment-------------- $36,871 $37,603 37,603 
Interest on funded debt-------------------------- 2,756,138 2,Si.5,478 2,415,022 

A:~:iz:i!~~ ~~a:!::~~~=-~~-~~~~~-~~~=:::::::::: 1--~,c;f;;;;:;,.;;;:;.;~;+--~..;,:c;,.;;;~~~_,;;;;~ 
Income after fixed charges----------------------- l\--::::tl,~0~42~,;73~9=~===:r~~t~~~~==~::;~~ 
OpeNting ratio: t>ercent)----------------------- ·,e.b7 

31,2 618 330 619 
2 92 ,699 783,244 
2,337,588 77lt,788 

"·"' "·" 
Pacific Coast Rai7,road CO"f'any Comparative Income Stat6"'6nts 

Railway operating revenues----------------------- $285,666 $316,625 $318,311 

1966 

$35,902 
1,992,717 

----------------
2,028,619 
3,671,699 

11.os 

$696,372 

Railway operating e,ipenses-----------------------t 1-=====~i~i;Et=====i~iiE~===~~~;,;~=~===~!~i~ Net revenue from railway operations-------------
Railway tax accruals-----------------------------

Railway operating incane------------------------ f---~==+----==+-~=='-f--==c.: 

241,695 279,194 263 194 293 547 
43,97 ., ,431 55,117 402 825 
68.~9 66,440 103 608 17 

(25,024 (29,009 (48,491} ILL1 608} 

RBnt income 

31 51 80 
109 997 

Rent from locomotives --------------------------
Joint facility rent income-----------------------

Total rent income------------------------------- i----~-~+---=-'=,-+--= 
77 550 74, 71.!9 
77,581 74,800 110,077 

Rants payable 

Hire of freight cars-debit balance--------------
Rent for locomotives----------------------------
Rent for passenger train cars-------------------
Rent for work equipment--------------------------

58,565 
6,055 

31 
512 

55,317 31.i,351.i 
6,1.!36 7,276 

-------------- ---------------
444 ti,327 

(3) 
81,01.!2 
8 0 9 

169,596 
15,316 

---------------
1,021 

Joint facility rents----------------------------- t-:==:."f~~+==~~4==~~t:t:=~ 
Total rents payable----------------------------- }-
Net rents---------------------------------------

2 617 2,953 2 905 3 459 
67. IHQ 50 48 92 
9,801 9,650 61,215 (108 353} 

Net railway operating income--------------------- ~:::::Jg:::t1[+::::Jg~l]j[~====~r::Z~:=~===t~ U5,223 U9 359 U2 72Lt 119,255 

Other income 

Income from lease of road and equipment---------
Hiscellaneous rent income ------
Incdlle from nonoperating property----------------
Interest income----------------------------------

2,499 
11,369 

8,345 

----------------

2,499 2,499 1,762 
10,083 11,486 12,544 
11, 750 13,300 15,290 

-------------- ,os 747 
1 titiB -------------- 316 96,226 

23 661 :t-.,332 "·"· uo,,o, 
8 ti38 4 973 4 -''+:,za"'+ 

Hiscellaneous incOlll8----------------------------- ~::::::~St~=1~~~~~;~ib~l::::;i;;~~;::::::i; Total other incane------------------------------

Total income ----------------------------------- 1----~==--+ 

Miscallaneoue deduations from incoma 

Miscellaneous rents-----------------------------
Hiscellaneous tax accruals---------------------- 2,ti92 5,187 

661 
13,146 lti,967 

5 865 14 21 23,816 
8,359 5,203 13 69 '39 444 

" Q30 :l"f ,36J. :lUb ,38U M~~~=il:~:;~l:~:: ~:~~~~:~~;:::::::::::::::::: ~' -==--==--==--:a:: _ _.,=~~-=~:~=--==--==-~:~=. ~tt:t::::i!2~~:t====~~~~ 
Income available for fixed charges-------------- r-

Fi:rsd chw,ges 

·--------------- -------------- --·------------ -------------
---------------- -------------- --------------- ------------Interest on funded debt-------------------------

Total fixed charges-----------------------------
Net income after fixed charges------------------- $79 ~ (230 27,361 - $206,3B0 
Operating ratio: <percent)----------------------- l---.....,,84"",767;,:...+---i0(,a.w'-1---,is' "._._.,;,.c=--_ij'-__ 4_2_.f_s_· 

331 1.c.c. 

343 
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GNat Northem Pacific I Burz.i.,igtcn Li.nu~ Inc.~ combinad inco,,w at:atemmt aa of I>ectmixlr 31~ 

RaiWQy operating inCOlffl' 

Railway operating revenues--------------------------
Railway operating expenses-----------

Net revenue from railway operations 
Railway tax accruals------------------------------ -

Railway operating income----

Rent inoome 

Rent from locomotives -----
Rent fI'01!1 passenger-train cars 
Rent from work equipment--------------
Joint facility rent income----------
Total rent inco:iie----------------

Rents payable 

Hire of freight cani-debit balance--
Rent for locomotives----------
Rent for passenger-train cars----------
Rent for work equipment-----
Joint facility rents-------------
Total rents payable-----------------
Net rents-----------------------------

Net railway operating incOC!le------------ -----------
Othero incoms 

Income for lease of road and equipment----
Miscellaneous rent income--------------, 
Income from nonoperating property------------' 

Northern 
Pacific 

$210 .189 .100 
168,697.965 
41,491,735 
24,255,091 
17 -'l::lh 0 644 

122,365 
867,3311' 

33,876 
4,626 387 
5,649,962 

194,935 
17,359 

406,408 
7,553 

1,219,432 
1,845.687 
3,804 275 

21,040 019 

44,720 
1,824,106 
8,B56,2511' 

Separately operPred properties--profit-------------- --------·> 

Great 
Northern 

$281. 777 .015 
207,856,575 
73,920,500 
37,351,"961 

"15 ~8~39 

48,141 
919,116 
42, SOB 

1,600,210 
2.609.975 

3,716,153 
48,974 

746,337 
6,376 

2,372,775 
6.890,615 

·f4 -280, 611'/Jl 
32, ,89Q 

4,175 
873,875 
693,943 

B.irlington 

$289,622,347 
227,622,927 

61,'1'39,420 
25. 738,811'4 
"6,260 ,s-rr; 

35 ,100 
1,397,428 

56,274 
835.900 

2.324.702 

6,259,999 
2479239 

1,085,029 
2 

2.286,644 
9.B78-913 
t7,S54-21H 
28,706 365 

6,835 
1,268.996 

t.24.564 

Pacific 
Coast 

$696,372 
293,SIJ7 
11'02 ,825 
175,"217 

,608 

(3) 
------------------------

81,011'2 
81.039 

169,596 
15,316 

~-----------
1,021 
3,459 

189. 392 
no0.35.1} 
119 255 

1,762 
12,5411' 
15,290 

1966 

SP &S 

$40,491,537 
29,078,396 
II.413.141' 

4.-409,660 
7.003•481 

860,536 
157,276 
166,131 
662,11'06 

1,846,349 

2,299,866 
859,718 
156,966 
104,943 
704,074 

4,125,567 
(2,279.218) 
4, 724,26.i 

327,272 
328,879 

Combined 

$822,777,031 
633,549,IUO 
189.227,621 
"91,930 773 
97.~96,848 

1,066,139 
3,341,154 

298,789 
7,805,945 

12,512.027 

12,640,549 
·I,188,606 
2,394,740 

119,895 
6,586.3811' 

221930,174 
Uo,410,147) 
86,878,701' 

57,492 
4,306,793 

10,318,930 

~:;;::: ::~=---------_-__ -_-_-__ -_-_-__ -_-_-_-_-_-_-_-_-___ ~::~~::!~ ~:!~!:;:~ l,;:~:;~; ------;;;-- ----,-,,-,-3-13--< i~:~:::~;; 
Income ft'OIII sinking and other reserve funds--------- 341,723 86,671 -------- 3,607 432,001 
Release of premiums on funded debt------------------ ·---------1• ---~------1--------+-------- ------------· 
Miscellaneous inc -------------- 1.801,910 380,639 1,478 1 366 96,226 34.730 3,791,871 
Total other inc 23,408.621 14-35B,913 5,337.750 126-569 1,053,801 44.2B5.654 

Total income----------------------==~_:_:_-{=::!•~•~.•~•i•~.,~,.of:::j:::.__!•~•~,6~4~6~,8~1~2+=3~•~•~••~•~-llf1s4=:j2§45~8~24t=:j::i;j,. •~•~0 , ~i::=!1}3Il.~1'!6~4,~.3'~5St 

Miscellaneous rents---------------------- 29,761 
Miscellaneous tax accruals-------------- 1,040,445 
Separately i;,per-ated propertie!i-lOH ---------------- -----------------
Mi11cell6Ileous income char~!l:----------- ------- --- 1.016 620 

Total miscellaneous deductions------ .,.,086,826 
Income available for fixed charges----------------- 42.362, 714 

Pi:,,.d chargi!JB 

Rent for leased road and equipment----------------
Interest on funded debt----------------------
Interest on llllfunded debt--
Amortization of discount on funded debt--
Total fixed charges-----------·------------ · 

Income after fixed charges--------------
Operating ratio (percent) r--------------------------

( ) Denotes cors:ra 

49,681 
11,474,521 

3,064 
161,920 
609 123 

30,673,591 
80.26 

71,111 
276,279 

8..,143 
Q[i] _ 661 

T,219 194 

1,618 
8,705,453 

124 
173,314 

8 880.509 
36 547 109 

73. 77 

40,861 
213,414 

4,653 
410,313 
6 '7 ?4 

33 366,874 

661 
14,967 

23 816 
sig 444 

1,681 
43,211 

32, 8511 
77, 7'1-6 

5,700,318 

53,383 35,902 
9,297,477------------ 1,992,717 

18,629 ------------ ------------
186- 793 -- ---------- ------------

9 556 282 ---------- - L.028 6l<f 
23,810 592 206 380 3,671,699 

78.59 42,15 71,81 

144,075 
1.sa0,316 

12,796 
2,355,?611-

• 

140,521 
31,470,168 

21,817 
522.027 

'l? 1 '-4 '-33 
94 909 371 

1,.01 
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APPENDIX H 

Earnings per share common stock, dividends, and dividends declared for 
Great Northern, Northern Pacific, and Burlington for the years 1951 to 
1966 

Year Great Northern Northern Pacific Burlington 

Earnings per share common stock 

1951 -------------·--------
1952 ---------------------
1953 ---------------------
1954 ---------------------
1955 ---------------------
1956 ---------------------
1957 ---------------------
1958 ---------------------
1959 ---------------------
1960 --------------- --···-
1961 --------------------· 
1962 ---------------------
1963 ---------------------

1964 ---------------------
1965 ---------------------

1966 ---------------------

$3.91 
4.55 
4.92 
4.21 
5.27 
5.32 
4.38 
4.52 
4.35 
3.41 
3.07 
4.12 
4.80 
4. 71 
6.01 
5.94 

$2.68 
2.66 
2.61 
2.41 
3.22 
3.52 
3.54 
3.68 
3.97 
3. 10 
2.72 
3.39 
4.09 
3.90 
4.65 
5.08 

Dividends declared per share common stock 

1951 ---------------------
1952 ---------------------
1953 ---------------------

1954 ---------------------
1955 ---------------------

1956 ---------------------
1957 ---------------------
1958 ---------------------
1959 ---------------------
19 60 - - • - - - - - - - - - - - - - - - - - -
1961 ---------------------
1962 ---------------------
1963 ---------------------
1964 ---------------------
1965 ---------------------
1966 ---------------------

2.00 
2.00 
2.00 
2. 10 
2.35 
2.63 
3.00 
3.00 
3.00 
3.00 
3.00 
3.00 
3.00 
3.00 
3.00 
3.00 

Total dividends declared 

1951 ---------------------
1952 ---------------------
1953 ---------------------
1954 ---------------------
1955 ---------------------
1956 ---------------------

1957 ---------------------
1958 ---------------------
1959 ---------------------
1960 ---------------------
1961 ---------------------
1962 ---------------------
1963 ---------------------
1964 ---------------------
1965 ---------------------
1966 ---------------------

12,360,044 
12,172,714 
12,172,938 
12,724,524 
14,265,083 
15,910,682 
18,214,023 
I 8,250,025 
18,310,154 
18,293,929 
18,236,342 
22,776,124 
18,263,528 
18,348,813 
18,409,694 
18,456,558 

1Includes 20 percent stock dividend of $42,728.362. 

331 I.C.C. 

1.25 
1.50 
1.50 
1.50 
1.58 
1.50 
1.63 
1.67 
2.00 
2.20 
2.20 
2.20 
2.35 
2.50 

· 2.50 
2.60 

6,199,275 
7,439,130 
7,439,130 
7,439,130 
7,812,663 
9,433,343 
9,442,385 

153,176,149 
12,263,673 
13,174,431 
13,186,261 
14,093,629 
14,115,722 
15,052,747 
14,772,270 
15,698,550 

$14.78 
16.39 
15.02 
13.47 
12.97 
12.62 
10.06 
11. 41 
10.36 

7 .31 
8.43 

I I. 95 
12. 51 
11. 91 
9. 77 

13.94 

7.00 
7.50 
7.50 
7.50 
7.50 
7.50 
7.50 
7.50 
7.50 
7.50 
7.50 
7.50 
7.50 
7.50 
7.50 
7.50 

11,958,709 
12,812,902 
12,812,902 
12,81.2,902 
12,812,902 
12,812,902 
12,812,902 
12,812,902 
12,812,902 
12,812,902 
12,812,902 
12,812,902 
12,812,902 
12,812,902 
12,812,902 
12,812,902 
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APPENDIX I 

Burlington Truck Lines, Inc. 

GENERAL BALANCE SHEET-DECEMBER 31, 1966 

Assets 

Current assets: 
Cash--------------------------------------
Working fund - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -
Special deposits - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -
Temporary cash investments - - - - - - - - - - - - - - - - - - - - - -
Receivables from aff111ated companies - - - - - - - - - - - - - - - -
Accounts receivable-agents, customers and interline - - - - - -
Accounts receivable-other - - - - - - - - - - - - - - - - - - - - - - - -
Prepayments - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -
Material and supplies - - - - - - - - - - - - - - - - - - - - - - - - - - -

Total current assets- - - - - - - - - - - - - - - - - - - - - - - - - - -
Tangible property: 

Carrier operating property- - - - - - - - - - - - - - - $10,886,564 
Less reserve for depreciation- - - - - - - - - - - - - 5,643,175 

Intangible property: 
Organization, franchises - - - - - - - - - - - - - - - - - - - - - - - - -
Other intangible property - - - - - - - - - - - - - - - - 328,572 
Less reserve for amortization - - - - - - - - - - - - 1821276 

Total other intangible property - - - - - - - - - - - - - - - - - - - -
Total intangible property - - - - - - - - - - - - - - - - - - - - - - - -

Investment securities and advances: 
Other investments and advances - - - - - - - - - - - - - - - - - - - -

Deferred debits: 
Other deferred debits - - - - - - - - - - - - - - - - - - - - - - - - - - -

Miscellaneous debit items: 
Commission and expense on capital stock - - - - - - - - - - - - - -

Total assets - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -

Liabilities 

Current liabilities: 
Payables to affiliated companies - - - - - - - - - - - - - - - - - - - -
Accounts payable - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -
Wages payable - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -
c.o,d.'s unremitted - - - - - - - - - - - - - - - - - - - - - - - - - - - - -
Truces accrued - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -
Other current liabilities - - - - - - - - - - - - - - - - - - - - - - - - -

Total current liab111ties - - - - - - - - - - - - - - - - - - - - - - - -
Long-term debt due within 1 year: 

Equipment obligations - - - - - - - - - - - - - - - - - - . 
Other debt due within 1 year - - - - - - - - - - - - - -

758,041 
37,279 

$240,231 
3,025 

20,228 
797,187 

1,026,231 
12,831 

509,944 
212,929 

2.822,606 

5,243,389 

3,484 

146,296 
149,780 

ll,727 

151,770 

825 
8,380.097 

2,990,738 
638,772 
220,196 

37,589 
173,641 
481,363 

4,542,299 

795,320 

331 1.c.c. . 
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Burlington Truck Lines, Inc. 

GENERAL BALANCE SHEET-DECEMBER 31, 1966 

Liabititie s-Continued 

Advances payable-affiliated companies- - - - - - - - - - - - - - - - -
Equipment and other long-term obligations- - - - - - - - - - - - - - -
Deferred credits-others - - - - - - - - - - - - - - - - - - - - - - - - - -
Injuries, loss and damage reserve - - - - - - - - - - - - - - - - - - - -
Capital stock common - - - - - - - - - - - - - - - - - - - - - - - - - - - -
Surplus: 

Earned surplus - - - - - - - - - - - - - - - - - - - - - - $774,547 
Income account current year - - - - - - - - - - - - - - ~695,651) 

Total l1abll1ties and shareholders• equity - - - - - - - - - - - - -

Northern Pacific Transport Company 

GENERAL BALANCE SHEET-DECEMBER 31, 1966 

Assets 

Current assets: 
Cash--------------------------------------
Working funds - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -
Temporary cash investments - - - - - - - - - - - - - - - - - - - - - -
Receivables from affillated companies - - - - - - - - - - - - - - - -
Accounts receivable-agents, customers and interline - - - - - -
Accounts receivable-other - - - - - - - - - - - - - - - - - - - - - - - -
Interest and dividends receivable - - - - - - - - - - - - - - - - - - -
Prepayments - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -
Material and supplies - - - - - - - - - - - - - - - - - - - - - - - - - - -
Other current assets - - - - - - - - - - - - - - - - - - - - - - - - - - - -

Tangible property: 
Carrier operating property- - - - - - - - - - - - - - - $5,296,102 
Less reserve for depreciation- - - - - - - - - - - - - 2,489,487 

Total tangible property - - - - - - - - - - - - - - - - - - - - - - - - -
Noncarrier property - - - - - - - - - - - - - - - - - - - 3,232,511 
Less reserve for depreciation other property - - 1,452,532 

Total noncarrier property - - - - - - - - - - - - - - - - - - - - - - -
Intangible property: 

Organization, franchises and permits - - - - - - - - - - - - - - - - -
other intangible property - - - - - - - - - - - - - - - - 143,195 
Less reserve for amortization - - - - - - - - - - - - 24,568 

Total other intangible property. - - - - - - - - - - - - - - - - - - -
Total intangible property - - • - - - - • - - - - - - - - - - - - - - -

Investment securities and advances: 
Investments and advances-affiliated companies - - - - - - - - - -
other investments and advances - - - - - - - - - - - - - - - - - - - -
331 I.C.C. 

$405,267 
1,691,241 

10,666 
106,408 
750,000 

78,896 
s,sso,097 

$19,977 
500 

296,061 
512,145 
160,879 
331,871 

1,317 
195,350 
222,780 

1,soo 
1,742,680 

2,806,615 

1,779,979 

3,638 

118,627 
122,265 

20,250 
818 
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Northern Pacific Transport Company 

GENERAL BALANCE SHEET-DECEMBER 31, 1966 

Assets-Continued 

Deferred debits: 
Other deferred debits - - - - - - - - - - - - - - - - - - - - - - - - - - -

Miscellaneous debit items: 
Commission and expense on capital stock - - - - - - - - - - - - - -

Total assets - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -

L iabiHtie s 

Current liab111ties: 
Notes payable - - .. - - - - - - - - - - - - - .. - - - - - - - - - - - - - - -
Accounts payable - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -
Wages payable - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -
Interest payable - - - - - • - - - - - - - - - - - - - - - - - - - - - - - - -
Taxes accrued - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -
Interest accrued - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -

Total current liabilities - - - - - - - - - - - - - - - - - - - - - - - -
Long-term debt due within 1 year: 

Notes payable - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -
Advances payable-affiliated companies - - - - - - - - - - - - - - - - -
Equipment and other long-term obligations: 

Notes payable - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -
Deferred credits - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -
Capital stock common - - - - - - - - - - - - - - - - - - - - - - - - - - - - -
Surplus: 

Other capital surplus------------------- $868,594 
Earned surplus - - - - - - - - - - - - - - - - - - - - - • - 2,406,042 
Credit balance transferred from income - - - - - - 4511316 

Total 11ab111ties and shareholders• equity - - - - - - - - - - - - -

Superior & Duluth Transfer Companyl 

GENERAL BALANCE SHEET-DECEMBER 31, 1966 

Name of account 

Assets 

Current assets: 
Cash, working funds and deposits-----·····-··-····· 
Accounts receivable • • • - • - • • - • • • - - • • • •• - - • - • • - •. - -
Prepayments--•···-·-·-·-----·---·--···------··--
Materlals and supplies •. • • • •. • • •. • • - - • • • • • • • • • • • • • 

Total current assets••• - • • - • - - • - • • - • - • - • - • • • - • • • 

See footnotes at end of table 

Amount 

$13,879 
31,132 

4,940 
823 

$85,986 

549 

97,448 
599,474 
133,897 

1,363 
220,607 
252,167 

1,806,171 

161,074 
556,665 

306,252 
3,028 

500,000 

s,7251952 
6,559,142 

Total 

$50,774 

331 I.C.C. 
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Superior & Duluth Transfer Companyl 

GENERAL BALANCE SHEET-DECEMBER 31, 1966 

Name of account 

Assets-Continued 

Investments: 

Amount Total 

Carrier operating property -----·········--· $64,979 •··---·· •······· 
Less: Accrued depreciation•·-······-······ 63,352 ---····- -···-·--

Total operating property - • • - - - - • - • • - • - • • • • - • - • • 1,627 • • • - • - • • 
Total investments •--------------------------- -------- $1,627 

Deferred debits: 
Other deferred debits ---------------------------- -------- 837 

Total assets - - • - - - - - - - - - - - - - - - - • - - - - - - - - - - - - - 53,238 

Liabilities 

Current liabilities: 
Accounts payable ------------------------ 11,436 -------- --------
Notes payable - - - - - - - - - - - - - - - - - - - - - - - - - - - - 5,000 - - • - - - - - - - - - - - - -
Taxes accrued-·--------------------·---- 494 -------- -•------

Total current liabilities ----------------------- -------- 16,930 
Advance payable: 

Advances payable-Great Northern Railway - - - - - - - - - - - - - - - - - - 41,729 
Capital stock: 

Common capital stock - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - - 35,000 
Corporate surplus -------------------------------- -------- (40,421) 

Total liabilities and shareholders' equity-------- -------- 53,238 

1Name changed to: Superior Transfer Company. 
( ) Denotes deficit. 

APPENDIX J 

Description of extensions of lines of railroad to permit economical and 
efficient operation of properties sought to be unified under section 5(2) of the 
act in F. D, No. 21478, for which authority to construct and operate is sought 
under sections 1(18) to 1(20) of the act in F. D, No. 21480: 

(1) Connecting track, approximately 1,460 feet in length, extending between 
N. P, Milepost 8,73 and G. N, Milepost 8.03, at Superior, Douglas County, Wis. 

(2) Connecting track, approximately 2,260 feet in length, extending between 
N, P. Milepost 74.91 and G. N, Milepost 72.63, at Hinckley, Pine County, Minn, 

(3) Connecting track, 303 feet in length, extending between G, N, Milepost 
117,62 and N, P, Milepost 37.08, at Sauk Centre, Stearns County, Minn. 

(4) Connecting track, 835 feet in length, extending between N, P. Milepost 
165,32 and G. N. Milepost 56.04, at Wadena, Wadena County, Minn. 

(5) Connecting track, 1,375 feet in length, extending between N, P. Milepost 
73.46 on the Wadena, Minn.-Oakes, N, Dak., branch line and G, N. Milepost 
213,38 on the St, Paul, Minn.-Seattle, Wash., main line of Great Northern, at 
Breckenridge, Wilkin County, Minn. 

331 I.C.C. 
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(6) Connecting track, 21035 feet in length, extending between Great Northern 
Fargo-Minot main line at G, N. Milepost 24.7 and existing Great Northern 
yard trackage in 22nd Street, at Fargo, Cass County, N. Oak. 

(7) Connecting track, 1,800 feet in length, extending between N. P. Milepost 
5.59 and G. N. Milepost 21.59, at Moorhead, Clay County, Minn. 

(8) Connecting track, 1,480 feet in length, extending between G, N, Milepost 
42.33 on Great Northern Wahpeton-Moorhead main line. and G. N, Milepost 
21.18 on Great Northern St, Cloud-Moorhead, Minn., main line at Moorhead, 
Clay County, Minn. 

(9) Connecting track, 1,550 feet in length, extending between G, N, Milepost 
21.18 and N. P. Milepost 5,59, at Moorhead, Clay County, Minn. 

(10) Connecting track, 1,365 feet in length, extending between N. P. Milepost 
69.54 on the Northern Pacific Crookston-Grand Forks branch lines and G, N, 
Milepost 83,38 on the Great Northern Crookston-Grand Forks main line at 
Crookston, Polk County, Minn. 

(11) Connecting track, 1,415 feet in length, extending between G, N, Milepost 
1.24 on Great Northern Grand Forks-Grafton branch line and N, P, Milepost 
96,44 on Northern Pacific Grand Forks-Grafton branch line, at Grand Forks, 
Grand Forks County, N. Oak, 

(12) Connecting track, 700 feet in length, extending between G. N, Milepost 
1.4 in Great Northern Grand Forks-Grafton branch line and N. P. Milepost 
96,68 on Northern Pacific Grand Forks branch line, at Grand Forks, Grand 
Forks County, N, Oak, 

(13) Connecting track, 5,550 feet in length, extending between G. N, Milepost 
105.82 on Great Northern Grand Forks-Crookston lineandN. P. Milepost 93.75 
on Northern Pacific Grand Forks-Crookston line, at East Grand Forks, Polk 
County, Minn. 

(14) Connecting track, 2,020 feet in length, extending between N. P. Milepost 
27.95 on Northern Pacific main line andG, N. Milepost 54.24 on Great Northern 
Breckenridge-Minot main line, at Casselton, Cass County, N. Oak. 

(15) Connecting track, 4,615 feet in length, extending between G. N. Milepost 
on Great Northern Great Falls-Butte line and N, P. Milepost 2,85 on Northern 
Pacific main line, at Helena, Lewis and Clark County, Mont. 

(16) Connecting track, 2,600 feet in length, extending.between N. P. Milepost 
2,51 on Northern Pacific main line and connecting track described in (15) 
above, at Helena, Lewis and Clark County, Mont, 

(17) Connecting track, 3,309 feet in length, extending between G. N, Milepost 
1401,66 on Great Northern main line and present transfer track at Sandpoint, 
Bonner County, Idaho. 

(18) Connecting track, 2,338 feet in length, extending between N. P. Milepost 
2,50 on Northern Pacific main line and present transfer track, at Sandpoint, 
Bonner County, Idaho, 

(19) Connecting track, 6,568 feet in length, extending between N, P. Milepost 
1.18 on Northern Pacific main line on westerly side of Spokane, and SP&S 
Mileposts 374.72 and 375.17 wye connections, including construction of bridge 
over Latah Creek, at Spokane, Spokane County, Wash. 

(20) Connecting track, 2,540 feet in length, extending between G, N. Milepost 
1497,94 on Great Northern main line and N, P. Milepost 13.75 on Northern 
Pacific Washington Central branch line, near Espanola, Spokane, Wash. 

331 I.C.C. 
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(21) Connecting track, 2,700 feet in length, extending between SP&S Milepost 
368.66 and Northern Pacific Milepost 8.86, at Marshall, Spokane County, 
Wash. 

(22) Connecting track, 880 feet in length, extending between N. P. Milepost 
26.89 on Northern Pacific branch line and G. N. Milepost 45.75 on Great 
Northern Colfax branch, at Rosalia, Whitman County, Wash. 

(23) Connecting track, 4,400 feet in length, extending between N. P. Milepost 
89.17 on Northern Pacific main line and Pacific Coast R. R. branch line at 
Milepost 27 .34, at Henry's, King County, Wash. 

(24) Connecting track, 2,320 feet in length, extending between N. P. Milepost 
5.09 on joint NP-SP&S main line and SP&S Milepost 139.45, at Willbridge, 
Mutnomah County, Oreg. 

APPENDIX K 

Description of portions of existing lines of railroad for which authority to 
abandon is sought under section 1(18) to 1(20) of the act, contingent upon 
consummation of transactions for which authority is sought under section 5(2) 
of the act in F. D. No. 21478: 

(1) Removal of 1,649 feet of track, extending between N. P. Milepost 73.15 
and N. P. Milepost 73.46 on Northern Pacific branch line Wadena-Oakes, at 
Breckenridge, Wilkin County, Minn., after construction of connecting track for 
which authority is sought as described in paragraph (5) of appendix J. 

(2) Removal of approximately 2,000 feet of track, extending between G. N. 
Milepost 42.33 and G. N. Milepost 42.71 on Great Northern Line between 
Wahpeton and Moorhead, at Moorhead, Clay County, Minn., after construction 
of connecting track for which authority is sought as described in paragraph 
(8) of appendix J. 

(3) Removal of approximately 10,404 feet of track, extending between G. N. 
Milepost 210.44 and G. N. Milepost 212.41 on Great Northern Great Falls-Butte 
line, at Helena, Lewis and Clark County, Mont., after construction of connecting 
tracks for which authority is sought as described in paragraphs (15) and (16) 
of appendix J. 

(4) Removal of approximately 18,543 feet of track, extending between G. N. 
Milepost 1477.79 and G. N. Milepost 1479.35 on Great Northern main line, at 
Spokane, Spokane County, Wash., after construction of connecting track for 
which authority is sought as described in paragraph (19) of appendix J. 

(5) Removal of approximately 1,300 feet of track, extending between SP&S 
Milepost 376.89 and SP&S Milepost 376.63, ·at Fort Wright, Spokane County, 
Wash., after construction of connecting track for which authority is sought as 
described in paragraph (19) of appendix J. 

(6) Removal of approximately 7.7 miles of line extending between N. P. 
Milepost 1.18 and N. P. Milepost 8.86 on Northern Pacific main line, between 
Spokane and Marshall, Spokane County, Wash., after construction of connecting 
track for which authority is sought as described in paragraphs (19) and (21) of 
appendix J. 

(7) Removal of approximately 4,000 feet of connecting track, between N. P. 
Milepost 8.90 and SP&S Milepost 367.50, at Scribner, Spokane County, Wash., 
after removal of track described in (5) above. 

331 I.C.C. 
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APPENDIX L 

1. Upon consummation of the transaction in whole or in part, NuCo shall 
maintain and keep open all routes and channels of trade via existing junctions 
and gateways, unless otherwise mutually agreed upon by the carriers affected 
or otherwise authorized by this Commission. 

2. The present neutrality of handling inbound, outbound and overhead traffic 
by the merged and leased railroads shall be continued by NuCo so as to permit 
equal opportunity for service to, from, and via all lines reaching its rails 
without discrimination as to routing or movement of traffic and without 
discrimination in the arrangement of schedules or otherwise. 

3. Existing traffic and operating relationships, including contracts, between 
any of the merged and leased railroads, on the one hand, and, on the other, all 
lines connecting with their tracks, shall be continued insofar as such matters 
are within the control of NuCo. 

4. NuCo shall accept, handle and deliver all cars inbound and outbound and 
in overhead or switching service, loaded and empty, without discrimination in 
promptness or frequency of service and irrespective of origin or destination 
or route of movement. 

s.· NuCo shall do nothing to restrain or curtail the right of industries served 
by it or the merged and leased lines to route traffic over·any or all available 
routes and gateways. 

6. Any party or any person having an interest in the subject matter may, at 
any future time, make application for such modification of the above conditions, 
or any of them, as may be required in the public interest, and jurisdiction will 
be retained by this Commission to reopen these proceedings pursuant thereto 
or on our own motion. 

7. NuCo and Southern Pacific shall join in the establishment and maintenance 
of joint through rates via Klamath Falls, Oreg., on bases no less favorable 
than via other routes, on all traffic to and from points on their lines, and their 
short-line connections. NuCo shall observe strict neutrality between the 
Bieber, Calif., and Klamath Falls gateways as to solicitation of traffic, 
regardless of origin or destination. NuCo and Southern Pacific shall conduct 
operations without discrimination or limitation, including the furnishing of 
specialized equipment, switching services, and the maintenance of train 
schedules so as to handle traffic interchanged between them at Klamath Falls 
in a prompt and expeditious manner and in no respect with less favorable 
treatment than is accorded by NuCo on traffic handled via Bieber or by 
Southern Pacific on traffic handled via Portland, Oreg. 

8. NuCo and Southern Pacific shall establish and maintain joint through 
rates via Portland to and from all . points to the same extent as hereafter 
established via Klamath Falls and shall conduct operations via Portland 
without discrimination or limitation, including the furnishing of specialized 
equipment, switching services and maintenance of train schedules, said 
service to be equal or superior to that presently provided by Northern Pacific 
and Southern Pacific in operating via Portland, 

9. Southern Pacific, following the effectuation of condition 24 hereinafter, 
shall solicit all traffic to and from Oregon, Washington, northern Idaho and 
British Columbia, as follows: 
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(a) From and to territory north of Los Angeles, Calif., Southern Pacific 
shall observe strict neutrality between Union Pacific, NuCoand the Milwaukee. 

(b) From and to territory Los Angeles and south and east thereof served in 
common by Union Pacific and Southern Pacific and where Union Pacific now 
maintains or may maintain rates via its Salt Lake line that are competitive 
with Southern Pacific through Portland, Southern Pacific shall solicit all 
traffic in favor of NuCo and the Milwaukee, without preference as between 
them. 

(c) From and to territory Los Angeles and south and east thereof except 
asprovidedinparagraph (b), immediately above, SouthernPacific shall observe 
strict neutrality between Union Pacific, NuCo and the Milwaukee. 

10. NuCo and Western Pacific shall join with each other and with Santa Fe in 
establishing and maintaining joint through rates via Bieber, Calif., on bases 
no less favorable than via other routes, on all traffic between points in 
Washington, Oregon, Idaho and British Columbia located on the lines of NuCo 
and its connections, on the one hand, and, on the other, points on the lines of 
(1) Western Pacific and its short-line connections in California, Nevada and 
Utah; (2) points in California, Arizona, New Mexico, Texas, and Louisiana on 
the lines of Santa Fe and its short-line connections; and (3) Rio Grande in 
Utah; and on transcontinental traffic between points other than those described 
above, the rates via Bieber shall be maintained on bases equal to the rates 
applicable via all other routes between points on the lines of NuCo and all 
transcontinental origins or destinations to the same extent as provided via 
Bieber in Trans-Continental Freight Bureau Tariff No. 5 series, I.C.C. 1576. 

11. With respect to all traffic described in paragraph 10, via routes from, 
to, or through California, NuCo shall preferentially solicit for its Inside 
Route (i.e., via either Klamath Falls, Oreg., or Bieber) and shall not by any 
means, including the adjustment of divisionsoffreightrevenue, give preference 
to its route via Portland; and NuCo and Western Pacific shall observe practices, 
including those with respect to solicitation and the adjustment of divisions of 
freight revenue, which will afford to the Bieber route no less favorable an 
opportunity than the Klamath Falls route to share in the traffic moving between 
the areas described in paragraph 10, immediately abov!,!. As used in this 
paragraph, the term Klamath Falls route or gateway includes, and the provisions 
thereof shall cover traffic interchanged at Chemult, Oreg., a point on the 
Klamath Falls route. 

12. NuCo and Western Pacific shall conduct operations via Bieber without 
discrimination or limitation, including the furnishing of specialized equipment, 
switching services, and the maintenance of train schedules so as to handle 
traffic interchanged between them there in a prompt and expeditious manner 
and NuCo shall accord such traffic no less favorable treatment than it accords 
traffic interchanged with connecting lines at Klamath Falls, Chemult, or 
Portland. 

13. Western Pacific shall solicit all traffic to and from Oregon, Washington, 
northern Idaho and British Columbia via the Bieber route and in favor of 
NuCo and the Milwaukee, without preference as between them. 

14. NuCo and Santa Fe (and its Texas subsidiaries) shall join with each other 
and with Western Pacific in establishing and maintaining joint through rates 
via Bieber on bases no less favorable than via other routes, on all traffic 
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between points in Washington, Oregon, Idaho, and British Columbia located 
on the lines of NuCo and its connections, on the one hand, and, on the other, 
points in California, Arizona, New Mexico, Texas and Louisiana on the lines 
of Santa Fe and its short-line connections; and on transcontinental traffic 
between points other than those described above, the rates via Bieber shall 
be maintained on bases equal to the rates applicable via all other routes 
between points on the lines of NuCo and all transcontinental origins or 
destinations to the same extent as provided via Bieber in Transcontinental 
Freight Bureau Tariff No. 5 series, I.C.C, 1576, 

15. With resPect to all traffic described in paragraph 14, via routes from, 
to, or through California, NuCo shall preferentially solicit for its Inside Route 
(i.e., via Klamath Falls or Bieber) and shall not by any means, including the 
adjustment of divisions of freight revenue, give preference to its route via 
Portland; and NuCo and Santa Fe shall observe practices, including those with 
respect to solicitation and the adjustment of divisions of freight revenue, which 
will afford the Bieber route no less favorable an opportunity than the Klamath 
Falls route to share in the traffic moving between the areas described in 
paragraph 14. As used in this paragraph, the term Klamath Falls route or 
gateway includes, and the provisions hereof cover, traffic interchanged at 
Chemult, a point on the Klamath Falls route. 

16. NuCo and Santa Fe shall join with Western Pacific in conducting opera
tions via Bieber without discrimination or limitation, including the furnishing 
of specialized equipment, switching services, and the maintenance of train 
schedules so as to handle traffic interchanged between them there in a prompt 
and expeditious manner and NuCo shall accord such traffic no less favorable 
treatment than it accords traffic interchanged with connecting lines at Klamath 
Falls, Chemult, or Portland. 

17. NuCoshallestablish and maintain joint rates with Western Pacific and its 
connections, viaBieber, and with the Milwaukee, via Portland and via Vancouver, 
Wash., between all points on the Milwaukee and its connections, on the one hand, 
and, on the other, all points on Western Pacific and its connections, on bases 
no less favorable than shall apply from time to time via the Milwaukee and 
Southern Pacific via Portland. 

18. NuCo shall establish and maintain joint rates with Western Pacific and 
its connections, via Bieber, and with Union Pacific, via Ben, Oreg,, and via 
Vancouver, Wash., between all points on Union Pacific and its connections in 
the Pacific Northwest, on the one hand, and, on the other, all points on Western 
Pacific and its connections, on bases no less favorable than shall apply from 
time to time via Union Pacific and Southern Pacific via Portland. 

19. The Milwaukee, as a condition to its securing trackage rights over the 
lines of NuCo between Longview Junction, Wash., and Portland, Oreg., between 
Renton and Snohomish, Wash., and between Everett and Bellingham, Wash., 
shall: 

(a) Establish and maintain joint rates via Portland, Oreg., and Vancouver, 
Wash., with NuCo and with Western Pacific and its connections, via Bieber, 
between all points located on the Milwaukee and its connections, on the one 
hand, and, on the other, all points on Western Pacific and its connections, on 
bases no less favorable than shall apply from time to time via the Milwaukee 
and Southern Pacific via Portland, and 
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(b) Maintain in connection with freight traffic moving via the Bieber route 
freight train schedules and service no less favorable than it shall contempo
raneously maintain in connection with Southern Pacific via Portland. 

20. The Milwaukee, as a condition to its securing various gateways and 
trackage rights herein: 

(a) In connection with freight traffic moving from, to, or via any point 
located on its lines (or which in the future may be located on its lines or the· 
lines of its successor as a result of merger or consolidation of trackage rights 
or lease or an extension of line) in Illinois, Missouri, Iowa, Wisconsin, Michi
gan, and Kansas, on the one hand, and, on the other, points in California north 
of and including Caliente and Santa Margarita, shall: (1) join with its connections 
in maintaining via the various central transcontinental routes freight train 
schedules and service at least equal in all respects to the freight train schedules 
and service contemporaneously maintained by the Milwaukee and its connections 
between such territories via any of the northern transcontinental routes, (2) 
join with its connections in maintaining via the various central transcontinental 
routes joint through rates on bases no less favorable than those which the 
Milwaukee shall join with its connections in maintaining via any of the northern 
transcontinental routes, and (3) cooperate with its western connections to 
secure by active solicitation the routing of the maximum of freight traffic via 
the various central transcontinental routes and shall route unrouted traffic via 
such routes, and 

(b) In connection with freight traffic moving from, to, or via any points located 
on its lines (or which in the future may be located on the lines of its successor 
as a result of merger or consolidation of trackage rights or lease or an 
extension of line) in Illinois, Missouri, Iowa, Wisconsin, Michigan, and Kansas, 
on the one hand, and, on the other, points in Oregon and Washington and the 
Province of British Columbia, shall join with its connections in maintaining 
via the various central transcontinental routes joint through rates on bases 
no less favorable than those which the Milwaukee contemporaneously shall 
maintain, or shall join with its connections in maintaining, via any of the 
northern transcontinental routes. 

21. NuCo and Soo Line shall, subject to any necessary approval of this 
Commission, promptly enter into and execute the agreements indicated below 
and shall thereafter prepare and file with this Commission any anci all 
required applications and supporting evidence to: 

(a) Amend that certain contract dated September 18, 1959, between Great 
Northern and Minneapolis, St. Paul & Sault Ste. Marie Railroad Company, 
covering coordination of certain lines of Great Northern and Soo Line between 
Lignite, N, Dak,, and Crosby, Minn., and Hankinson and Geneseo, N, Dak., 
approved by order ofthisCommissiondatedJanuary 28, 1960, in Finance Docket 
No. 20837, so as to give Soo Line the full and equal joint use of the "Crosby 
Joint Section" as that term is defined in said contract, and all spur tracks. 

(b) Amend that certain contract dated July 5, 1955, between Great Northern 
and Minneapolis, St, Paul & Sault Ste. Marie Railroad Company, covering 

331 I.C.C. 



UPRRIG-000549

356 INTERSTATE COMMERCE COMMISSION REPORTS 

coordination of certain lines of Great Northern and Soo Line between Schley 
and Bemidji, Minn., and between New Aberdeen Line Junction, Minn., and 
Hankinson, N. Dak., approved by order of this Commission dated December 
6, 1955, in F. D. No. 18992, so as to give Soo Line the full and equal joint use 
of the "Cass Lake Joint Section" as that term is defined in said contract, 
and all spur tracks. 

(c) Amend that certain contract dated April 15, 1929, between Northern 
Pacific and Minneapolis, St. Paul & Sault Ste. Marie Railroad Company, 
pooling Northern Pacific and Soo Line traffic on iron ore tonnage originating 
on the Cuyuna Range, approved by order of this Commission dated June 3, 
1929, in F. o: No. 7569 (154 1.c.c. 279) in the following respects: 

1. The first 500,000 tons of ore transported from the Cuyuna Range yearly 
shall be divided 75 percent Soo Line and 25 percent NuCo; tons exceeding 
500,000 shall be divided equally. 

2. Soo Line's share of the Cuyuna car pool will be fulfilled by Soo Line's 
furnishing a minimum of 375 seventy-or seventy-five-ton cars and any 
deficiency during the first 10 ore shipping seasons after coordination of 
Allouez dock shall be made up with 70-ton cars furnished by NuCo at a per 
diem rate of $1 during said seasons. 

3. The obligation of Soo Line to pay $7,850 annually on account of aban
donment of its line between Lawler and East Lake shall be canceled, 

4. Soo Line shall be admitted on fair and equitable terms to the use of 
NuCo yards and docks at Allouez, and a rail connection will be installed at 
Saunders to handle Soo Line ore. 

(d) Authorize Soo Line, on fair and equitable terms, to use the existing 
Great Northern trackage between· Soo Line's Shoreham Yard and the easterly 
end of Great Northern's Union Yard, including necessary yard tracks, so that 
Soo Line can make direct interchange with The Minnesota Transfer Railway 
Company and the Chicago, Rock Island and Pacific Railroad Company. 

22. Following consummation of the transactions for which authority under 
section 5(2) of the act is sought, NuCo and Soo Line shall continue their 
cooperative efforts to find ways and means of jointly providing improv(;ld 
service to the shipping public by eliminating delay and reducing costs and to 
that end the parties shall consider the installation of automatic interlockers at 
various crossings now manually operated and coordination of additional lines 
where practical on the basis set forth in the contracts dated September 18, 
1959, and July 5, 1955, further described in paragraphs 2l(a) and 2l(b) above. 

23. NuCo shall publish and file appropriate tariffs and routing schedules to 
be effective on and after' the date of consummation of the merger, providing 
for the opening of junctions and gateways at Linton and Fargo, N. Dak., and 
Missoula, Mont., and Spokane, Seattle, and Tacoma, Wash., with respect to 
traffic moving through said junctions, at the lowest applicable rates available 
via the Twin Cities and Sioux City gateways (on a reciprocal basis, with the 
Milwaukee affording equal privileges to NuCo) with just and reasonable 
divisions thereof as may be agreed upon, or fixed by this Commission if such 
carriers cannot so agree, and the Milwaukee shall, on traffic obtained pursuant 
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to this condition or those in paragraph 24, below, open or keep open, in 
similar manner, its junctions at Twin Cities, Sioux City, and Council Bluffs 
with North Western, and on traffic obtained pursuant to this condition or those 
in paragraph 24 below, open or keep open in similar manner its junction at 
Twin Cities with Soo Line. 

Routing via the 11 first-named gateways so opened shall be restricted to one 
such gateway on any single shipment, and to traffic destined to or billed for 
transit or stopoff at any station on the other line beyond the junction up to and 
including the terminal area of the next junction, except that routing via Linton 
and Fargo shall be provided to and from Billings and Great Falls, Mont., and 
stations intermediate thereto, 

24, At the request of the Milwaukee, presented in writing not more than 6 
months after date of consummation of the unification authorized herein or not · · 
more than 6 months after the effective date of any certificate or order of this 
Commission: 

(a) Permitting that railroad to extend its operations to Portland, Oreg., and 
to acquire trackage rights over the line of NuCo between Longview Junction, 
Wash,, and Portland, Oreg., NuCo shall grant to the Milwaukee, upon such fair 
and reasonable terms as the parties may agree or as determined by this 
Commission in the event of their inab111ty to agree, trackage rights to operate 
freight trains over NuCo lines between Longview Junction and Portland, 
including the right to serve on an equal basis all present and future industries 
at Portland and intermediate points and the use of NuCo facilities at Portland 
necessary for the switching of traffic to other railroads and industries, NuCo 
shall maintain Portland as an open gateway on a reciproeal basis with the 
Milwaukee to the same extent as with other connecting carriers; 

(b) Permitting that railroad to acquire trackage rights over the lines of 
NuCo between Renton and Snohomish, Wash., and between Everett and Belling
ham, Wash., NuCo shall grant to the Milwaukee, upon such fair and reasonable 
terms as parties may agree or as determined by this Commission in the event 
of their inability to agree, trackage rights to operate freight trains over NuCo 
lines between Renton and Snohomish, and between Everett and Belllngham; and 

(c) Permitting that railroad to extend its service to Blllings, Mont., and the 
handling of its trafficbyNuCofromandto Judith Gap, Miles City, and Bozeman, 
Mont,, on the one hand, and, on the other, to, from, and through Billings, Mont,, 
including the switching of cars to or from industries at Billings, NuCo shall 
impartially handle the empty and loaded cars of that railroad from, to, and 
through Billings as though a station on the other road, such cars to be delivered 
to and returned byNuCoatMilesCity,Judith Gap, or Bozeman, according to the 
direction of the traffic, upon such fair and reasonable terms as the parties may 
agree or as may be determined by this Commission in the event of their 
inability to agree, 

25, NuCo shall join with the Milwaukee in: 

(a) Eliminating at their common points the dual basis of switch charges by 
canceling in their respective tariffs the higher switch charges required to be 
paid when absorbed by the line-haul carrier, and by providing in their respective 
tariffs for the absorption by the line-haul carrier of switch charges on all 
traffic, subject to a reasonable minimum carload revenue, and 
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(b) Reestablishing rate relationships via all routes with that railroad when, 
by reason of this unification, the relationships of rates via such routes with 
rates via other routes of the component lines merged into or operated under 
lease by NuCo are disturbed. 

26. NuCo shall (1) establish and maintain competitive joint rates and routes 
with North Western, reciprocally, on a reasonably related divisional basis 
(a) via Oakes, N. Dak., as specified in sheet 3 of appendix N-9 of the examiner's 
report in F. D. No, 21478, with exceptions and upon terms as mutually agreed 
upon between said railroads, and (b) via Crawford, Nebr., as specified in sheet 
4 of appendix N-9 of the examiner's report in F, D. No. 21478, with exceptions 
and upon terms as mutually agreed upon by said railroads, to the extent that 
Great Northern, Northern Pacific, or Burlington now have or to the extent 
that NuCo shall have joint rates and routes (A) via Laurel-Billings, Mont., 
through Crawford and Ellsworth, Nebr., or (B) on traffic moving from or to 
former Burlington lines in Montana, Wyoming, and South Dakota through · 
Alliance, Nebr., (2) maintain connecting service schedules and interchange 
service at Oakes and Crawford so as to provide an efficient and effective 
service to the shipping public, (3) maintain efficient and effective service 
between Oakes, N. Dak., and Jamestown, N. Dak., for through traffic which is 
reasonably consistent with the service, including schedules provided by North 
Western between Huron, s. Dak., and Oakes, N. Dak., and (4) pick up and set 
out through cars (originating or terminating at points beyond Edgement, s. Dak., 
or Alliance, Nebr.) at Crawford in its through trains so as to provide efficient 
and effective service on such through traffic. 

27. NuCo shall deliver Minneapolis interchange cars to the North Western 
at the latter's Cedar Lake and East Minneapolis Yards separated as between 
the two yards as that railroad may designate, and shall accept deliveries of 
Minneapolis interchange traffic therefrom at NuCo's Lyndale Yard, Union 
Yard and Northtown Yard (when it is placed in operation). 

28, NuCo shall permit North Western to operate trains between Minneapolis 
and St. Paul, Minn., over track now owned by Great Northern known as the 
"Short Line" without restriction as to character or origins and destinations of 
the traffic in the trains using the line, and shall subject to terms mutually 
agreed upon (1) offer to rescind all or any part of the contract between North 
Western and Northern Pacific governing use by North Western of trackage of 
Northern Pacific between Minneapolis (20th Avenue South) and St. Paul 
(otherwise known as Line A), and (2) provide for partial use of that line by 
North Western on mutually agreeable terms, cancellation of such agreement on 
90 days' notice, and in the event of such cancellation, provide for use of 
alternate routes which would permit North Western equivalent service, 
including, but not limited to, the right for North Western and Chicago Great 
Western Railway Company to make direct interchange in the vicinity of St. 
Anthony Tower, or for North Western to provide direct service to St. Anthony 
Tower in the event the transactions approved in F. D. No. 23388, et al. are 
consummated. 

29. NuCo shall (1) offer to lease to North Western, upon terms mutually 
agreeable, its tracks in Union Yard in Minneapolis, as follows: (a) track E-4 
from its commencement on the east to a connection to be constructed at a 
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point approximately 800 feet west of 10th Avenue S, E, Minneapolis, and (b) 
tracks C-29 and C-30 from a point on the east end where they join track Q-13 
to the ppint where they join track E-4, (2) subsequent to consummation of the 
unification construct a connection between the leased tracks and Great Northern 
main line track 1 in its yard and a connection between Great Northern tracks 
in the vicinity of the point where tracks C-29 and C-30 enter into track Q-13, 
and such other change as necessary to give North Western access to the leased 
tracks, and (3) after Northtown Yard is placed in operation, consider leasing 
track Q-13 from its point of connection with tracks C-29 and C-30 to the 
crossover in vicinity of St. Anthony Tower semaphore. 

30. NuCo shall (1) grant such trackage rights at Duluth, Minn., to Duluth, 
Winnipeg & Pacific Railway, upon terms mutually agreeable, as will permit the 
latter to handle through traffic between the present connection of that railroad 
and Northern Pacific in Duluth to the connection of the North Western and 
Northern Pacific in Duluth, and (2) grant such trackage rights to North Western 
at Head of the Lakes, upon terms mutually agreeable as will permit the latter 
to handle such traffic over St. Louis Bay Bridge and related facilities. 

31. Railroad interveners, as beneficiaries under the conditions herein 
imposed upon them and upon applicants as conditions precedent or subsequent 
to consummation of the authority granted herein, shall cooperate with each 
other and with applicants in order that these conditions be given full effect. 
Such cooperation shall, where practicable, take the form of agreements to be 
entered into by the parties within 180 days from the effective date of this 
order, or within such other period as this Commission may specify. The 
failure to so cooperate shall, upon the filing of an appropriate pleading by an 
aggrieved party hereto, be considered by this Commission as the assent by 
the party failing to so cooperate to modification or cancellation of such condition 
or conditions benefiting such party. Nothing in this paragraph shall be deemed 
to affect the consummation by applicants of the authority herein granted. 

32. All motor-carrier operating authority (under part II of the Interstate 
Commerce Act) coming under the control of NuCo as a result of these pro
ceedings shall be amended by the addition of a condition reserving the right of 
this Commission to impose such future conditions as it may find necessary to 
insure operation in the public interest under such authority. 

33. The Commission shall retain jurisdiction over these proceedings for a 
period of 5 years following consummation of the transactions herein authorized, 
for the purpose, among others, of considering petitions, under section 5(2)(d) 
of the act, by any railroad in the territory involved requesting inclusion in the 
merger so authorized. The Commission shall also retain jurisdiction over 
these proceedings for a period of 5 years following consummation of the trans
actions herein authorized to impose such just and reasonable conditions upon 
petition by any party in interest, or on its own motion, after hearing, as may 
be necessitated by any cumulative or crossover problems stemming from 
approval of this merger and any other transaction authorized under section 5 
with respect to the territory involved. Consummation of the transactions 
herein authorized shall constitute irrevocable assent by applicants to the 
power of this Commission to impose, after hearing, such just and reasonable 
conditions as may be necessary or appropriate. 

34. NuCo shall be required to provide employees not now covered and to the 
extent contemplated under section 5(2)(f) of the act with the basic protection as 
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particularly described in the contract entered into between applicants and the 
Brotherhood of Locomotive Engineers and Brotherhood of Railway Trainmen. 
NuCo shall apprise the affected employees of the protection provided herein, 
as more fully set out in this report, 
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